ERE GOES 
on /o” ONE : / 


“Yep, that’s the tenth family to move 
out of town from my route... plenty 
of new families moving in, too. Folks 
can’t be sure where they’ll be living 
next, with all these wartime changes.”’ 






CLASSIFIED PHONE BOOKS IN 360 KEY CITIES LIST ONE OR MORE AGENTS 


SATAY, VAN LIVES, wc lemma ONe-OITANEE Moving 


OF HOUSEHOLD GOoObDs - orFice 
O Ri D's LARGEST FLEET VANS 


: FURNITURE AND EQUIPMENT 
: NATIONWIDE SERVICE 
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United Nations Victory at the earliest possible time. That 
is our job and your job. The No. 1 job of today, all work- 
ing together as an efficient War Winning Organization, 
with but one aim. 


Nevertheless, we are ever mindful of the obligation we 
owe our customers. We have not forgotten how gener- 
ously you contributed to the success of our business in the 

E. OF derm, past and we are truly grateful for your patience and toler- 
J by the Usion Ve Bur- ‘ ance during this critical period. 
ILL.— Downtown 
inal Building, Under pressure of wartime demands we are learning— 
doing—planning and preparing and are looking forward to 
rendering you an even greater service in the peace-time 


erchange | . days of tomorrow. 
t Capacity , 
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The ONE-MAN-GANG .. . that’s the title given 
to Towmotor and its operator by users everywhere. 
Why? Because one Towmotor and the operator 
(man or woman) can do the work of a whole gang 
of manual materials handlers! 


A Towmotor Fork Lift Truck does the heavy work 
—no back-breaking handling assignments for em- 
ployes when Towmotor’s around. Lifting and mov- 
ing weighty unit loads (dozens to hundreds of units 
assembled into one compact load) through produc- 
tion, shipping and storage; saving space by build- 
ing girder-high stacks; simplifying stock control; 
avoiding rehandling; promoting materials handling 
safety; and saving time, manpower and money ... 
these are the duties Towmotor takes over when it 
goes to work for you. 


Mechanical help is a necessary part of a good mate- 
rials handling system. Get a Towmotor! For 
complete information regarding Towmotor power, 
speed and maneuverability write for the Towmotor 
DATA FILE. Address your request to Towmotor 
Corporation, 1231 E. 152nd Street, Cleveland 10, 
Ohio. 


TOWMOTOR 





THE 24-HOUR ONE-MAN-GANG 


THe Trarric Service Corr., 418 S. Market St., Chicago, IIl. Le yg a 
1913, at the postoffice at Chicago, Iil., under the Act of March 3, 1 





“Wor (4 are going places!” 


It's time to learn— 


About CCC HIGHWAY dependable service. 


THE CLEVELAND, COLUMBUS & CINCINNATI HIGHWAY, Inc. 


215 Euclid A DIVISION OF U. S. TRUCK LINES Cleveland 14, Ohio 
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Yesterday, electronics was the dream of &cience. Today, it directs the 
fire of big naval guns, detects the presence of enemy aircraft, and treats 
diseases hitherto considered incurable. Tomorrow, the power of the 
mighty electron may aid in bringing more speed, increased safety to rail- 
road operation. @® Even now, some of America’s outstanding scientists 
are exploring the use of electronics in railroading. Studies and experiments 
for the Baltimore & Ohio, for example, are being made to determine the 
applications of electronics in radio communications between stations 
and trains and between train crews—all with an eye to increasing post- 
war speed and safety. © The “‘harnessing of the electron”’ is one of 
the many projects currently being undertaken by the Baltimore & Ohio 
so that it may bring to its postwar customers the finest in rail service. 






Inc. BALTIMORE & OHIO RAILROAD 


4, Ohio One of rimericws Ratlecads-ll United for Victory 








It stands to reason that when a four-legged 
horse is worked day and night, he is worked to 
death. But, such 24-hour strain has not de- 
terred the railroad iron horses, on wheels, even 
despite the many expected war handicaps. 


Here the emphasis is on no fatigue. 


The railroads are performing one of the his- 
tory’s miracles in shouldering their obligation 
in winning World War II by doing war-work 
in the transport of war materials, supplies, and 


equipment—not only finished products out of 


TRAFFIC WORLD 


Bonds Now 


production centers—but likewise parts and 
raw materials—into manufacturing plants. 


It has taken the cooperation of shipper and 
carrier alike. It has taken the unusual support 
of efficient and speedy handling of freight at 
interchange points such as the Peoria Gate 
way where cars are sorted and reassembled 
and then rushed along to destination. That has 
been P. & P. U. Rv.’s function before the war as 
well as now. And, it is the function that we are 
eagerly looking forward to performing better 
than ever when final peace is won. 


“One of America’s Railroads—All United tor Victory” _—— 





» 
i 


PEORIA AND PEKIN UNION RAILWAY CO. |. Oy 7 


‘Si, ile), ew wale], Be af wel iP Wa) 1, fod} 


SWITCHING SERVICE BETWEEN: Peoria & Pekin Union Ry.; Chicago, Rock Island & Pacific Ry.; Chicago & North | \ } 

Western Ry.; Chicago & IIlinois Midland; IMlinois Terminal Railroad Co.; Inland Waterways Grm.3 Siinmenpetie & \ ‘Y - E.F. STOCK 
St. Louis Ry. ; Alton Railroad; Atchison, Topeka & Santa Fe Ry.; Illinois Central R. R.; Pennsylvania Railroad; — TRA FFIC 
Peoria Terminal R. R.; Chicago, Burlington & Quincy Railroad; New York, Chicago & St. Louis Railroad; Cleveland, Nt 


Cincinnati, Chicago & St. Louis Ry. (Peoria & Eastern); Toledo, Peoria & Western R. R. 
ae — ee | ee; ee <-> 


~ MANAGER 
- ALWAYS OPEN 
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When Victory is won and the nation 

turns to production for peace and progress, 
shippers and receivers of freight can rely 
on Precision Transportation on the Norfolk 
and Western to provide fast, safe, depend- 
able movement for all classes of shipments 

between the Midwest and the Virginias 
and the Carolinas, and between the North 
and the South. 


There is no way to slow down or speed 

up the passage of time. That is why train 

crews — the railroaders who translate 
operational orders into swift, safe, move- 
ment of vital war traffic, day and night in 
all kinds of weather — are in constant 
battle against time. 























* * * 


If you are a shipper or receiver of freight, Norfolk 
and Western traffic specialists are at your command. 
They are highly trained men, stationed in principal 
cities, to help you with your traffic problems. They 
will gladly furnish complete, up-to-the-minute 

information about rates, routes and schedules; suggest 
ways of speeding up vital shipments and explain how 
to get maximum service from available freight cars. 

Phone or write them now — their service is another 

element of Precision’ Transportation. 


With equipment second to none and the 
backing of their thousands of fellow em- 
ployees, the highly trained, experienced 
Norfolk and Western train crews are 

keeping the trains rolling as never before 

— trains that have moved more ton-miles 

of freight, per mile of road, during the five 

war years, 1939-43, than any other rail- 
road in the United States of 350 miles or 
and more in length. 
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nts. Such a record is the result of Precision 
Transportation — and Precision Trans- 


ar and portation means the Norfolk and Western 
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PRECISION 
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Which One Is Forced to Waste Time? 


Don’t blame poor Miriam because she is always 
involved in a carbon mess. How would you like to 
wrestle with ink-smearing carbon sheets... stuff- 
ing them in and out, in and out? 

And it is such a needless procedure, now that 
you can get modern, up-to-date Uarco continuous- 
strip record forms. Forms that have the carbons 
neatly interleaved . . . eliminate time-wasting car- 
bon fuss and bother. You'll be surprised at what 
that means in time-saving efficiency. For Uarco 
puts an end to repetitive actions by routinizing the 
tedious job of record keeping. 

Uarco records are more than mere forms. They 
are functional business tools that give the how, 
where, and when of every business transaction at 





BETTER BUSINESS RECORDS 


Bs 


any given moment... keep the work moving 
smoothly with a minimum of trouble. Uarco rec- 
ords are designed either for handwritten or ma- 
chine-written use. They may be carbon interleaved 
or non-interleaved; may be used in a Uarco Auto- 
graphic Register, typewriter, billing or tabulating 
machine. 

For over 50 years, Uarco has been supplying 
better record forms to business. They will consider 
it a pleasure to work with you on your individual 
record keeping problem. It will cost you nothing 
to have a Uarco representative call today. 


UNITED AUTOGRAPHIC REGISTER COMPANY 
Chicago, Cleveland, Oakland e Offices in All Principal Cities 


HANDWRITTEN ¢ TYPEWRITTEN © BUSINESS MACHINE RECORDS 
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Ricur NOW, the great Northwest is harvest- 
ing another bumper grain crop. In certain areas 
served by the SOO LINE, the harvest is the 


largest on record! 







It’s going to take a lot of freight cars to move 
this grain to the terminals. And there’s a serious 
shortage of cars today—a shortage created by the 
tremendous demands made upon the railroad 
plant by the war effort. 








It may be that cars will not always be available 
at all points on the SOO LINE as quickly as de- 
sired to move this harvest. In addition to the 














tends to increase the burden already 
put upon our resources. 





AN INTERNATIONAL 


shortage of freight cars, any delay in unloading 





KES A LOT OF 
MOVE 1944's 


To assist us in giving better service to all, we 
ask shippers to observe these suggestions: 


1. Load cars to full load limit or cubic capacity. 
2. Load cars on the same day received. 
3. Unload immediately and notify us that car is 


unloaded. 


With your continued cooperation, we'll be able 
to serve all more efficiently. 
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Plant and office relocation brings heavy responsibility Flash 

ulforc¢ 

upon the Traffic Manager, and it is in this job that the members = 
House 

of the Independent Movers' & Warehousemen's Association are Ate 
ideally situated to be of great assistance. Sow 
Bivins 

The IMWA membership includes experienced moving organiza- qruton 

. Calder 
tions in 31 states strategically located so that one or more are a 
Jacob 

in or adjacent to your locality. These members are amply expe- preoel 
Moore’: 

rienced to give you reliable service in the long distance moving Ration 
omp 

of your office furniture, household goods or institutional Bao 
equipment, and will come to you well recommended by other busi- Gere 
: ° lee-Co 

ness organizations in your own vicinity. Bi 
Beginning now, the long distance moving season is swinging visa 

Johnso 

into full stride, and we sincerely advise that you plan your Bret 
long distance moving at once. Pa 
Contact the INDEPENDENT member in your locality by phone Boren 

Kam 

and discuss your long distance moving problem with him. Its Nobis 
Way 

solution will assure you of the same high standard of personal- Gusts 
; Public 

ized service, safe, efficient pick-up, delivery or storage, and 1. 
eller 

a friendly interest with which they have served every customer wale 
during their business existence. oe 
Clip the IMWA Directory on the opposite page, and keep it Proud 

handy for a ready reference. oi 
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ADOPT A TARIFF IN KEEPING WITH YOUR OPERATION ae 
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ALABAMA 
firmingham Storage Co., Inc., Ensley 
@ CANADA 
Creasey, The Mover, Windsor, Ontario. 


International Cartage, Limited, Windsor, 
Ontario. 


@ COLORADO 

Globe Moving & Storage, Denver. 

Golden Transfer Company, Longmont. 

@ CONNECTICUT 

Arnold, John V., Bridgeport. — 

John M. Sullivan, Sullivan’s 
Bridgeport. 

Nukala, Anna, Brooklyn. 

Atlantic Moving & Warehouse Co., Hartford. 

Barrieau’s Express, Hartford. 

The Gem Service, E. Hartford 

Krantz’s Express, Hartford. 

Amodio Moving & Storage Co. Frank, 
New Britain. 

Halverson & Son, J., New Britain. 

Charles & Russell Movers, New Haven. 

Merchants Express New Haven, New 
Haven. 

@ DISTRICT OF COLUMBIA 

Ambassador Moving & Storage. 

Arrow Standard Transportation Co., Inc. 

B & W Transfer. 

Barrett Transfer. 

Cannon Ball Transit. 

Curles, Wm. E. 

Freeman Transfer & Storage. 

Modern Way Mover. 

Mullen’s Transfer & Storage. 

National Delivery Association, Inc. 
Robinson Transfer, L. 
Takoma Transfer & 
@ FLORIDA 
American Van & Storage, Inc., Miami. 
Flash sounded Storage, inc., Miami. 
Fulford Van & Storage, Inc., Orlando. 




















Express, 
































Storage, Inc. 









Terminal Van Lines, St. Petersburg. 

@ GEORGIA 

House Transfer & Storage, Inc., Russell C., 
Atlanta. 

Suddath Moving & Storage, Atlanta. 

@ ILLINOIS 





Arrow Express & Van Company, Chicago. 
Atlas Van Lines, Inc., Chicago. 

Bivins, Matthew B., Chicago. 

Bruton’s Careful Movers, Chicago. 

Cass Motor Service, Chicago. 
Calder’s Van Co., Chicago. 

General Movers, Inc., Chicago. 

Interstate Furniture Movers, Chicago. 
Jacob Van Lines, Chicago. 

Kessell Bros. Storage, Chicago. 

Kipps Moving & Storage Co., Chicago. 
Moore’s Express & Van Co., Chicago. 
Morgan Storage & Van Co., Chicago. 
National Van Lines, Inc., Chicago. 
Thompsons Motor Service, Chicago. 

Trone- \merican Van Service. Inc., Chicago. 
Eddie Wallen Express & Van Co., Chicago. 
















































Wairen ros. Moving Chicago. 
Rithery Storage & Van Co., Des Plaines. 
Gerold Moving & Warehousing Co., East 
St. Louis. . 
Ice-Coal Transfer Rock Island. 
— ~ Ice, Coal & Transfer, Rock 
slan 
John FP. Rosenthal Ice-Coal Transfer, Rock 


Island. 
W. B. Simmon Transfer, Rock Island. 
Johnson Transfer & Storage Co., Streator. 
Sweet & Sons, Russell, Streator. 

@ INDIANA 

Frank, Wilson J., Columbia City. 

Pelz Transfer, Inc., Walter, Evansville. 
Shetler Moving & Storage Co., B. J., 

Evansville. 
Borgmann & Son, A. C., Fort Wayne. 
Brown Trucking Co., Inc., Fort Wayne. 
Kammeier Trucking Co., Fort Wayne. 
Nobles Furniture Exchange, Fort Wayne. 
— Side Transportation Co., Inc., Fort 

ayne. 
Suelver Trucking, Fort Wayne. 
Johnson Transfer & Storage, Gary. 
Public's Moving Co., Hammond. 
East End Storage, Indianapolis. 
J. B. Geier, Indianapolis. 
Keller Bros. Transfer Co., Indianapolis. 

Suesz Transfer & Storage, Fred C., In- 

dianapolis, 
McDowell & Son, Marion. 

Mishawaka Transfer Co., Mishawaka. 

Guyer the Mover,”’ Peru. 

Ace-\ an-Lines, South Bend. 

Dick’s Moving & Transfer, South Bend. 
Proud, Keith E., South Bend 










rockiin Bros. Transfer, Terre Haute. 
Sappington, Samuel V., Terre Haute. 
@ lOwa 


P & W Truck Lines, Albia. 
Gale’s Transfer & Storage Co., Des Moines. 
et Transfer & Storage Co., Des 
es, 
Wise Transfer & Storage, Des Moines. 
Cadwell Storage & Moving Co., Mason City. 
Helmendinger Transfer Line, Mason City. 
Transfer & Storage, Mason. City. 
Merchants Transfer, N 


¢ ewton. 
Vries Transfer, Orange City. 










































@ KANSAS 
Atherton Transfer & Storage Co., Wichita. 


@ LOUISIANA 


Security Storage & Van Co., Inc., New 
Orleans. 


@ MARYLAND 


Apex Universal Van Service, Baltimore. 
Benson Moving & Storage Co., Baltimore. 
Bowers, Charles E., Company. Baltimore. 
Chernock Transfer Co., Inc., Baltimore. 
Dean Transfer Co., Baltimore. 

Storage 


Geipe Van Lines 
Warehouses, Baltimore. 

Highland Storage Warehouse, Baltimore. 

Hughes Van Co., Baltimore. 

Loving & Son, Chas. A., Baltimore. 

O’Brien’s Roland Park Express, Baltimore. 

Snyder Moving Co., Baltimore. 

Sudler Moving & Co., Baltimore. 

Webers Van & Storage Co., Baltimore. 

Wilhelm, D. K., Angelsea & Fleet, Balti- 


more. 

Carbaugh Van Service, Inc., Hagerstown. 
Anchor Transfer Co., Silver Spring. 
Burton Transfer Co., Silver Spring. 


@ MASSACHUSETTS 


Williams The Mover, ‘‘Herb,”’ Agawam. 

Harris, Mary G., No. Cambridge. 

Weymouth, Daniel M., Cambridge. 

Ahern & Son, T. A., Charlestown. 

Atlantie Moving & Warehouse. Dorchester. 

C. Moriarty & Company and Moriarty Van 
Lines, Jamaica Plain. 

Fabio, William H., New Bedford. 

Edgar, H. E., Newton Highlands. 

Golden, Merand E., Shrewsbury. 

Bowlby & Son, C. R., West Sommerville. 

Charlie, The Mover, Springfield. 

Dahlike the Mover, Bill, Springfield. 

Gloth Transfer Co., Springfield. 

Rurke, Philip E., Waltham. 

National Movers of Boston, Watertown. 
Nazarian, John, Watertown. 

Solin Transportation, Worcester. 


@ MICHIGAN 
Harris Truck & Storage Company, Bay 


City. 

American Van Service, Detroit. 

Ehalt Moving Co., Detroit. 

Farr Moving, Detroit. 

Frisbie Moving Co., O. H., Detroit. 

Hammel Moving & Storage, Detroit. 

Ivory Storage Co., Inc. John F., Detroit. 

Kanner Moving & Storage o., Detroit. 

Livernois Moving Co., Detroit. 

Montcalm Moving Co., Detroit. 

Northern Moving & Storage, Detroit. 

Northwestern Moving Co., Detroit. 

Owl Moving & Storage, Detroit. 

Russell’s Moving & Storage. Detroit. 

Suburban Van Lines, Inc., Detroit. 

Warren Co., E. H., Detroit. 

Winner Moving Co., A. E., Detroit. 

Boyd Moving, Arthur. Flint. 

Henry H. Stevens, Flint. 

Fome Transfer Company, Grand Rapids. 

Stephan Storage Company, Grand Rapids. 

Boer’s Transfer, Holland. 

Tmlach Movere. Lineoin Park. 

Edmund Beaudo, Menominee. 

Colton, Kenneth, Mouroe. 

Quick Transfer & Storage, Monroe. 

Bedford Moving & Storave, Pontiac. 

Stevens Brothers Fireproof Warehouse, 
Saginaw. 


@ MINNESOTA 


Elliot Transfer, G. R., Fergus Falls. 
Wittmers Truck Line, William, Albert Lesa. 
Hibbing Van & Transfer, Hibbing. 
Berger Transfer, Carl, Minneapolis. 
Chicago Avenue Transfer, Minneapolis. 
Reliable Transfer, Minneapolis. 
Woodland Transfer, Minneapolis. 

Dawn Transfer & Storage Co., St. Paul. 
Metcalf Transfer Co., St. P. 


aul. 
@ MISSOURI 


Day Transfer, Cape Girardeau. 

Adams, J. R., Independence 

Collins Transfer, Independence. 

Marlatt Transfer & Storage, Joplin. 

i Cab & Baggage Company, Kansas 
J... 

G & M Moving & Transfer Co., Kansas 


City. 
Park Transfer Company, Kansas 


City. 
Lincoln Storage & Moving, Kansas City. 
ye ge Storage & Moving. 


Kansas City. 
x Storage & Transfer Co., Kan- 
sas % 
New Way Transfer, Kansas City. 
South Prospect Transfer, Kansas City. 
White Way Transfer, Kansas City. 
Hudson Van Lines, Overland. 
Gregory Moving Co., St. Louis. 
+ Moving & Storage Co., Inc., 


Your List of Independent Long Distance Movers of 
Household Goods, Office Furniture and Equipment 





as yrs Bros. Moving & Storage, Inc., 
. Louis. 

Lockhart Moving Company St. Louis. 
Plaza Express Co., Inc., St. Louis. 
Sirkin & Needles Moving Co., St. Louis. 
Von Der Ahe Moving: Co., St. Louis. 


@ NEBRASKA 


Donaldson Transfer, Lincoln. 

Ford Van Lines, Lincoln. 

Lair Van & Storage, Lincoln. 
Andrews Transfer & Storage, Norfolk. 
Central Storage & Van Co., Omaha. 


@ NEW JERSEY 


Empire Moving & Storage Co., Bayonne. 
Engel Brothers, Inc., Elizabeth. 

Engel Moving & Storage, Roy, Elizabeth. 
Duke Storage Warehouse, C. F., Jersey 


City. 
Grady Storage Lr Inc., Newark. 


es Express Storage, Ocean 

rove. 

Evans, Edwin J., Orange. 

—- & Johnson Corp., Palisades 
ar’ 


J Fishman & Son. Paterson. 

North South Freightways, Inc., Paterson. 
Wright. John &., Phillipsburg. 
Northern Valley Express, Tenafly. 


@ NEW YORK 


Carroll Moving Service, Albany. 

George’s Moving Service, Albany. 

Return Loads Bureau, Astoria, Long Island. 

Vanportation & Warehouse, Astoria, Long 
Island. 

Helfrich, Francis J., Bronx. 

Hunt’s Point Moving & Storage Co., Bronx. 

Pelham Vans, Bronx. 

Alabama Moving & Storage Co., Brooklyn. 

American Vanlines, Inc., Brooklyn. 

Gene-Eddie’s Vans, Brooklyn. 

Srolowity Bros Rrookivn. 

Anthony L. Walthey, Dover Plains. 

Conway Wisdum, Ellenville. 

Stevens, Wayne C., Elmira. 

Laird’s Movers, Fairport. 

Rose Moving and Storage, Flushing. 

Caswell Van Lines, Henrietta. 

White Star Transfer, Kingston. 

Garrison, Edward B., Monroe. 

Suburban Fireproof Storage. New Rochelle. 

Allied Pittsburgh Warehouse & Van Co., 
New York. 

Continental Van Service, Inc., New York. 

Interstate Van Lines, New York. 

Liberty Return Loads Association, Inc., 
New York. 

National Moving & Warehouse Corporation, 
New York. 

Red Ball Van Lines, New York. 

Red Comet Van Lines, New York. 

Rockland Express, Nyack. 

— Brothers Trucking, Inc., Roches- 
er. 

Clancy Carting & Storage, Rochester. 

Dailey, H. E., Rechester. 

Yellow Van & Storage. Rochester. 

Clarence B. Lasher, Saugerties. 

Bell Brothers, Syracuse. 

Dorschug Moving & Trucking Co., Syra- 


cuse. 

Nichols Trucking Co., Syracuse. 

Salt City Movers & Storage, Syracuse. 
Henson Truck Lines, Harry J.. Waverly. 
Bly Moving & Storage, Edw., Woodside. 


@ NORTH CAROLINA 


Smith Transfer & Storage, Charlotte. 
Dailey Co., J. T., Greensboro. 

Lipe, M. P., Hickory. 

Tanner Transfer, W. I., Rocky Mount. 


Best Movers, Akron. 

Eason Movers, Akron. 

Peck, Wm. J., Akron. 

Snow Brothers, Akron. 

Hammond, L. L., Alliance. 

Jewell Transfer & Moving, 
Bellaire. 

Scott Transfer, T. A., Bellaire. 

The Right Way Movers, Bowling Green. 

Motor Delivery, Canton. 

Russell, E. F., Celina. 

Ajax Van Lines, Cincinnatti. 

Burgess Movers, Cincinnati. 

Hall Moving and Storage, Cincinnatt. 

Powell, John W., Moving & Storage Co., 
Cincinnati. 

Waters, G. W., Cincinnati. 

Central Storage, The, Columbus. 

Kline Transfer & Storage, H. 
lumbus. 

Poston Transfer, H. F., Columbus. 

Swormstedt Storage & Van Co., Columbus. 

Tagg Coal & Transfer, Delaware. 

United Meving & Storage, Columbus. 

Kuehn, Otto, Dayten. 

Glencoe Transfer, Glencoe. 

Merchants Delivery, Marietta. 

Wetz Bros., Marietta. 

Dependable Messenger & Transfer Service, 
Marion. 

Martin, J. E., Martins Ferry. 


James E., 


0., Co- 
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Norwood M'ransfer Co., Norwood. 
Lodge Bros. Transfer, St. Clairsville. 
McMillen, M. C., Shadyside. 
Proctor, Frank C., Sidney. 

Sidney Truck & Storage, Sidney. 
Von Kaenel, Paul, Strasburg. 
Mingo Transfer Corp. Steubenville. 
Obert, Karl, Toledo. 

Rymers & Son, A. D., Toledo. 
Thompson's Transfer. Washington C. H. 
Arthur Williams, Wauseon. 

Koons, Arthur F., Westerville. 


@ OKLAHOMA 
American Transfer & Storage, Tulsa. 


@ PENNSYLVANIA 
Union Transfer Co. of Allentown, Allen- 


town. 

West Motor Freight, Boyertown. 

Dull’s Transfer and Storage, Connellsville. 

Kies, Abbie M., Easton. 

Bennett Storage & Carting, J. H., Erie. 

George Papson’s Transfer, Greensburg. 

Diamond Transfer and _ Storage, 
Kensington. 

Fox Transfer, New Kensington. 

Shaw’s Transfer, New Kens: " 

Apple Moving & Storage Co., Philadelphia 

Bell, J. D., Philadelphia. 

— Storage House, Inc., Philadel- 
phia, 

Good Moving & Storage, Philadelphia. 

Victory Storage Company, Philadelphia. 

Adams Van Lines, Pittsburgh. 

East End Trucking. Pittsburgh. 

J. W. McCann, Pittsburgh. 

Pittsburgh Warehouse and Van Co., Inc., 
Pittsburgh. 

Shadyside Transfer & Storage, Pittsburgh. 

Scber’s Transfer, Pittsburgh. 

Maurer’s Express, Reading. 

Blackledge Trucking, E. T., Scranton 

Anderson, Harry S., Washington. 

Smith, George B.. West Chester. 

York Van & Storage, York. 


@ RHODE ISLAND 
Brown & Company, Providence. 


@ SOUTH CAROLINA 
Parrish Dray Line, Inc., Sumter. 


@ SOUTH DAKOTA 


Hand Transfer & Storage Co., Mobridge. 
buboltz, ai, Transfer, sioua falls, 

Munce Brothers, Sioux Falls. 

Parker Transfer & Storage, Sioux Falls. 
Strahon Transportation, Sioux Falls. 
Skinner Transfer & Storage, Co., Water- 


town. 
Vanderhule Transfer & Storage, Yankton. 
@ TENNESSEE 


Ferguson Transfer Co., Inc., Johnson City. 
Ellis Moving Co., Nashville. 
Shaff Transfer & Storage Co., Nashville. 


@ TEXAS 


Busy Bee Transfer & Storage Co., Inc., 
Dallas. 


Velvia Transfer Company, Henderson. 
@ VERMONT 

Ruskin The Mover, Bennington. 

@ VIRGINIA 


Duncan’s Transfer, Alexandria. 
Shelburne Transfer & Storage Corp., J. C., 
Richmond. 


@ WEST VIRGINIA 


Cooper Transfer & Storage, Beckley. 

Lovejoy Transfer, Chelyan. 

Moore, Charles Lewis, Gassaway. 

Curtis Transfer, Huntington. 

Gossett Transfer & Storage Company, L. 
D., Huntington. 

Myers Transfer & Storage, Huntington. 

Spear and Spear, Huntington. 

Games, Albert E., Moundsville. 

Barcus Transfer, New Martinsville. 

Still, Luther B., Sistersville. 

Starck, John, Weirton. 

Dickman Transfer, C. J., Wheeling. 

Warwood Transfer Company, Wheeling. 

Hogan Storage & Transfer, Williamson. 


@ WISCONSIN 


Ward Bros. Transfer & Storage, Janesville. 
American Van Line, Inc., Milwaukee. 
Badger Cartage Co., Milwaukee. 

Ervin’s Van Service, Milwaukee, 
Wiedemeyer, Florence, Milwaukee. 

Georges Van & Storage Co., Milwaukee. 
National Van Lines, Milwaukee. 

Walter’s Express and Storage, Milwaukee. 
Rudolph Sorensen, Racine. 

Hinshaw, L., Waupun. 

Capitol Moving and Storage, West Allis. 
City Express & Moving, West Allis. 
Elliott’s Express, West Allis. 


New 


When you have a moving job — contact a member of Independent Movers’ and Warehousemen's Assoc., Inc. 
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This, too, makes for better shipping ... 


HE MEN you see in the picture are putting super- 

heater units into the boiler of a Nickel Plate loco- 
motive. These units enable the locomotive to develop 
more pulling power so that it can move freight faster. 
And that, also, means saving of time—the most pre- 
cious of all war commodities. 


This is one of the many ways in which Nickel 
Plate is constantly at work to maintain top-notch con- 


dition for its plant and equipment in order to give you 
shippers and receivers better service. 


Your splendid cooperation in careful packing and 
labeling—rapid loading and unloading—is one of the 
most important reasons why Nickel Plate has becn 
able to meet its tremendously increased wartime r¢- 
sponsibilitics. Thanks, and keep it up+so we can 
“keep ’em rolling.” 


NICKEL RATE Roap . 


CLEVELAND, OHIO 
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The Fourth Term 


There is much argument these days as to whether 

a fourth term—or a third term, for that matter— 
for the President of the United States is in accord with 
the spirit of our institutions and our form of govern- 
ment. Those who say it is not hold that it may lead to 
dictatorship. Those who say it is point out that we still 
have elections at which people all may vote as they 
please and it is their right to have the same man for 
three terms or ten terms as President of the United 
States, if they desire. They say that any provision limit- 
ing the tenure of the office of president would be an 
abridgment of this privilege of the people to elect any- 
body they may choose. 

With this position upholding the right of any man 
in this country to run for office as many times as he 
pleases and the right of the majority of voters to elect 
or reject him, we entirely agree—in theory. But theory 
often runs afoul of practice. What those who argue so 
strongly for the right of the people to have whomsoever 
they choose to administer the affairs of their country 
lose sight of is the fact that the longer a president re- 
mains in office the larger becomes the number of his 
appointees and, thus, the more solidly is he entrenched 
behind a constituency that does not vote to express its 
choice as to what candidate would make the best presi- 


dent of the United States but votes to continue in office 
its own source of bread and butter regardless of conse- 
quences to the country at large. And so, to that extent, 
we do not have a free election but an election controlled 
in great degree by a bureaucracy that seeks to continue 
itself in power and votes, not as a group of citizens, wise 
or unwise in their choice, but for itself. 

That this is no fanciful picture drawn in order to 
bolster a campaign against, for instance, Franklin 
Roosevelt, may be seen when it is realized that there 
are now over three million civilian employes on the pay 
roll of the government of the United States. That, in 
itself, is a respectable bloc of votes that can be counted 
on to be cast for a continuation of the incumbent in 
office. Add to that three million the members of their 
families and others dependent on them in one way or 
another and you have an army to be counted on in tak- 
ing the election out of the realm of free choice on the 
merits of the candidates and their policies and plat- 
forms. With every year the president remains in office 
this army grows. How fast it grows may be seen by 
comparing the three million civilian employes of today 
with the number in previous years. For instance, three 
million is nearly three and a half times as many as there 
were at the time of the first world war, and President 





OUR PLATFORM™M 
(THE LONG HAUL) 


A revised system of transportation regulation based on 
modern competitive conditions, instead of patchwork amend- 
ment of the old law to make it apply to new transport 
agencies; less, instead of more, government control. 

Private ownership and operation of all transport. Take 
the government out of the ocean and inland waterway trans- 
portation business. 

Keep politics out of rate-making. 

An authoritative determination by competent and un- 
biased investigation as to whether commercial motor vehicles 
are paying their fair share of the cost of highways used by 
them in their business, and a uniform application of the 
principles thus arrived at. 

Proper payment by inland waterway transport for the 
use of the waterways as a place of doing business. 

Realization by railroads that they must do something by 
way of group operating economies to help themselves and co- 
operation by shippers in such economies. 


Coordination of rail and truck facilities and joint rates, 
where practicable and advantageous. 

An Interstate Commerce Commission composed of men, 
not only of good character and general ability, but with some 
special training in and knowledge of the matters with which 
they have to deal. 

Simplification of Commission procedure. 

Non-discriminatory and reasonable rates for shippers, 
but a rate level high enough to give the transport agencies 
the adequate revenue prescribed by sound public policy. 

Revision of railroad working rules and agreements to 
prevent pay for work not done. 

Kill the St. Lawrence waterway proposal. 

A traffic department, in charge of a capable traffic man, 
for every business concern doing any considerable amount of 
shipping, and a realization by industrial traffic men that they 
must equip themselves to give the sort of service that will 
justify employing them. 


(THE SHORT HAUL) 


Every effort by transportation agencies not only to expand 
their facilities to meet the present emergency demands, but 
to make their present facilities go as far as possible. Co- 
operation by shippers in these efforts by, for instance, loading 
and unloading cars and trucks as rapidly as possible. 

A scientific and fair treatment of the transportation 
Problem by the board created by Congress to make recom- 
mendations for legislation. 








Exempt from income tax railroad revenue set aside for 
deferred maintenance. 

Move the Commission to Chicago. 

Give the Commission power to enforce pooling of pro- 
ceeds of general rate increases. 

Repeal the land grant rate law. 

Abolish circuitous routing of freight. 

Curtail free passenger transportation. 

Ration rail passenger travel. 
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Roosevelt has on his own staff 906 employes at an an- 
nual cost of $2,999,000, whereas President Wilson had 
forty-eight whose salaries amounted to $164,000 a year. 
The number of such employes is increasing daily and, 
we believe, will continue to increase, war or no war, if 
President Roosevelt is reelected. 

It is all very well to point out, as some do, that a 
great many of these employes are under civil service 
protection and so are not concerned with the result of 
the election. That is true only in very small degree. 
They may not be concerned about their jobs as long as 
such jobs exist to be filled, but they are concerned in 
maintaining a regime that means a continuation or even 
an expansion of the system of bureaus that creates the 
jobs. Make no mistake about that. 

As always in an election, we shall have people vot- 
ing for selfish reasons of one sort or another on both 
sides and others voting ignorantly or foolishly next 
November, but what we are trying to make clear is that, 
in addition to these who are always with us (as, of 
course, are people in government jobs who desire to 
stay there and others who desire to get those jobs) we 
have an ever-growing bloc of votes that are cast in 
order to retain the jobs of those who cast them and that 
the longer a chief executive remains in office the larger 
and, thus, the more dangerous becomes this bloc. That, 
to us, is the principal and most effective argument 
against more than two terms for the President of the 
United States. 

If, in a sense, limiting the tenure of office would 
take something from the right of the people to elect 
whom they choose, that loss would be more than bal- 
anced by securing to the people the right to an election 
free from the control of the bureaucrats. 


Sign of Sanity 


The House committee on interstate and foreign 
commerce is to be commended for its action in 
refusing to resume hearings on H. R. 4805, the so-called 
railroad social insurance bill which, if enacted, would 
greatly increase assessments against both the railroads 
and employes to maintain the railroad retirement sys- 
tem with increased benefits. Organized railroad labor 
in this instance is not unanimously supporting this bill 
but the part that is demanding passage requested that 
hearings be resumed immediately. The object was to 
get the bill before Congress before the election in 
November. If the committee refuses to resume hear- 
ings at any time in the present Congress, the bill in the 
absence of other action in Congress, will “die,” as it 
ought to, at the close of this Congress December 31. 
As has been pointed out heretofore, railroad employes, 
under the railroad retirement act, occupy a preferred 
position with respect to annuities as compared with 
annuities under the social security act. It is true, of 
course, that these employes pay a higher tax on earn- 
ings than have been paid under the social security act 
thus far, but it must also be remembered that the rail- 
roads are required by the act passed in the interest of 
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the railroad employes to pay a higher tax than they 
would have had to pay if their employes had come 
under the social security act. The legislation proposed 
in the bill is of the type the consideration of which ought 
to be put off until after the war has been won and 
opportunity has been afforded to appraise the peace- 
time outlook for the railroads and industry generally. 
Such a course would be in the interest of the employes 
as well as of the railroads. 


Aircraft Operation Authority 


One of the important transportation issues con- 
® fronting Congress involves the granting of author. 
ity for the operation of commercial aircraft. The ques- 
tion is, briefly, whether the “surface” carriers on land 
or water may, directly or indirectly, on a proper show- 
ing of public convenience and necessity, obtain author- 
ity to operate aircraft or, stated otherwise, whether 
such carriers are to be barred, for all practical purposes, 
from operating in the air. 

The policy of Congress on this subject is not clear 
at present and a rewriting of the law in such a way as 
to make it clear has become necessary because of the 
demands of the “surface” carriers that they be allowed 
to operate in the air. Section 408(b), of the civil aero- 
nautics act, provides that, if the person or corporation 
seeking aproval of a consolidation, merger, purchase, 
lease, operating contract, or acquisition of control, as 
specified in the act, “is a carrier other than an air car- 
rier, or a person controlled by a carrier other than an 
air carrier or affiliated therewith within the meaning 
of section 5(8) of the interstate commerce act, as 
amended, such applicant shall, for the purposes of this 
section, be considered an air carrier and the Authority 
(now Civil Aeronautics Board) shall not enter such an 
order of approval unless it finds that the transaction 
proposed will promote the public interest by enabling 
such carrier other than an air carrier to use aircraft to 
public advantage in its operation and will not restrain 
competition.” 

That the law is not clear is shown by the history 
of the application of the quoted part of the act. In 1940, 
the Civil Aeronautics Board held, in the case involving 
the American Export Lines, Inc., and American Export 
Airlines, Inc., that Congress did not intend to prevent 
a steamship company from pioneering a new air trans- 
port route. The case was taken to court and the United 
States Circuit Court of Appeals for the Second Circuit, 
among other things, in effect, according to the Civil 
Aeronautics Board, “construed the act as prohibiting 
any steamship company or railroad from entering the 
air transportation field unless the very restrictive pro 
visions of section 408 of the act have been met.” In 
reversing its decision in the light of the court’s ruling, 
the C. A. B. pointed out that section 408(b) “‘is ex 
tremely restrictive and only those limited air transpor! 
services which are auxiliary and supplementary 1 
other transport operations and which are, therefore, 
incidental thereto,” could meet the conditions. The se¢ 

(Continued on page 642) 
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September 9, 1944 


Decisions of Interstate Commerce Commission 


Railroad, Water, and Motor Transport 





Blue and Grey Motor Purchase 


In approving the acquisition by George W. Simons, Jr., 
and Robert D. Blackistone, of Washington, D. C., of control of 
Blue & Grey Motor Tours, Inc., also of Washington, through 
purchase of 66% per cent of its outstanding capital stock, by 
a report and order in MC F-2384, George W. Simons, Jr., and 
Robert D. Blackistone—Control—Blue and Grey Motor Tours, 
Inc., the Commission, division 4,-pointed out that Blue & Grey 
Motor Tours had been organized to acquire and hold the oper- 
ating rights formerly owned by Blue & Grey Sight Seeing 
Tours, Inc. (see Traffic World, Sept. 2, p. 547.) 

The report said that the latter company had suspended 
all operations for the duration of the present emergency, pur- 
suant to general orders O. D. T. Nos. 10 and 11, and that its 
stockholders had decided to dispose of all of the assets of the 
corporation and surrender its charter. It said that, as of 
June 9, 1942, it had sold all its motor vehicle equipment and 
garage facilities and that, in order to complete liquidation 
of sightseeing, but retain the operating rights covered by its 
certificates, the stockholders had incorporated Tours, to which 
such rights were transferred and that Sightseeing was then 
dissolved. By orders entered in MC 453, and MC 453, Sub. 5 
and Sub. 6, effective September 3, 1943, the report said that 


| the new corporation was authorized to suspend such operations 


“so long as the conditions making such suspension necessary 
remain beyond the control of the applicant but not later than 
December 31, 1944, or such earlier time as the Commission 
may by order hereinafter designate.” It said that Sightseeing 
had discontinued operations under the considered rights on or 
about June 1, 1942, and that Tours owned no equipment and 
had never conducted any operations. Tours, it said, was a 
motor carrier subject to part II of the interstate commerce act. 

‘the report pointed out that Sightseeing had owned 35 
motor vehicles immediately prior to suspension of its opera- 
tions, and that all or substantially all of such vehicles had 
been used in its operations in passenger service. It said that, 
due to conditions beyond the control of Sightseeing, it was 
required to suspend operations. It added that it was the in- 
tention of the individuals proposing to acquire control of ‘Tours 
to preserve its operating rights in order that operations might 
be reinstituted when circumstances permitted, and that, so far 
as could be determined from the record, 35 motor vehicles 
would again be required to render the service. 


International Railway Exemption 


_The Commission, division 5, with Commissioner Lee noting 
a dissent, has denied the application for exemption by a report 
and order in MC 28659, Sub. 1, Ex., International Railway Co. 
Exemption Application, and affirmed the findings in the prior 
Teport, 41 M. C. C. 567, on further hearing. It found the de- 
Scribed operations of the applicant in interstate or fordgn com- 
merce, solely within New York, not of such nature, character, 
or quantity that exemption thereof from regulation would not 
Substantially affect or impair uniform regulation by the Com- 
mission of transportation of passengers by motor carriers en- 
gaged in interstate or foreign commerce. The division adopted 
the proposed report of the examiner on further hearing, and 
made it part of the instant report. 
The applicant competed with other interstate carriers, 
th rail and motor, between Buffalo and points on its routes, 
Said the examiner, and that it undoubtedly carried many pas- 
Sengers between Buffalo and Niagara Falls that would for- 
merly have been transported by the New York Central, the 
Lehigh Valley, and the Erie. The first two named carriers, he 
added, had greatly curtailed their passenger train service, and 
that the Erie had entirely discontinued the operation of passen- 
ger trains between these points. The examiner continued: 


There is no indication of applicant’s intention to discontinue its 
Present arrangement in the interstate carriage of passengers. Trans- 
Portation such as that herein considered, and which is performed prac- 
tically every day of the year, may hardly be held to be casual or occa- 
“pres 'f applicant wishes to continue to derive the benefits therefrom 
t should be required to comply with the provisions of the act... . 


The examiner said it had been pointed out in the prior 
report that the application was accompanied by a statement of 





the Public Service Commission of New York state, to the effect 
that the applicant was entitled to a certiticate of exemption. 
Since then, he said, there had been two hearings on the matter 
at which the evidence, in his opinion, did not establish a proper 
case for the granting of such a certificate. 

The examiner said the applicant operated motor busses as 
a common carrier in the transportation of passengers over two 
regular routes between Butfaio and Niagara Falls. He said 
that interstate passengers transported over those routes num- 
bered 12,782, or 0.93 per cent of the total passengers carried 
in 1942. He pointed out that the applicant had extended con- 
currences to individual motor carriers, associations of motor 
carriers, and rail and steamship lines, and that all of those 
carriers might issue tickets containing coupons for passage 
over the applicant’s routes to points served by it at through 
fares made by use of basing fares published by the National 
Bus Traffic Association, Inc., agent, and filed with the Commis- 
sion. He said the applicant honored tickets of railroads and 
certain motor carriers between Buffalo and Niagara Falls and 
that, in so doing, it obtained additional revenue. As a conse- 
quence, he added, the railroads did not have to provide as much 
train service between Buffalo, Niagara Falls, and Lewison, as 
might otherwise be necessary. 

In support of his recommendation, the examiner quoted 
from Rockport, L. & N. Ry Co., Exemption Application, 33, 
M. C. C. 315, to the effect that if the applicant in that proceed- 
ing was exempted, “the Commission would have no control 
over the rates of applicant with respect to its interstate opera- 
tions by motor vehicle. Not being subject to rate control, ap- 
plicant could not be compelled to observe a joint rate arrange- 
ment.” 


Parcel Service Contracts, Rates 


Three companies owned and controlled by United Parcel 
Service of America, Inc., have been unable to convince the 
Commission, division 2, that the nature of their motor contract 
carrier services in delivering merchandise for stores in cities 
in which they operate is such that they should not be required 
to comply with requirements of the act for filing of schedules 
of minimum rates and charges or should be exempted from the 
requirements relating to the filing of annual and quarterly re- 
ports and the keeping of accounts in accordance with the Uni- 
form System of Accounts prescribed by the Commission for 
Class I motor carriers of property. 


Division 2 denied the relief sought by those three com- 
panies in a report in MC C-383, United Parcel Service of Penn- 
sylvania, Inc., Philadelphia, Pa., Filing of Contracts and Sched- 
ules, embracing MC C-388, United Parcel Service of New York, 
Inc., et al., Exemption from Regulations. The only other appli- 
cant in MC C-388, the Commission said, was the United Parcel 
Service of Cinc’nnati, Inc. It observed that the applicant in 
MC C-383 sought relief from the provisions of section 218(a) 
of the act, relating to the filing of minimum rate schedules and 
the filing of contracts, while the applicants in MC C-388 asked 
exemption from the requirements for filing of annual or quar- 
terly reports and for keeping of accounts as heretofore stated. 
It stated that on March 4, 1942, the three applicants had been 
informally granted relief from complying with those require- 
ments until otherwise ordered. 


The nine companies owned by United Parcel Service of 
America, Inc., including the three applicants here involved, 
conducted substantially similar operations in 16 cities of the 
United States, but the applicants herein were the only Class I 
motor carriers in that group and, with United Parcel Service 
of Portland, were the only companies out of the nine who had 
filed applications with the Commission for authority to operate 
in interstate or foreign commerce, the other five companies 
operating solely in intrastate commerce or within commercial 
zones where no permit authority was required, the Commission 
explained. 


It discussed in some detail the number and character of 
the contracts entered into by the applicants with stores in 
their respective cities and pointed out, in that connection, that 
the Philadelphia company used a type of contract embodying 
an “adjustable-rate formula.” The contracts of the New York 
company, however, set forth a definite basis of rates, the 
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Commission said. Commenting on the contracts of the Phila- 
delphia company, it said, in part: 


No one, not even the parties to the contract, can say at any par- 
ticular moment what compensation the applicant is earning for the 
service then being performed... . 

It is clear that no purpose would be served by permitting applicant 
to file copies of contracts which include the adjustable-rate formula 
now in such contracts... . 

The applicant takes the position that it is engaged in a specialized 
service for the department stores and specialty shops in which it acts 
as the delivery departments of such stores and shops, and that the 
service is in effect a part of the operation of the stores themselves... . 
The applicant contends that it is impracticable for it to execute con- 
tracts . . . without the use of a formula similar to those now contained 
in its contracts. . .. The services of the New York company are similar 
to those the applicant performs for the same types of companies in 
Philadelphia. The volume of traffic transported by the New York com- 
pany is far greater than that transported by the applicant. As the New 
York company can execute contracts which contain a definite basis of 
rates, we find no reason why the applicant cannot do the same... . 
To require the applicant to file copies of all its contracts with the Com- 
mission would not prove detrimental to its interests or of those of other 
parties to such contracts, since under the provisions of section 220(a) 
such contracts may not be made public, except in certain circumstancess 
as provided in that section. . 


With respect to the application of the New York and Cin- 
cinnati companies for relief from the requirements for filing 
of annual or quarterly reports and from keeping accounts as 
prescribed by the Commission, the Commission rejected a con- 
tention of the applicants that their service was a part of the 
operation of the shops they served, and said the applicants 
were unduly apprehensive about exposure of “confidential finan- 
cial data’ of the stores and shops served, “as the information 
they are required to furnish covers their operations as a whole, 
and — not reflect data of the individual stores or shops.” 
It added: 


The accounting systems presentiy maintained by the applicants are 
designed to meet the particular needs of their businesses. . . . It would 
not be difficult for the applicants to coordinate their accounting systems 
with that prescribed in the Uniform System of Accounts, although it 
would require added time and effort. 

By the provisions in section 204(a) (7) of the act, Congerss specif- 
ically directed the Commission to keep itself informed of the operations 
of carriers subject to its jurisdiction. If the continuation of the exemp- 
tion is granted, the Commission will be without valuable information 
concerning the applicants’ operations. The evidence presented herein 
fails to warrant the continuation of the exemption granted to the appli- 
cants, and accordingly the application will be denied... . . 





U. S&S. Limes Certificate Transfer 


Holding that the merger of the two water carriers involved 
effected transfer of the merged company’s certificate to the 
surviving company within the meaning of section 312 of the 
interstate commerce act, the Commission, division 4, by a 
report, and amended certificate order, has approved the trans- 
fer to the United States Lines Co. (New Jersey) of the cer- 
tificate dated March 20, 1942, issued to the United States Lines 
Co. (Nevada) in W-497. The report and amended order and certif- 
icate were issued in Finance No. 14609, United States Lines Co. 
(Panama Pacific Line) Certificate Transfer, embracing, for the 
purpose of giving effect to the determination in the proceeding, 
W-497, United States Lines Co. (Panama Pacific Line) Common 
Carrier Application. 

The transaction involved the merger of the United States 
Lines Co. (Nevada) into the International Mercantile Marine 
Co., now the United States Lines Co. (New Jersey). The 
amended order and certificate grant authority to the New 
Jersey corporation to continue operation as a common carrier 
by self-propelled vessels, in interstate or foreign commerce, 
in the transportation of passengers and commodities generally, 
between the Atlantic ports of New York, N. Y., and Baltimore, 
Md., and the Pacific ports of Los Angeles Harbor and San 
Francisco, Calif., by regular service, in the intercoastal trade 
via the Panama Canal. 

The report said that the merger was accomplished under 
the laws of New Jersey and Nevada, and that counsel for the 
applicant were of the opinion that the merger was not a trans- 
action within the scope of section 5 of the act. In this view, 
the Commission said, it concurred, but added that the appli- 
cant further contended that devolution of the certificate that 
resulted from the merger was not within the purview of section 
312 of the act, and that it had asked, in the alternative, that 
the application be dismissed. 

“It is argued for the applicant that the merger of May 29, 
1943, did not affect a transfer within the meaning of section 
312, or of our rules and regulations, because the merger was 
permitted by state laws, and took place automatically by oper- 
ation of these laws upon certain acts being performed,” said 
the report. “We think it evident that the performance of 
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these acts, particularly the parties’ agreement to merge, rather 
than the enabling statutes of New Jersey and Nevada, was 
the proximate or moving cause of the transaction. It is also 
argued that, since mergers are dealt with in section 5, they 
are not intended to be dealt with in section 312. This, we think, 
is a non sequitur, for this merger itself illustrates the fact that 
transfers of certificates or permits may be effected or occa- 
sioned in ways not within the scope of section 5... . The plain 
purpose of section 312 is to protect the public interest and 
assure compliance with the provisions of part III when a cer- 
tificate or permit is transferred.” 

The report said there was no merit apparent in the sug- 
gestion that this purpose of the act would be suspended, or 
the transfer exempted therefrom, by the fact that rules and 
regulations had not been prescribed by the Commission when 
the merger became effective. It said that in instances where 
transfers were accomplished prior to issuance of the certificate 
involved, the successor was substituted in the place of the 
original applicant for the certificate, or provision for transfer 
of the certificate was made in a related section 5(2) proceeding, 
and that, in a case where the certificate had already been 
issued, but rules and regulations had not yet been prescribed, 
application was nevertheless made, May 24, 1943, for approval 
by the Commission of the transfer of the certificate, Bay Cities 
Transportation Co. Purchase, Finance No. 14228, decided Au- 
gust 16, 1943. It said that “certainly our rules and regulations 
had been prescribed, and were in effect, at the time the transfer 
here in question was presented for our consideration. We are 
of the view that this transfer can be lawfully consummated 
only with our approval and in accordance with those rules.” 

The report pointed out that in October, 1940, the entire 
fleet of the affiliated company that was operating the Panama 
Pacific Line service had been requisitioned for national defense 
purposes, and that the vessels had been sold to the government 
before the end of that year. It said that, at all times since the 
service was interrupted, the transferor and its successor had 
had, and that the successor company continued to have, the 
definite intention to resume the intercoastal service as soon as 
the war emergency would permit. 


Potash from the West 


Following the rate principle enunciated in Bonneville vs. 
Alton R. Co., 245 I. C. C. 751—that rates on fertilizer materials, 
including potash salts, should be as low as practicable in the 
interest of aiding agricultural production and as a means of 
increasing railroad tonnage of agricultural commodities—the 
Commission, division 2, by a report and order in No. 28921, 
American Potash & Chemical Corporation vs. Aberdeen & 
Rockfish Railroad Co. et al., has found the assailed rates un- 
reasonable, and prescribed reasonable rates. The complaint 
alleged that the all-rail rates on muriate of potash and sulphate 
of potash, in carloads, from Trona, Calif., to points in official, 
southern, southwestern, and western trunk line territories in 
transcontinental rate groups, A, B, C, C-1, D, E, F, G, H, I, J, 
K, K-1, L, L-1, and M were unjust and unreasonable. The 
Commission’s findings follow: 


We find that the assailed rates are, and for the future will be, 
unreasonable to the extent that for a minimum of 80,000 pounds they 
exceed or may exceed 

(a) a rate of $9.75 to points in the southwest including New Or- 
leans, La., and Memphis, Tenn. 

(b) a rate of $9.75 to points in the St. Louis group of the present 
adjustment of rates from Carlsbad and Wendover, except a rate of 
$10.60 to Duluth and points as far as or more distant than Duluth in 
that group. 

(ec) rates $2 over the prescribed rates from Carlsbad to points 
in central territory in the Chicago group and more distant groups of 
the adjustment of rates from Carlsbad. 

(d) a rate of $13.10 to points in trunk-line territory and a rate 
of $13.60 to points in New England. 

(e) rates $1.50 over the present rates from Carlsbad to points in 
southern territory in transcontinental groups K, L, and M. The record 
affords no adequate basis for the prescription of rates to points on 
the peninsula of Florida. 


The respondent railroads, according as they participated 
in the transportation, were required to establish the prescribed 
rates, on not less than 30 days’ filing and posting, on or before 
December 4. 


The Commission quoted from the decision in Bonneville 
vs. Alton R. Co., supra, as follows: 


A basic question that transcends the connotations of the ordinary 
rate case is here involved. Here we have certain materials essential 
to the needs of agriculture, and hence of national concern, which 
formerly had to be obtained from foreign sources but which have 
been discovered in recent years in our own country in the mountainous 
regions of the west far removed from the areas of their ultimate 
agricultural use. We see no reason why a solution cannot be found 0 
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this instance by a careful observance of the traditional policy followed 
in making rates on fertilizer and fertilizer materials. 









The report said that the Trona producer was the only 
quantity producer of potash salts able to survive when foreign 
competition was renewed after the first world war. Beginning 
in 1931, it said, potash salts were produced in southeastern New 
Mexico, in the vicinity of Carlsbad and Loving, and since the 
summer of 1938, at Wendover, Utah. It said that, in 1941, the 
latest year for which complete records were available, the New 
Mexico producers had accounted for about 82 per cent of the 
domestic output, producers in California for 17 per cent, and 
that the other one per cent was a by-product of industrial 
plants in other states, including a sugar refinery at Johnstown, 
Colo. In normal periods, it said, about 80 per cent of the pot- 
ash salts went to Atlantic and Gulf states in areas extending 
inland 200 to 400 miles; approximately 95 per cent to those 
sections and the states of Ohio, Indiana, Michigan, Kentucky, 
and Tennessee, pointing out that the principal consuming areas 
were situated long distances from the Trona plant. 

Potash salts had been offered for sale for many years at 
prices ex-vessel at the more important Atlantic, Pacific, and 
Gulf ports, the report said, the unit price for a given grade of 
imported or domestic material being the same at each port, 
adding that ‘‘in addition prices f. o. b. Carlsbad and f. o. b. 
Trona, made lower than the unit port price by 11.2 and 8 cents, 
respectively, were established in 1940 and are now available. 
Buyers select the base price which when added to transporta- 
tion charges from basing point affords the lowest delivered 
cost, and if the freight rate from point of shipment is higher 
than from the basing point selected the producer absorbs the 
difference.’ Describing the effect of the pricing system, the 
report said: 
















































The buyer at a given destination ordinarily pays the same delivered 
price for a specified grade of potash salts from any of the producing 
points. For example, a shipment of 60 per cent material from Trona 
to Nashville, Tenn., would be invoiced at the f.o.b. Carlsbad price 
of $21.53 less $3.40, the latter figure being the difference between the 
freight rates of $12.80 from Trona and $9.40 from Carlsbad. The 
vendor would realize $18.13 ($21.53 minus $3.40) per ton of potash 
salts shipped. The buyer at Nashville would pay a delivered price of 
$30.93 ($21.53 plus $9.40) per net ton. The assailed rate of $12.80 from 
| Trona to Nashville is equal to 41 per cent of the delivered price given. 

Amounts realized by the Trona operator on the muriate of potash 
vary according to destination points and range from approximately 
$11.60 to $18.50 per ton when buyers take advantage of the maximum 
allowable discount. In earlier years it appears that the operations at 
Trona were disappointing to the company from a financial standpoint, 
but present activities are profitable. ‘ 




























The report said the complainant asked that Trona be ac- 
corded the same rates as those prescribed from Wendover to 
southwestern and southern territories to which the differences 
between average distances from those origins were less than 
250 miles, and rates higher by designated amounts than those 
from Wendover to other territories to which differences in 
average distances were materially greater than that figure. 

It said that, in the opinion of the defendants, transconti- 
nental rates on potash salts from Trona should be made in 
relation to rates on those materials from Carlsbad, the largest 
producing area in the United States. After reviewing the rate 
comparisons of western, southern, and eastern defendants, the 
report said that, in connection with their contention that the 
assailed rates were not unreasonable, the defendants referred 
to the earnings a net ton-mile, ranging from 4.5 mills on ship- 
ments from Trona to Portland, Me., in the northeastern part of 
New England, 3,168 miles, to 8.7 mills on traffic to Denver, 
along the western boundary of western trunk-line territory, 
1,267 miles. However, the report quoted Commission decisions 
to the effect that, in respect of heavy commodities, earnings a 
net ton-mile were not as significant as car-mile earnings, and 
that traffic low in ton-mile earnings might, because of its far- 
ther carriage and greater density, be the most remunerative. 

Five tables, carried as appendices to the report, showed 
comparisons of rates from Trona, Wendover, and Carlsbad to 
representative points in Southern, Southwestern, Western 
Trunk-Line and Official Territories, and present rates on pot- 


= salts from Trona and the rates proposed by the complain- 
ant. 







































Motor Restriction Change 


_, With Chairman Patterson dissenting, the Commission, di- 
Vision 5, has agreed to the elimination of a branch-line point 
as a restricted key point in service by a motor carrier substi- 
tuted for that of the Lehigh Valley, but has refused to eliminate 
the key point restriction with reference to main-line points. 
The decision was made in MC 23929, Sub. 4, Alto Trucking Co., 
Inc.—Extension, Allentown, Pa., in connection with which 
extension application the applicant sought to have the key- 
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point restrictions applying to the branch-line point and two 
main-line points eliminated from the authority granted in MC 
23929, Sub. 1, according to the report. 

In the instant proceeding, authority was granted to the 
applicant as a common carrier of general commodities (1) be- 
tween Mauch Chunk, Pa., and the junction of U. S. highway 
309 with Pennsylvania highway 193 over U. S. highway 309, 
and (2) between Wilkes-Barre, Pa., and Mountain Top, Pa., 
over U. S. highway 309, subject to the conditions that service 
to be performed by the applicant should be limited to that 
auxiliary to, or supplemental] of, rail service of the Lehigh 
Valley; applicant not to serve any point not a station on the 
line of the railroad; and no shipments to be transported by the 
applicant between any of the following points, or through or 
to or from more than one of said points: Wilkes-Barre, Hazle- 
ton, and Allentown, Pa. 

Elimination of the restriction as to the aforementioned 
points was sought by the applicant in connection with its au- 
thority under MC 23929, Sub. 1, said the report. Although 
independent of railroad control, it said, the applicant’s author- 
ity under the Sub. 1 certificate was for the transportation of 
the railroad’s less-than-carload traffic in substituted service 
between Hazelton, Wilkes-Barre, and Allentown, and other 
described points in Pennsylvania, over specified routes. These 
routes, the report said, extended (1) between Stockerton, Pa., 
and Mauch Chunk through Easton, Allentown and Slatington, 
Pa.; (2) between Hazelton, on the one hand, and, on the other, 
Beaver Meadows, Mountain Top, and various stations on the 
railroad south and west of Hazelton, including Pottsville, Mt. 
Carmel, and Sheppton, Pa.; and (3) between Wilkes-Barre, on 
the one hand, and, on the other, Montrose and Sayre, Pa., over 
a network of regular routes through Pittston, Tunkhannock, 
and Towanda, Pa. The railroad’s main line between New York 
and Buffalo, said the report, ran through Allentown, Wilkes- 
Barre, and Sayre, and that it had numerous branch lines, in- 
cluding one to Hazelton from which other branch’ lines ex- 
tended to various points in the so-called Hazelton area, includ- 
ing Beaver Meadows. The proposed service was described as 
follows: 


The proposed operation over route 1 between Beaver Meadows and 
Mauch Chunk would connect applicant’s presently authorized routes 
which radiate out of Allentown with those out of Hazelton and form a 
through route between Allentown, on the one hand, and Hazelton, 
Mountain Top, Mt. Carmel and Pottsville, Pa., on the other. The record 
indicates that applicant has corresponding intrastate authority. Ship- 
ments from points in the Hazelton area to points on the main line of 
the railroad are now transported by either applicant or the railroad to 
Hazelton from which point they move in a package car to Allentown 
where some of them are distributed locally while others move out by 
rail to points, some of them in other states, north or east of Allentown. 
Most of the affected traffic appears to be intrastate. The volume of the 
interstate traffic involved is not shown. 

Under the proposed substituted-service arrangement shipments 
would be transported directly by applicant between Allentown or points 
in the Allentown area, on the one hand, and points in the Hazelton- 
Pottsville area, on the other, through Hazelton. Merchandise or pack- 
age cars of the railroad are now set out at both Allentown and Hazel- 
ton. The principal purpose of the proposed operation over this route 
is to eliminate the use of merchandise cars to and from Hazelton and, 
consistently with that purpose, applicant, as above indicated, has re- 
quested also the elimination of the key point restriction attached to its 
certificate No. MC-23929 (Sub. No. 1). Hazelton, though a substantial 
point, is on a branch line of the railroad. This makes it impossible for 
main-line through freight trains to set out merchandise cars there and 
necessitates a delayed movement of traffic from and to main-line points. 
Were Hazelton eliminated as a key point, service to and from that point 
and other branch-line points in the Hazelton area would be greatly ex- 
pedited. No excessively long all-motor operations would be possible, the 
distance between the remaining key points, Allentown and Wilkes-Barre, 
being less than 75 miles by highway. In the circumstances Hazelton 
will be eliminated as a key point in No. MC-23929 (Sub. No. 1) and the 
authority sought over route 1 will be granted subject to the same re- 
strictions as continue to apply (after the elimination of Hazelton as a 
key point) to the present operations under No. MC-23929 (Sub. No. 1). 


The report said that Wilkes-Barre and Allentown were on 
the main line of the railroad, that there was no showing 
that elimination of the key point restriction would improve the 
existing service, and that all motor service between these points 
for the railroad had not been justified. 

In permitting the direct service between Wilkes-Barre and 
Mountain Top, the report said the distance involved was four 
miles. It pointed out that, since the applicant had no authority 
to transport shipments directly between those points, either as 
an independent motor carrier or in substituted service for the 
railroad, traffic moving from Wilkes-Barre and points west 
thereof to Mountain Top was now transported by the applicant 
as an independent motor carrier from Wilkes-Barre to Hazel- 
ton (through Mountain Top) and thence back to Mountain Top 
in the applicant’s substituted service operation. Authority to 


operate over this proposed route, it said, would also enable 
applicant to transport shipments directly between Wilkes- 
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Barre, on the one hand, and points in the Hazelton-Pottsville 
area, on the other. It said that authority to operate over this 
route, subject to the same restrictions as in MC 23929, Sub. 1, 
as amended in the instant report, would greatly expedite the 
service between the involved points and would not adversely 
affect existing motor carriers. 

Operation over the proposed route (3), the report said, 
would involve an “all weather” route, whereas the route be- 
tween Mauch Chunk was sometimes impassable, and that such 
operation would improve the service and would not adversely 
affect existing motor carriers. The operation was authorized 
subject to the restrictions imposed in connection with the other 
two routes. 

The division also found that the holding of a contract car- 
rier permit and a certificate authorizing dual operation in the 
same territory would be consistent with the public interest, 
since the contract carrier operations were restricted to a par- 
ticular class of shippers, while the common carrier authority 
was restricted to substituted service for the railroad. 

“The extensions and the elimination of the key-point re- 
striction at Hazelton, granted by the majority, would not be 
a coordinated rail-motor service but a direct motor service to 
supplant existing indirect rail service,” said Chairman Patter- 
son. “There is no showing that the extensions are required by 
the public convenience and necessity or that the evidence war- 
rants the substitution of motor vehicle service for through train 
service.” 


Motor Minimum Charge Rule 


Included in a report by the Commission, division 2, in MC 
C-377, Bendix Products Division, Bendix Aviation Corporation 
vs. John Giaras, dba Lake Shore Motor Transit Lines, in wh‘ch 
the Commission dismissed the complaint on find'ng applicable 
and not shown to be unreasonable the minimum charge a ship- 
ment applied by the defendant between St. Joseph, Mich., and 
South Bend, Ind., was an explanation of the effect of an order 
of special permission issued after the decision of March 18, 1942, 
in the Ex Parte 148 rate increase case, authorizing motor car- 
riers or their tariff publishing agents to file a master tariff pro- 
viding a method for ascertaining the increased rates and charges 
they wanted to establish under departures from certain of the 
Commission’s tariff rules. 

The Commission said in the report that the considered order 
of special permission read in part as follows: 


Ordered: That motor common carriers of property . . . when pro- 
viding method of determining increases in rates and charges for 
the transportation of property wholly by motor vehicle . .. on the 
same basis as authorized for all rail transportation in Ex Parte No. 148, 
are hereby authorized to publish and file with the Commission a master 
tariff, or master tariffs, providing rules, tables or arbitraries for 
ascertaining such increased rates and charges... . 


Complainant contended, said the Commission, that the 
phrase in that order, “on the same basis as authorized for all 
rail transportation in Ex Parte No. 148,” limited the increases 
for motor carriers to a maximum of 6 per cent for the transpor- 
tation of property, and that, therefore, the increase in minimum 
charge a shipment effected by the defendant, between St. Joseph 
and South Bend, from 55 cents to 88 cents, was unlawful, in 
violation of the special permission order. 

“The order of special permission,” said the Commission, 
“dealt only with tariff filing matters in connection with the 
establishment of the general increases. Such orders are permis- 
sive in character. They neither constitute a finding as to the 
reasonableness of rates or charges which may be filed there- 
under, nor do they amount to a prescription thereof. The refer- 
ence therein to Ex Parte No. 148, which is relied upon by the 
complainant, is descriptive in a general way of the class of in- 
creases which the motor carriers proposed to establish. The 
complainant’s contention that the motor carriers were, by the 
terms of the order, limited to the establishment of a maximum 
increase of 6 per cent is without merit. In Ex Parte No. 148, 
rail and water rates were under consideration, but motor car- 
rier rates were not in issue therein. To find that the special 
permission order prescribed rates and charges for the motor 
carriers would amount to a determination of the reasonableness 
of rates and charges prior to their filing without affording the 
shipper and carriers an opportunity to be heard. Notwithstand- 
ing that special permission was granted to depart from the tar‘ff 
rules, the increased rates were subject to protest by shippers 
and to suspension by us. When changed rates and charges be- 
— effective, carriers and shippers alike are bound to observe 

em.” 

_ The Commission said it was also contended that the assailed 
minimum charge of 88 cents had been and was unreasonable, 
observed that the principal evidence adduced in respect of un- 
reasonableness was that the assailed charge reflected an increase 
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of 60 per cent over the corresponding former charge, and added 
that, “while this illustrates that the increase was substantial, it 
does not establish, per se, that the assailed charge was or js 
unreasonably high.” 


ZEPHYR VAN LINES AUTHORITY 


On reconsideration in MC 103624, Zephyr Van Lines, Inc. 
Chicago, Ill., Common Carrier Application, the Commission, divi- 
sion 5, has reversed the findings in its prior report, 42 M. C.¢ 
849, and has granted authority to the applicant to operate as a 
motor common carrier of household goods between points in 
Illinois, Iowa, Minnesota, Nebraska, Colorado, Wyoming, Utah, 
Nevada and California, over irregular routes. Chairman Patter- 
son, dissenting, said that in his judgment the applicant had 
failed to prove public convenience and necessity. 

The applicant had petitioned for reopening of the proceeding 
with the contention, among others, that the fact that it would 
concur in the tariffs of the Independent Household Movers Asso- 
ciation, rather than those of the Household Goods Carriers Bu- 
reau, Inc., should not react unfavorably to it. Four persons, 
including the president of the applicant corporation, supported 
the application, said. the Commission. It stated that the presi- 
dent of applicant and owner of all its stock had, for a year prior 
to the hearing, transported household goods as an owner-opera- 
tor for Return Loads Bureau, Inc., of Chicago, and for about 
nine years prior thereto had hauled in a similar capacity for 
National Van Lines, Inc., also of Chicago. The Commission said 
that applicant at the present time owned no equipment but that, 
on grant of the authority here sought, its president would turn 
over to applicant the equipment he now owned. consisting of a 
tractor, semi-trailer and two trucks, and, in addition, $2,000, in 
payment for the stock in the corporation. Applicant would 
establish terminals or agencies at San Francisco and Los An- 
geles, Calif., Minneapolis, Minn., -Denver, Colo., Chicago and 
a" in other cities in the territory served, the Commission 
added. 

“While certain motor carriers, including protestants, either 
directly or by means of connecting carriers serve all or substan- 
tial portions of this territory,” said the Commission, ‘‘such car- 
riers are widely scattered and do not appear to adequately meet 
the existing needs of the shipping public in that territory. . .. 
A need has been shown for the the service here proposed. . . .” 


Commission R t 
(An asterisk before the docket number means that the report 
will not be printed in full in the permanent series of Commission 
reports. Mimeographed copies of such reports in full may be ob- 
tained by prompt application to the Commission. ) 


Cabbage 


No. 28904, Safeway Stores, Inc., of Nevada, vs. A. T. & 
S. F. et al. By division 3. On reconsideration, finding in prior 
report, not printed, that rates on cabbage, in carloads, from 
certain California origins to East Portland, Ore., and Seattle, 
Wash., had been, were, and for the future would be, unreason- 
able, but not otherwise unlawful modified. Reasonable rates 
prescribed and reparation awarded. Commodity rates assailed 
found unreasonable prior to January 15, 1941, to the extent 
that they exceeded the corresponding concurrent through 
class C rates that would have been applicable on cabbage, in 
carloads, if commodity rates had not been in effect. Also found 
that assailed rates in the past since January 15, 1941, were un- 
reasonable to the extent that they exceeded the corresponding 
rates prescribed for application on January 14, 1941, subject 
to general increases as authorized on March 2, 1942, and which 
expired on May 15, 1943; and further found that assailed rates 
from Guadalupe, Lompoc, Los Angeles, Oxnard, and Santa 
Maria to Seattle were, and for the future would be, unreasor- 
able to the extent that they exceeded or might exceed the 
corresponding rates prescribed for application on January 14 
1941. The report said that, as found in the prior report, the 
assailed rates had not been and were not in violation of sec: 
tion 4. The defendants, according as they participated in the 
transportation, were required to establish the prescribed rates 
on or before December 6, on not less than 30 days’ filing and 
posting. 

Imported Mangrove Bark 


No. 28997, American Oak Leather Co. vs. Louisville & 
Nashville. By the Commission. Report written by Commis- 
sioner Miller. Dismissed. Rates charged, 44 cents a hundred 
pounds, minimum 40,000 pounds, prior to March 26, 1943, and 
42 cents, minimum 36,000 pounds, on and after that date, 0 
imported mangrove bark shipped in carloads over L. & N. from 
New Orleans, La., to Decatur, Ala., found not shown ‘to have 
been or to be unreasonable. According to the report, complall 
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ant, a manufacturer of tanning extract at Decatur, contended 
that the assailed rate should not exceed the domestic rate of 
96.5 cents on native bark from New Orleans to Decatur, ob- 
serving that rates on native bark and logs generally were the 
same as the rates on lumber and urging that, therefore, the 
imported mangrove bark should take the lumber rates. Com- 
missioner Miller said that the weight by the carload of man- 
grove bark generally was substantially greater than that of 
native bark and its value was higher, that no necessity was 
shown for grouping mangrove bark with articles taking the 
lumber rates, and that “there is nothing inherent in import 
traffic, as such, to entitle it to lower rates than those on like 
domestic traffic.” 


Commission Motor Reports 


(An asterisk before the docket number means that the report 
will not be printed im full in the permanent series of motor carrier 
ceports of the Commission. Mimeographed copies of such reports in 
full may be obtained by prompt application to*the Commission.) 


*MC 100749, Sub. 3, Nelson Bros., Inc., Craig, Colo., ex- 
tension, embracing MC 100948, O. T. Nelson and C. A. Nelson, 
contract carrier; MC 100948, Sub. 1, Same; MC 100948, Sub. 2, 
0. T. Nelson, extension; MC 100948, Sub. 4, Nelson Bros., Inc., 
extension; MC 100948, Sub. 4, Same, extension; MC 100948, 
Sub. 6, Same, extension; and MC 100948, Sub. 7, Same, ex- 
tension. Certificates granted. On reconsideration, findings in 
prior report, 42 M. C. C. 290, affirmed in title case, petroleum 
products, in bulk, from a point in Tex. to specified points or 
territory in Colo., over irregular routes. On reconsideration in 
MC 100948, Sub. 1, continuance in operation as a common car- 
rier, petroleum products, in bulk, over irregular routes, between 
Augusta, Kan., and certain points in Colo. On reconsideration 
in Subs. No. 2, No. 4, No. 5, No. 6, and No. 7, petroleum prod- 
ucts, in bulk, from certain points in Kan., Okla., Tex., and 
Wyo. to designated points and areas in Colo., over irregular 
routes. The report said the applicants’ services had been void 
of specialization with respect to any particular shipper, that 
there was no essential difference between the services ren- 
dered by them and by motor common carriers of petroleum 
products in the same territory, and that it was therefore con- 
cluded that the applicants’ operations were and had been those 
of a common carrier. 

*MC 86484, Sub. 5, George W. Rickerd, Omaha, Neb., ex- 
tension. Permit denied. Malt beverages, from Omaha, Neb., 
to points in Cherokee, Crawford, Labette, and Montgomery 
counties, Kan., and empty containers on return, over irregular 
routes. 

*MC 60756, Sub. 4, Crescent Motor Line, Spartanburg, S. 
C., extension. Certificate granted. General commodities, with 
exceptions, in shipments weighing not less than 5,000 pounds 
each from any one consignor, between Spartanburg and Lyman, 
S. C., on the one hand, and, on the other, points in Ga., N. C., 
and S. C., within 100 miles of Spartanburg; calcium carbide, in 
containers, from Ivanhoe, Va., and points within two miles 
thereof to points in N. C. and S. C., limited to shipments weigh- 
ing not less than 20,000 pounds each from any one consignor; 
and canned goods, from points in Spartanburg county, S. C., 
except Spartanburg and Lyman, to points in N. C. within 100 
miles of Spartanburg, subject to limitation to shipments weigh- 
ing not less than 20,000 pounds each from any one consignor; 
and empty calcium carbide containers from points in N. C. and 
S. C. to Ivanhoe and points within two miles thereof. 

*MC 74367, Sub. No. 1, Billy Palma Wright, Asheville, 
N. C. Certificate denied. General commodities, with excep- 
tions, and specified commodities over irregular routes between 
or from and to points in Buncombe county, N. C., and points 
within 50 miles of the boundary of that county, on the one 
hand, and, on the other, designated points in Pa., Del., Md., 
N. J., N. ¥., D. C. and Tenn. The Commission said that service 
of existing motor carriers between the points involved had not 
been shown inadequate in any material respect. 


__ *MC 75651, Sub. No. 3, R. C. Motor Lines, Inc., Jackson- 
ville, Fla. On reconsideration, by division 5, findings in prior 
Teport, 34 M. C. C. 892, modified so as to authorize operation 
a8 motor common carrier of general commodities, with excep- 
tions, over regular route (1) between Pocataligo, S. C., and 
Charleston, S. C., with no service at Pocataligo or intermediate 
Points, in connection with applicant’s presently-authorized regu- 
lar-route operations between Jacksonville, Fla., and Baltimore, 
Md.; ( 2) between Jacksonville and the navy air base near 
Jacksonville, and (3) between Baltimore, Md., and Richmond, 
a., serving no intermediate points. The Commission said the 
Proceeding had been reopened on its own motion, that since 
applicant had no authority to serve Pocataligo on its Jackson- 
Ville-Baltimore route it could not properly join or “tack” that 
Toute with its Pocataligo-Charleston route, and that, “in order 
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that applicant may render the service intended to be auhor- 
ized ... our findings herein will provide authority for the neces- 
sary joining of the routes involved.” 


Ex Parte 148 Rate Suspension 
The Traffic World Washington Bureau 


Railroad traffic officials have under consideration the ques- 
tion of whether or not the railroads should again consent to a 
six months extension of the Commission’s suspension of the 
rate increases authorized in Ex Parte 148, Increased Railway 
Rates, Fares and Charges, 1942, beyond December 31 when the 
present suspension order will expire. Action may be taken by 
the railroads in October, it is understood. 

The increases authorized in Ex Parte 148 became effective 
March 18, 1942, and were suspended originally from May 15, 
1943, to January 1, 1944. The second suspension was effective 
until July 1, 1944, and, on May 15, 1944, the Commission again 
suspended the increases until December 31, 1944. 

In its monthly statements on railroad earnings, the Asso- 
ciation of American Railroads has been calling attention to 
declining net earnings of the Class I railroads as a whole. In 
its statement for July (see elsewhere) it said July was the 
fourteenth consecutive month in which the net earnings had 
shown a decline. In the twelve months ended July 31, the rate 
of return on property investment averaged 4.30 per cent com- 
pared with a rate of return of 6.07 per cent for the twelve 
months ended July 31, 1943, it said. 

In consenting to the last suspension (see Traffic World, 
May 6, p. 1231), the railroads said that, because of their con- 
stantly increasing operating expenses and declining net income 
and because of uncertainties then facing them with respect 
both to their costs of operation and their volume of traffic in 
the immediate future, “the consent hereby granted shall not 
be taken as precluding or prejudicing any application which 
they may find it necessary or desirable to make to the Com- 
mission seeking an increase in their general rate level prior to 
January 1, 1945, either by the reinstatement of the increases 
now under suspension or otherwise.” 


FINANCE APPLICATIONS 


Finance No. 14694, Gulf, Mobile & Ohio Railroad Co. asks authority 
to issue and sell $10,500,000 principal amount of first and refunding 
mortgage bonds, to be designated series D, for the purpose of refinanc- 
ing $2,000,000 principal amount of collateral trust 33% per cent bonds, 
series A, due in 1953, and $8,600,000 of collateral trust 4 per cent bonds, 
series B, due in 1958, the new bonds to bear interest at a rate repre- 
senting a net interest cost not in excess of 4 per cent a year, and to be 
sold at competitive bidding. The applicant said it would pay in cash 
the cost of redemption and accrued interest in excess of the proceeds 
of sale of the new bonds, and all other expense incident to the refinanc- 
ing, estimating that $553,000 of treasury cash would be required. It said 
that $8,600,000 of the series B bonds was held by Reconstruction Finance 
Corporation, and that R. F. C. had agreed to sell those bonds to the 
applicant at 104 per cent of the principal amount plus interest to date 
of closing, scheduled to be October 3. Referring to the R. F. C. hold- 
ings, the application said that ‘‘the debt and its incidents reflect un- 
favorably on applicant’s credit, and it would be in accord with public 
policy and of substantial advantage to redeem the bonds now held by 
R. F. C.’’ It added that the applicant would be in better position to 
withstand the ‘‘approaching intensified competition of other forms of 
transportation, increased cost of labor, materials and supplies, and re- 
duced traffic.’’ It said that Halsey, Stuart & Co., Inc., had agreed to 
make a bid for the new bonds that would produce a net interest cost to 
the applicant not to exceed 4 per cent a year, with the right reserved 
to make a better bid. 

Finance No. 14692, Chesapeake & Ohio Railway Co. asks authority 
to acquire the properties of the Norfolk Terminal & Transportation Co., 
of Norfolk, Va., and to assume, as primary obligor, obligation and 
liability in respect of the payment of the principal of and interest on 
$500,000 principal amount of first mortgage 5 per cent gold bonds of 
the Norfolk Terminal & Transportation Co. The application said all 
of the capital stock of the N. T. & T. was owned by the C. & O., and 
that it had heretofore guaranteed payment of both principal of and 
interest on the bonds. All of the land, buildings and structures owned 
by the N. T. & T., it said, were leased to the C. & O. by an indenture 
dated June 1, 1898, running for 99 years, at a fixed rental of $30,000 a 
year, plus payment by the C. & O. of all taxes levied against the 
N. T. & T. property. The properties of the latter company, accord- 
ing to the application, consist of 19.4 acres of land (part of which is 
covered by water), together with the improvements thereon, lying be- 
tween Boush St. and Elizabeth River, in Norfolk, the improvements 
consisting of (a) an undivided one-half interest in a passenger depot 
used jointly by the applicant and the Pennsylvania, (b) freight house, 
coal trestle, transfer bridge, and 3.06 miles of industrial and yard 
tracks, and (c) an ocean pier, fourteen warehouses, a garage, a coal 
elevator, two steel molasses tanks, and sundry brick and frame buildings. 

Finance No. 14691, United Stockyards Corporation asks authority 
to issue not less than $5,500,000 principal amount of 3% per cent first 
mortgage and collateral trust sinking fund bonds, series A, as follows: 
Not less than $4,000,000 of the bonds to be issued, the proceeds, with 
other funds, to be used to retire $4,687,000 15-year collateral trust 
4% per cent bonds, maturing October 1, 1951; at the option of the 
applicant, if it has not sold the capital stock of Union Stockyards of 
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Toronto, Ltd., before date of closing of the issuance of the $4,000,000 
of bonds, it may issue an additional principal amount of $700,000, in 
which event the entire proceeds will be applied to the retirement of 
the 4% per cent bonds; and if the applicant issues the additional 
$700,000 in bonds and also purchases 56,076 shares of its preferred and 
55,039 shares of its common stock and pledges such shares under the 
indenture to secure the new bonds, it may, at its option, issue an 
additional $800,000 of new bonds to be applied to the purchase of the 
preferred and common stock.. The application says the bonds will be 
sold at 102 per cent plus accrued interest from September 1, and that 
they will be sold to the Northwestern Mutual Life Insurance Co. It 
says refunding of the old bonds will result in a lower interest rate. At 
the same time, the applicant filed an amendment and supplement to 
the original application, saying that stockyard company securities 
have not enjoyed a wide distribution, being securities in a specialized 
field, that Northwestern Mutual Life has a special and thorough knowl- 
edge of such companies, and that, therefore, the price of 102 being at 
least as high as may be obtained by competitive bidding, it asked that 
competitive bidding be not required. The applicant also filed a motion 
asking the Commission to dismiss the original application and deter- 
mine that it has no jurisdiction over the issuance of the proposed 
securities. 

Finance No. 14637, Amended. Kansas City Terminal Railway Co., 
and twelve proprietary companies, amend application to issue and 
sell $47,000,000 principal amount first mortgage bonds to provide funds 
for the retirement of $49,121,000 principal amount first mortgage bonds 
outstanding under the mortgage of the Kansas City Terminal Railway 
Co. to show rates of interest on the respective maturities of the bonds 
from October 1, 1948, to October 1, 1974, following acceptance of the 
successful bid. 

MC F-2632, Central Motor Freight Co., of Kalamazoo, Mich., asks 
authority to purchase certain operating rights and equipment of Mich- 
Chicago Motor Express, Inc., of Stevensville, Mich. 

MC F-2633, Milwaukee Truck Service, Inc., of Milwaukee, Wis., 
asks authority to purchase certain operating rights of Mich-Chicago 
Motor Express, Inc., of Stevensville, Mich. 

MC F-2634, T. S. Carter, of Salt Lake City, Utah, asks authority 
to acquire control of Interstate Motor Lines, Inc., of Salt Lake City, 
by stock ownership, and of Ely Transfer Co., of Ely, Nev., as con- 
trolling partner. 

MC F-2635, Dakota Transfer & Storage Co., of Minot, N. D., asks 
authority to purchase certain cperating rights of Ernest Bieri, dba 
Stanley Transfer Co., of Stanley, N. D. 

Finance No. 14501, Supplemental No. 1. Seaboard Railway Co. asks 
the Commission to authorize acquisition of the Seaboard-All Florida 
properties, pursuant to the plan of reorganization, and to do so prior to 
October 2, on which date, the application said, hearing on confirmation 
of the sale would be held in the federal court for the southern Florida 
district, adding that the sale could not be confirmed until the Commis- 
sion had approved acquisition of the Seaboard-All Florida properties. 
The application said that the amount of cash cost to the applicant 
would be about $1,774,560, and that the estimated cash cost advanced 
in hearings before the Commission had been $1,222,960, based on the 
assumption that the outstanding Seaboard-All Florida bonds would 
receive $160 for each $1,000 bond, the price paid by the Seaboard 
receivers for bonds heretofore purchased. The instant application said 
the Florida court had estimated the expenses to be .:paid in accordance 
with its final decree at $200,000 and that the distributive share of the 
Seaboard-All Florida bonds in the proceeds of the sale, on the basis 
of a sale at the upset price of $9,350,000, would be approximately $206 
for each $1,000 bond. 


MOTOR FINANCE CASES 

No. MC-F-2123, Consolidated Freightways, Inc.—Issuance of Notes. 
Findings in prior report, 39 M. C. C. 283, modified to authorize issuance 
by Consolidated Freightways, Inc., of Portland, Ore., from time to time 
during a period of one year, of unsecured short-term promissory notes 
in aggregate net amount not exceeding $500,000 outstanding at any time, 
in amounts equal to the uncollected charges on freight transported by it 
on overnment bills of lading, to pay outstanding short-term notes in 
total amount not exceeding $100.000 and current operating expenses. 

MC-F-2432, A. C. Allyn & Co., et al.—Control: Lone Star Coaches, 
Ine.—Control; Bowen Motor Coaches—Highway Transportation Co. 1. 
Merger of the operating rights and property of Highway Transportation 
Co. of Fort Worth, Tex., into Bowen Motor Coaches, also of Fort 
Worth, for ownership, management, and operation, and acquisition of 
control of said operating rights and property of Highway Transportation 
Co. by Lone Star Coaches, Inc., of Nashville, Tenn., A. C. Allyn & Co., 
Inc., of Chicago, Ill., Equitable Securities Corp. and Paul M. Davis, 
both of Nashville, M. E. Moore, of Fort Worth, G. Russell Brown, 
R. A. Lile, and R. E. Steuber, all of Little Rock, Ark., Einer Neilson 
and Parkes Armistead, both of Nashville, and Franklin Garment Co. 
of Franklin, Ky., through said merger, approved and authorized, sub- 
ject to conditions. 2. Lone Star Coaches, Inc., subjected to specified 
provisions of part II of the act. 3. Issuance of a certificate to Bowen 
Motor Coaches authorized upon compliance with certain conditions. 

MC F-2590, C. D. Melton—Control; J. & N. O. Express, Inc.— 
Purchase—Loyd Bond. Application for authority under Section 210a(b) 
of J. & N. O. Express, Inc., of McComb, Miss., for temporary opera- 
tion of a portion of the motor-carrier rights and properties of Loyd 
Bond, dba Bond Motor Lines, of Jackson, Miss., granted with conditions. 

MC F-2433, W. E. Goldston—Lease—The Santa Fe Train Transporta- 
tion Co. Lease by W. R. Goldston, dba Roswell-Carrizozo Stage Lines, 
of Socorro, N. M., of certain operating rights of The Santa Fe Trail 
Transportation Co., of Wichita, Kan., approved and authorized, sub- 
ject to condition. 
MC F-2504, Vincent H. Palisano, et al.—Purchase—Boss-Linco Lines, 
Ine. Purchase by Vincent H., Victor J., Joseph, Samuel, and Charles 
Palisano, partners, dba Lincoln Storage & Carting Co., of Buffalo, N. Y., 
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of the operating rights and property of Boss-Linco Lines, Inc., also of 
Buffalo, approved and authorized, subject to condition. 


UNCONTESTED FINANCE CASES 

Report and order in F. D. No. 14657, Chicago Union Station Co, 
Securities, granting authority to the Chicago Union Station Co. to 
issue $37,800,000 of first-mortgage, series G, 2% per cent bonds, and 
not exceeding $6,200,000 of guaranteed serial notes, the bonds to be 
sold at 100.639 and the guaranteed notes at par in each case with 
accrued interest, and the proceeds used in connection with the re. 
demption of $44,000,000 of 3% per cent first-mortgage bonds, series f, 
and also granting authority to the Chicago Burlington & Quincy Rail- 
road Co., Henry A. Scandrett, Walter J. Cummings, and George I, 
Haight, trustees of the property of the Chicago, Milwaukee, St. Paul 
& Pacific Railroad Co., the Pittsburgh, Cincinnati, Chicago & St. Louis 
Railroad Co., and the Pennsylvania Railroad Co., to assume obligation 
and liability, as guarantors by endorsement, in respect of the payment 
of the principal of and interest on, such bonds and notes and payments 
into a retirement fund for first-mortgage bonds. Approved. 


PETITIONS FOR REHEARING, ETC. 
W-370, Albert Bernert, common carrier application. Applicant asks 
Commission to correct certificate to include port of Portland, Ore. 
MC-C 380, Crude Talc, California Mines to Dunn, Calif. Paulsen & 
March ask for reconsideration and rehearing in connection with report 
and order of June 23. 


COMMISSION ORDERS 

MC-F 2398, Carolina Transportation Co., purchase, L. Russell Stall- 
ings, et al. Reopened and findings in report of May 8, modified so as 
to exclude Murfreesboro and Conway, N. C., as off-route points from 
operating authority to be included in certificate. 

MC-F 2446, Northern Pacific Ry., control; Northern Pacific Trans- 
port Co., purchase, Bruce Cook and Harry W. Fulmer, and MC-F 2447, 
Northern Pacific Railway Co., control; Northern Pacific Transport Co., 
control, Flathead Transportation Co. Petitions of applicants requesting 
dismissal of applications granted, and applications dismissed. 

MC-F 2614, H. P. Campbell, lease, Bowen Motor Coaches. 
tion dismissed. 

MC-F 2142, (supplemental), Consolidated Freightways, Inc., control, 
Sunrise Trail, Inc. Order of July 27, supplemented so as to include 
authority for purchase by Consolidated Freightways, Inc., of operating 
authority granted Sunrise Trail, Inc., in MC 70441 Sub. 8 and MC 
70441 Sub. 10TA. 

No. 28572, Rickert Rice Mills, Inc., et al. vs. Abilene & Southern, 
et al. Order of June 12, modified to become effective November 27, 
on not less than 30 days’ notice. 

MC 1503 Subs. 1, 3, 26, 28, 30, 31, 32 and 35, Central Greyhound 
Lines, Inc., dba Greyhound Lines. Reopened for reconsideration. 

MC 26056 Sub. 1, Marvin J. Haigis and Kneeland G. Nichols, dba 
Tri-State Motor Lines, extension of operations. Reopened for further 
hearing, solely to permit applicant to offer corrected exhibits showing 
abstracts of past shipments. 

Fourth Section Appl. 16500 et al., grain and grain products within 
western district. Time of all parties for filing exceptions to proposed 
report extended until October 18. as 


Applica- 


T. & P. MOTOR TARIFFS 


The Commission, division 5, by an order in MC 50544, 
Texas & Pacific Motor Transport Co., and /13 sub-numbered 
applications joined with that proceeding, has denied the peti- 
tion of the applicant, and its. parent company, Texas & Pacific 
Railway Co., to vacate its orders of February. 14 and February 
21, reopening the proceedings for further hearings, and to 
withdraw the application in MC 50544, Sub. 11, Texas & Pacific 
Motor Transport Co., Extension—Pecos-El Paso, Tex. (See 
Traffic World, Aug. 19, p. 438.) In the same order, the Con- 
mission assigned the proceedings for further hearing before 
Examiner David Waters, at the Baker Hotel, Dallas, Tex., Oc- 
tober 17, “solely to determine what, if any, changes or modi- 
fications should be made in the conditions contained in the 
outstanding certificates of public convenience and necessity 
issued to the Texas & Pacific Motor Transport Co.” 

The motor carrier subsidiary and the railroad based their 
petition on the ground that the Commission had granted the 
subsidiary’s petition that the railroad be allowed to become 4 
party to all-motor tariffs and that there was, therefore, n0 
necessity for the further hearings in the proceedings as granted 
by an order of division 5 on February 14. 


MOTOR TARIFF CONSTRUCTION 


The Middle Atlantic States Motor Carrier Conference, Inc, 
Washington, D. C., has published a pamphlet prepared by Harty 
G. Williams, special assistant to D. T. Waring, general manage! 
of the conference, on construction and interpretation of freight 
tariffs of the conference. Mr. Waring said the primary purposé 
of the publication was to guide the “less-experienced employes 
of our members in the use of our tariffs and to give them funda- 
mentals of rate construction,” though it was not and is not In 
tended to be a comprehensive treatise on the subject. He said 
the conference was indebted to W. M. Miller, chairman, stand- 
ing rate committee, Southern Motor Carrier Rate Conference, 
Atlanta, Ga., for the example set by him in the publication of 
a similar treatise on the tariffs issued by that conference. 
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Proposed Reports in I. C. C. Cases 


Railroad, Water, and Motor Transport 





Newtex Steamship Application 


Examiners Claude A. Rice and W. H. Smith, in a proposed 
report in W-896, Newtex Steamship Corporation Common Car- 
rier Application, have recommended that the Commission deny 
the application for authority to operate as a common carrier by 
water, of commodities generally, between the port of New York, 
N. Y., and the ports of Houston and Brownsville, Tex. The 
examiners said that Agwilines, Inc., Bull Steamship Line, Pan 
Atlantic Steamship Corporation, Seatrain Lines, Inc., and South- 
ern Steamship Co. had opposed the application, and that repre- 
sentatives of port authorities, chambers of commerce, and vari- 
ous commercial interests had offered testimony in support of 
the application. The examiners said the application should 
be denied without prejudice to the filing of a new application 
under the public convenience and necessity provisions of the 
act when conditions permitted the resumption of coastwise 
operations. 


They pointed out that the applicant’s predecessor corpora- 
tion of the same name, had sold its vessels to the British gov- 
ernment for use in the prosecution of the war in March, 1940, 
and that, being unable to obtain chartered tonnage because of 
war conditions, had discontinued its water transportation serv- 
ice. They said that the applicant took the position that the 
new corporation was, in substance the same corporation as its 
predecessor and that its purpose was to continue the operations 
formerly conducted by that carrier. From this, the examiners 
said, it argued that the evidence with respect to past operations 
established that public convenience and necessity required the 
proposed services when conditions permitted and that it should 
be granted a certificate at the present time in order to avoid the 
trouble and expense of further proceedings. 

“The evidence in the instant proceeding does not indicate 
that applicant’s predecessor considered public convenience and 
necessity of paramount importance when it voluntarily dis- 


§ continued its services early in 1940,” said the examiner, ‘‘where- 


as the record does show that other carriers, including pro- 
testants herein, served the ports here considered until com- 
pelled to discontinue by conditions over which they had no 
control. As a result of such involuntary discontinuance of serv- 
ices several of the latter carriers, upon filing applications under 
section 309(a) of the act, have been granted certificates to 


resume services to and from Houston when conditions per- 
a 


The examiners said that the protestant’s position was to the 
effect that in the past the Gulf ports, including Houston and 
Brownsville, had had available services generally greater than 
the traffic required, and that, as a consequence, it was difficult 
for some of the water carriers to operate except at a loss. 
They urged that since there were no operations from and to the 
ports at the present time, public convenience and necessity 
for a new operation presented a question that properly could 


be determined only when operations were resumed, the ex- 
aminers said. 


“Generally speaking,” they said, “the question of public 
convenience and necessity in connection with a new service, 
such as here proposed, would be determined in the light of ex- 
isting or going operations. At the present time there are no 
normal operations upon which to base a decision. Furthermore, 
as previously indicated, applicant does not actually possess any 
vessels with which to serve the present public need for water- 
Carrier service and, as stated in Lykes-Coastwise Line Applica- 
tions, 260 I. C. C. 201, ‘any claims as to future public con- 
venience and necessity at least are conjectural.’ ”’ 


PHELPS DODGE CORP. SWITCHING 


. Switching between tracks of the Texas & New Orleans and 
Points of loading or unloading within the Phelps Dodge Cor- 
Poration’s plant at El Paso, Tex., should be found to be “a 
Service which may fairly be regarded as contemplated under 
the line-haul rates,” but additional switching of cars held for 
bil ing until the following day, without charge in addition to 
the line-haul rates, should be found unlawful, Examiner Leonard 

ay concluded in a proposed report in Ex Parte 104, Practices 
0 Carriers Affecting Operating Revenues and Expenses, Part 
I, Terminal Services—Phelps Dodge Corporation. 

e said the record was clear that the switching in this 


plant was of a simple character and that it might be performed 
without interference or interruption. 

Often the plant continued loading long after closing time 
and sometimes it loaded cars for shipment the following day, 
he said, adding: 


Because these loaded cars interfere with the placing of empty cars 
for loading, the loaded cars are moved by the night switch crews to the 
adjoining track No. 1 and are held for inspection and shipment on the 
following day. Clearly respondent is not responsible for the failure to 
receive shipments after the usual shipping hours. The difficulty appar- 
ently results from insufficient trackage and loading facilities, and any 
additional switch, other than placing empty cars for loading and the 
outbound movement of the loaded cars is for the convenience of the 
industry and should be paid for, and the performance of such service 
without charge in addition to the line-haul rates or charges is unlawful. 


Bay Line Car-Hire Settlement 


Terms of an agreement between the Atlanta & St. Andrews 
Bay Railway Co. (referred to as the Bay Line) and carriers 
connecting with it, effected in 1936 after having been formu- 
lated by the Association of American Railroads, providing a 
“special method” of car-hire settlement with respect to railroad- 
owned freight cars, would be set aside and the Bay Line would 
be required to make settlements direct with car owners at the 
current per diem rate, without free time and without reclaim 
except on cars handled by the Bay Line in terminal switching 
service, under recommendations made by Examiner Claude A. 
Rice in a proposed report on further hearing in No. 17801, 
Rules for Car-Hire Settlement. 


The examiner said the proceeding had been reopened for 
further hearing in response to a petition by the car service 
division of the A. A. R., solely to determine and to prescribe 
the reasonable rentals to be paid by the Bay Line for the use 
of freight cars of other rail carriers and the reasonable rules 
for car-hire settlement. He said that, pursuant to the agree- 
ment of 1936, the Bay Line for several years had made settle- 
ments for the use of such cars “on a basis other than straight 
per diem of $1 per car per day.” 

Included in the 1936 agreement, he said, were the following 
provisions: 


(1) Trunk line connections will allow Atlanta & St. Andrews Bay 
actual time with maximum of one day on each loaded car interchanged, 
retroactive to February 1, 1932; (2) trunk line connections will give 
an additional allowance of actual time with maximum of one day 
(total two days if earned) on each car interchanged, containing pulp- 
wood, retroactive to February 1, 1932; (3) Atlanta & St. Andrews Bay 
not to be disqualified subsequent to August 1, 1935, for occasional 
diversions beyond its control and the occasional cars interchanged in 
overhead traffic service are not to be considered as diversions during 
any part of the period. 


Studies made after 1936 by officials of the A. A. R., the 
examiner said, convinced them that the “special’’ method of 
car-hire settlement as to the Bay Line should be terminated, 
and the A. A. R. then gave notice that the agreement should 
be canceled effective August 1, 1942, but the Bay Line refused 
to recognize the section of the A. A. R. and continued to make 
settlements in accordance with the agreement. 

“Still later, on July 13, 1943,” he continued, ‘“‘the associa- 
tion filed with the Commission the . . . petition to reopen the 
proceeding, but not until a further hearing was in progress, 
and during cross-examination, did it develop that the associa- 
tion was specifically authorized for the three carriers which 
interchange traffic with the Bay Line. All evidence in support 
of the agreement was presented by the association, which now 
contends that the Bay Line was never entitled to an allowance 
on cars carrying pulpwood, and under present conditions should 
not be allowed free time on any car. Its earlier recommenda- 
tion of an allowance on pulpwood cars was due in part to be- 
lief that the revenue accrying to the Bay Line from interline 
pulpwood traffic, then estimated at $11.50 per car, reflected 
divisions of joint rates, whereas the traffic was and is handled 
on combination rates, the Bay Line charging the same rtaes on 
interline as on local shipments of this commodity. Its change 
of attitude concerning other cars is occasioned in part by the 
improved earnings and financial condition of the Bay Line. . .” 

Examiner Rice noted that the Bay Line had been sold in 
1931 to St. Andrews Bay Holding Co., a subsidiary of the Inter- 
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national Paper Co., the Southern Kraft Division of which oper- 
ated a paper mill at Panama City, Fla., southern terminus of 
the Bay Line. He said that the Bay Line now had in effect a 
rate on pulpwood of 83 cents a cord from Cottondale, Fla., and 
more southerly points to Panama City and a rate of $1.10 a 
cord from more distant points, including Dothan, Ala., northern 
terminus of the line. He said the A. A. R. contended that these 
rates were too low. He discussed at length in the proposed 
report the earnings of the Bay Line from all its traffic, noting 
that its net income of $255,640 in 1943 was equal to $42.60 on 
each of the 6,000 shares of outstanding capital stock. 

The examiner set forth the provisions of the Commission’s 
original report and order and its supplemental report and order 
in this proceeding, issued in 1930, 160 I. C. C. 369, 495, with 
respect to car-hire settlement rules to be observed by the Bay 
Line and “many other respondents.” 

“There is no occasion to consider the matter of car-hire 
apportionment,” he said, “since the Bay Line is not eligible 
under the findings and order hitherto made to receive allow- 
ances on cars in road-haul service.” 


Switching at Standard Oil Plants 


Examiner Leonard Way has recommended, in a proposed 
report, that the Commission affirm its prior finding that obliga- 
tions of the Yazoo & Mississippi Valley Railroad Co. and the 
Louisiana & Arkansas Railway Co. under their interstate line- 
haul rates do not extend beyond their points of interchange and 
that payment by them of an allowance to the Standard Oil Co. 
of Louisiana for switching service beyond those points, to the 
company’s plant at North Baton Rouge, La., is unlawful. He 
has recommended, also, that the Commission find that switching 
between the railroad respondents’ connections and points of 
loading or unloading within the Standard Oil Co. of Louisiana’s 
Maryland Tank Farm at Maryland, La., Chemical Products Divi- 
sion at Baton Rouge, La., and crude oil loading points at Avon- 
dale, La., with one exception at the Chemical Products Division, 
is service which may fairly be regarded as contemplated under 
the line-haul rates. 

The proposed report was issued in Ex Parte No. 104, Prac- 
tices of Carriers Affecting Operating Revenues or Expenses, 
Part II, Terminal Services—Standard Oil Co. of Louisiana Ter- 
minal Allowance. The switching service at North Baton Rouge 
was considered on further hearing, on petition of the industry 
alleging certain errors in the Commission’s second prior report 
on further hearing (256 I. C. C. 5), affirming the findings in the 
first prior report, 209 I. C. C. 68, and the swtiching services at 
the other named plants of the Standard Oil Co. of Louisiana 
were matters set for hearing by the Commission on its own 
motion, the examiner said. 


Examiner Way, in discussion of the North Baton Rouge 
situation, said that because of the track layout it was physically 
impossible for the Y. & M. V. to reach nine designated “districts” 
in that plant, and that as to a part of the service it would be 
necessary for the L. & A. to operate over a portion of the Y. & 
M. V. tracks, though the L. & A. could reach all of the “districts” 
in the plant by means of spurs connecting with its tracks or with 
the industry’s “round-about” track. He cited, from the Com- 
mission’s decision in Standard Oil Co. vs. Director General, 59 
I. C. C. 620, the following conclusion with respect to situations 
involving the switching of a plant by more than one carrier: 


The fact that several carriers could not perform these services indi- 
vidually is convincing that the said service is greater than the equiva- 


lent of a simple switching delivery, and is, in fact, beyond the scope of 
the carrier’s legal obligations. 


Moreover, said the examiner, it appeared that if both car- 
riers undertook to switch the remaining districts they would 
interfere with each other and that that interference would be 
increased if the Y. & M. V. were accorded a trackage right over 
the L. & A. permitting it to serve the districts it could not now 
serve. He added that, ‘‘at any rate, it would be impracticable 
for both carriers to undertake to perform the switching.” He 
criticized each of three plans suggested by the industry “in an 
effort to effectuate some arrangement whereby the plant service 
may be brought within the principles which the Commission 
announced in the original proceeding.” 

At the Maryland Tank Farm, he noted, the spotting of cars 
at the respective locations was performed individually by the 
line-haul carrier serving them, and, there was no interference 
with the carriers’ operations. At the Avondale loading racks, 
he said, all the switching performed by the respondents was on 
their own properties and in their capacity as common carriers, 
but he stated that an arrangement under which the industry’s 
loading racks were on the properties of the Texas & Pacific, 
between two parallel stub tracks, was not explained, and added 
that “respondent is expected to explain this arrangement.” At 
the Chemical Products Division, he said, the “Butyl east spur” 
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could not be reached except by a drop switch in reverse move. 
ment “due to the track layout.” He added: 


Such method of switching is impracticable and hazardous, and of 
the character that the carriers are not required to perform and its 
obligation under the line-haul rates would be met by offering to receive 


or deliver shipments for his location at some other reasonably con. 
venient point. 


Rates on Propellers and Blades 


The War Department’s position as to what carload rates 
on airplane propellers and propeller blades should be has been 
upheld substantially in a proposed report by Examiners Horace 
W. Johnson and John A. Russell in No. 29052, Henry L. Stim- 
son as Secretary of War vs. Akron, Canton & Youngstown Rail- 
way Co. (H. B. Stewart, Jr., and George E. Hagenbuch, Trus- 
tees) et al., but the examiners have recommended denial of the 
War Department’s prayer for reparation. 


The complaint was filed November 23, 1943, and at that 
time the less-carload ratings on airplane propellers and propel- 
ler blades were 1% times first class, while the carload ratings, 
minimum 10,000 pounds and subject to rule 34, were 1% times 
first class, the examiners noted. They said the War Depart- 
ment sought a less-carload rating of first class on “propeller 
blades, or two-bladed propellers, in boxes or crates, set up” 
and on knocked down “propellers with more than two blades, 
in boxes or crates,” and a less-carload rating of 1% times first 
class on propellers in the latter category. Those ratings, they 
said, had been established by the railroads May 10, 1944. 


On “propellers or propeller blades, in boxes or crates, or 
braced or racked in car, subject to rule 34,” the War Depart- 
ment asked for carload ratings of second class, minimum 12,000 
pounds, and fourth class, minimum 24,000 pounds, and the car- 
riers, on May 10, had made effective carload ratings, subject to 
those minima, respectively, of first class and third class, on 
each of two categories of the commodity considered, the pro- 
posed report showed. The examiners said the voluntary estab- 
lishment of the 1. c. 1. ratings sought satisfied the complaint, 
except as to reparation, in respect of shipments of less than 
12,000 pounds, and added that, ‘hence, further discussion of 
such ratings is unnecessary.” 


Discussing the defendants’ contention that the value and 
weight density of the shipments justified the present ratings, 
the examiners cited the conclusion by division 2 in Airplane 
Engines in Official Territory, 258 I. C. C. 226, that “the un- 
usually costly and effective protection given these engines 
greatly diminishes the importance of value as an element in 
determining the reasonableness of rates.” They observed that 
for a distance of 849 miles, on a shipment of 24,000 pounds, the 
rate basis sought would earn 32 cents a car-mile and that on 
the average weight of 10 shipments, 38,366 pounds, the rate 
basis sought would earn 52 cents a car-mile. Continuing, they 
said, in part: 


According to defendants’ computation on transcontinental shipments, 
the fourth-class rate sought from Group D points would earn 35.7 cents. 
The earnings under the all-commodity rate actually assessed on such 
(typical) shipments are materially less than that amount. We conclude 
that the Rule 26 and fourth-class ratings sought, subject to a minimum 
weight of 24,000 pounds and Rule 34 will reflect a reasonable maximum 
carload basis for propeller blades, two-blade propellers, set up, and pro- 
pellers with more than two blades, knocked down. The record indicates 
that shipments of that minimum can be loaded. 


The Commission does not prescribe alternative carload rate bases on 
the same article unless circumstances clearly justify such a course.... 
The reasons advanced by complainant as justifying an alternative cal- 
load basis would not warrant the Commission in prescribing an alterna 
tive minimum weight of 12,000 pounds for articles which readily can be 
loaded to 24,000 pounds. . . . Carriers, however, are privileged to estab- 
lish a 12,000 pound alternative carload minimum, provided the rating for 


such shipments is consistent with other established ratings. ...A 
second-class rating for such shipments would reflect a reasonable § 
maximum. 


Regarding the three and four blade propellers, set up, complainant 
has shown that such propellers cannot be loaded to a 24,000 pound mini- 
mum weight. For such shipments we conclude that: a reasonable mini- 


mum weight and rating would be 12,000 pounds, at second class, subject 
to Rule 34. 


Referring to the demand for reparation, the examiners said 
that the present volume of movement did not prevail prior t 
the active participation of the United States in the present 
war; that, while the record indicated that the movement bega! 
to increase early in 1940, the carriers then had no assurance 
that the traffic would continue to move in large volume and 
hence should not be penalized for failing to make an earlie! 
adjustment, and that no evidence of any movements prior t 
1943 had been submitted. No specific date could be pointed t 
on which the ratings and resulting rates became unreasonable, 
they said, adding that “the latter reason alone would warratl 
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a finding that the ratings and rates applied in the past are not 
shown to have been unreasonable.” 











Vegetables from the West 


Commodity rates on vegetables from western trunk-line 
origins to Fancy Farm, Ky., published through error in Agent 
Kipp’s tariff I. C. C. A-3267 to become effective July 1, 1941, 
and canceled September 30, 1943, constitute the basis of a 
complaint on consideration of which Examiners C. E. Stiles 
and M. J. Walsh have recommended that the Commission award 
reparation to the complainants. They issued their proposed re- 
port in No. 29122, Bacon Brothers, et al. vs. Alabama Great 
Southern, et al. 

The 26 complainants, they said, alleged that the through 
rates charged for the transportation of vegetables in carloads 
from points in Minnesota, the Dakotas, Iowa, Nebraska, Wyom- 
ing, Colorado, Utah, Idaho and Oregon to points in southeast- 
ern and Mississippi Valley territories in Kentucky, Tennessee, 
Mississippi, Alabama, Georgia, the Carolinas and Florida were 
unjust and unreasonable, in violation of the aggregate-of-inter- 
mediates provision of section 4, and resulted in overcharges. 
The complainants asked reparation on the basis of the com- 
bination rates to and from Fancy Farm, Ky., said the exam- 
iners. They noted that Fancy Farm, a community of 417 popu- 
lation, was a station on the Illinois Central, and said the com- 
modities involved in the complaint did not move to that point. 

“Representative of the tariffs involved,” they said, “are 
Agent Kipp’s tariffs, I. C. C. No. A-3131 providing joint com- 
modity rates, and I. C. C. No. A-3020 providing joint class rates, 
from certain points in western trunk-line territory to points in 
the southeast. The combination rates claimed are in all in- 
stances commodity rates from origin to Fancy Farm published 
in Agent Kipp’s tariff I. C. C. No. A-3237, and class rates be- 
yond published in Agent Hoke’s I. C. C. No. 513. Illustrative 
rates (by the 100 pounds) are a commodity rate on potatoes 
on March 1, 1943, from Moorhead, Minn., to Atlanta, Ga., of 
83 cents, the combination rate claimed being 77 cents, com- 
posed of factors of 33 and 44 cents, and a class rate on onions 
on October 1, 1942, from Delavan, Minn., to Nashville, Tenn., 
of 56 cents, the combination claimed being 55 cents, composed 
of factors of 22 and 33 cents.” 

The examiners said the tariff I. C. C. A-3267 in which the 
commodity rates to Fancy Farm were published was not in- 
tended to apply to destinations in southern territory, and that 
the rate group, No. 1602, to which Fancy Farm was assigned 
was a group intended to cover stations in Nebraska on the 
O’Neill branch of the Burlington. The rates in this tariff to 
this group, they said, were generally much lower than com- 
modity rates to Fancy Farm published in I. C. C. A-3131. 

“Although admitting that if a shipment had moved to Fancy 
Farm the erroneously published rate thereto in I. C. C. A-3267 
would have to be applied because it is lower than the rates in 
otther tariffs,” said the examiners, “defendants contend that 
that rate should not be recognized as an applicable factor of a 
combination rate under an alternative application rule in an- 
other tariff. 

“The proposition that transportation charges must be ap- 

plied in accordance with the applicable tariffs, and that an 
elror in tariff publication affords no legal ground for a de- 
parture from the tariff provisions, is so well settled as to re- 
quire no citations of authorities.” 
_ The examiners then reproduced item 15 of I. C. C. A-3131, 
in effect prior to March 1, 1943, and its republished form, item 
15-A, in force after that date, covering alternative application 
of commodity rates in that tariff with class rates. They also 
cited item 65-A of I. C. C. 3020, in effect during the entire 
reparation period, covering alternative application of combina- 
tion rates. 

“We conclude,” they said, “that as to shipments moving 
during the reparation period from and to points from and to 
which rates were published in I. C. C. A-3020, over routes 
authorized by the tariff, and which otherwise would be subject 
to the joint class rates published therein, but upon which the 
aggregate of a commodity rate from origin to Fancy Farm to 
destination published in I. C. C. 513, results in lower through 
charges, the applicable rates are those accruing under such 
aggregate rate, and the Commission should so find.” 

Continuing, they said, in part: 








































































We conclude that as to shipments subject to Item 15-A of I. C. C. 
A-3131 moving prior to March 1, 1943, the commodity rates charged were 
applicable. We further conclude that as to shipments moving during 
the Period March 1 to September 29, 1943, inclusive, from and to 
Points from and to which rates were published in I. C. C. A-3131, over 
Toutes authorized by the tariff, and which otherwise would be subject 
to the joint commodity rates published therein, but upon which the 
eeregate of a commodity rate from origin to Fancy Farm published 
NI. C. C. A-3267, plus a class rate from Fancy Farm to destination pub- 
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lished in I. C. C. 513, results in lower through charges, the applicable 
charges are those accruing under such aggregate rate, and the Com- 
mission should so find. 

The complaint also embraces shipments of onions, lettuce, and 
other vegetables moving from Colorado, Utah, Idaho and Oregon, sub- 
ject to Agent Kipp’s tariff I. C. C. A-2194 and Union Pacific Railroad 
Co.’s tariff I. C. C. 3970, publishing commodity rates. . . . We must 
reach the same conclusion as to shipments moving under these tariffs 
during the reparation period as reached with respect to shipments 
moving under I. C. C. A-3020, and the Commission should so find. 

Shipments of potatoes from certain points in western trunk-line 
territory to the southeast subject to Agent Kipp’s tariff I. C. C. 
A3116 are also embraced in the complaint. This tariff publishes joint 
through commodity rates between these points and contains a rule for 
alternative application of class rates which is identical with Item 15 
hereinabove set forth except as to the states embraced. Therefore our 
conclusion concerning shipments subject to this rule must be the same 
as with respect to shipments subject to Item 15, and the Commission 
should so find. 


Shipments of onions without tops from certain points in 
Colorado to the southeast subject to the Denver & Rio Grande 
Western Railroad Co.’s tariff I. C. C. 465 are embraced in the 
claim of intervener Colorado Potato Growers Exchange. This 
tariff published joint through commodity rates from points on 
the line of the publishing carrier to the southeast, and contains 
a rule for the alternative application of the aggregate of sepa- 
rately established rates. . . . We reach the same conclusion as 
to shipments moving under this tariff during the reparation 
period as reached with respect to shipments moving under 
I. C. C. A-3020, and the Commission should so find... . 

It is unnecessary to consider defendants’ evidence tending 
to establish the reasonableness of the rates assailed, as the 
Commission has repeatedly said that under the holding out con- 
tained in the provisions published in conformity with rule 56 of 
Tariff Circular 20 complainant is entitled to reparation to the 
basis of the aggregate of intermediate rates, regardless of the 
level of those rates. ... 

Eleven of the 26 complainants .. . proved generally that 
they ... paid or bore charges (on the shipments)... . 

The Commission should find that the collection by defend- 
ants of freight charges on shipments subject to the tariff pro- 
visions herein considered in excess of those which would accrue 
under the interpretations herein made of the applicable tariffs 
were overcharges . . .; that as to shipments subject to I. C. C. 
A-3131 and I. C. C. A-3116, herein found not overcharged, but 
which moved through Fancy Farm, defendants’ failure to pub- 
lish and apply thereon rates on the basis of the Fancy Farm 
combination was unreasonable; and that to the extent that 
complainants and interveners, including those members of 
Colorado Potato Growers Exchange whose shipments were 
identified at the hearing, made shipments and paid or bore the 
transportation charges thereon they were damaged and are 
entitled to reparation with interest. The complainants and in- 
terveners should comply with rule 100 of the General Rules of 
Practice, accompanying their statements by proof in affidavit 
form that they made the shipments described therein and paid 
or bore the charges thereon. If defendants object to proof in this 
manner a further hearing may be requested. 


Native Leg Rates 


In a proposed report in a proceeding involving rates on 
native wood logs, shipped to Ohio River points, among others, 
for the manufacture of veneer used in the manufacture of air- 
planes, ships, and other war equipment, No. 29056, Amos- 
Thompson Corporation, et al. vs. Alabama Great Southern Rail- 
road Co., et al., Examiner Frank C. Weems has recommended 
finding the assailed rates unreasonable, and that reparation 
should be awarded. He also recommended reasonable rates to 
be prescribed for the future. 

The complainants, eleven corporations manufacturing lum- 
ber, veneer plywood, and other forest products, with mills at 
points in Indiana and Kentucky, alleged that rates on native 
wood logs (other than butternut, cedar, cherry, holly, and wal- 
nut), in carloads, from numerous points in Arkansas, Louisiana, 
Oklahoma, and Texas, to Louisville, Ky., Evansville, Lawrence- 
burg, New Albany, Jeffersonville, and Edinburg, Ind., had been 
unreasonable, and asked that reasonable rates be prescribed 
and that they be awarded reparation. 

The examiner said the Commission should find that the 
rates assailed had been, were, and for the future would be un- 
reasonable to the extent that they had exceeded, exceeded, or 
might exceed, rates based on a scale shown in an appendix to 
the report, minimum 60,000 pounds. The examiner based his 
scale on that shown in an appendix to No. 22548, Farris Hard- 
wood Lumber Co. vs. Louisville & N. R. Co., 178 I. C. C. 671, 
saying that “the joint-line scale prescribed in No. 22548, ex- 
tended beyond 800 miles at the last rate of progression as 
shown in appendix A to the report in that proceeding, namely, 
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one-half cent per 100 pounds for each 25-mile block, but with 
distance blocks of 20 miles extending up to and including 800 
miles instead of ending at 500 miles as set forth in that ap- 
pendix, would afford maximum reasonable rates for applica- 
tion here.” He added the following recommendations: 


For the purpose of determining rates herein prescribed, distances 
over the shortest routes over which carload traffic can be moved with- 
out transfer of lading shall be used, except that in computing rates 
for application on past shipments and those delivered during the penden- 
cy of the proceeding, distances over actual routes of movement should 
be used, and to the rates thus computed for application shipments 


during the period March 18, 1942, to May 14, 1943, 6 per cent may be 
added. 


Nothing herein shall be construed as prohibiting for the future, 
origin groups of reasonable extent, provided the rate from any group 
to any of the destinations shall be a fair average of the rates that, 


in the absence of grouping, would result to the same destination from 
individual points within the group. 


The examiner said that the rate situation under attack 
clearly appeared to be in need of revision. After discussing the 
contentions of the complainants, and the average rates based 
on 16 per cent of first class that the defendants had urged as 
minima if logs were to be taken out of the lumber rate adjust- 
ment, the examiner quoted Lumber Between Points in Official 
Territory, 219 I. C. C. 427 in which, on reargument, he said the 
Commission had stated that “our findings herein must not be 
construed as approving 25 per cent of first class on lumber in 
any other territory or from other territories into official terri- 
tory, or that lumber rates generally should bear any fixed re- 
lation to first class or any other class rate.” The examiner said 


it was clear that rates on logs, also, should not be made with 
relation to class rates. 


Rice, Texas to La. 


Examiners F. C. Weems and John Davey, in a proposed 
report in No. 29092, Texas Rice Mills Traffic Bureau vs. Atchi- 
son, Topeka & Santa Fe Railway Co. et al., have recommended 
that the Commission should find that the assailed rates on 
rough rice, in carloads, from origin points in Texas to New 
Orleans and Baton Rouge, La., were not shown to be un- 
reasonable, but that they were, and for the future would be, 
unduly prejudicial to complainants and preferential of their 
competitors at New Orleans and Baton Rouge, to the extent 
that the rates on rough rice, in carloads, from origin points 
in Texas were or might be lower than 16% per cent of zone III 
first-class rates prescribed in the twenty-first supplemental 
report in the southwestern revision, including general increases 
subsequently authorized, carload minimum 60,000 pounds. 


“From a consideration of the circumstances that brought 
about the establishment of the rates and rate levels on rough 
rice and clean rice in this territory in the first instance, and 
from the basic facts of record which disclose a substantial 
difference in the rate levels, the complainants have made a 
prima facie showing, which the opposing parties have not 
overcome, that rates on rough rice lower than 16.5 per cent of 
first-class rates from the Texas producing areas to New Orleans 
and Baton Rouge are unduly prejudicial to it and its traffic 
and unduly preferential to millers at New Orleans and Baton 
Rouge and their traffic,” said the examiners. 


The report said that the complaining Texas mills had al- 
leged, in the alternative, that if it was found that the rates 
on rough rice were no lower than necessary to meet competi- 
tive rates of other modes of transportation, rates on clean 
rice should be prescribed, not exceeding those on rough rice 
from the Texas producing area to Baton Rouge and New 
Orleans. In most instances, said the examiners, the clean rice 
rate was more than double the rate on rough rice, and that 
this difference in rate levels between the two commodities was 
such that the clean rice would not move freely from Texas 
milling points to New Orleans and Baton Rouge. Contrasting 
the transportation characteristics of rough rice and clean rice, 
the examiners said that the desirability of a rate structure 
that would permit rough rice and the milled products from 
adjacent sections of country to move to common markets was 
not open to question. They pointed out that when rough rice 
was hauled long distances before milling, more transportation 
service was rendered than when rough rice was milled in the 
general producing area, because of the lesser tonnage of clean 


rice obtained from the same tonnage of rough rice. They con- 
tinued: 


The evidence does not warrant a rate revision that would place 
both the rough rice and the clean rice on an exact parity. Moreover, 
to place the raw material and the refined product on the same rate 
level would be contrary to the usual method of rate making. The 
spread, however, between the rates on rough rice and the rates on 


clean rice between the territories under consideration is grater than 
the facts of record justify. 
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The transportation of rough rice should be expected to pay 
its own way, the examiners said, and said that the 16% per 
cent of first-class rates had been prescribed by the Commission 
on consideration of a more comprehensive record and with a 
long-range view in mind. Nearly all of the rates instanced in 
this proceeding, and about which complaint was made, were 
below that level, they said and that there was no showing 
that rates lower than that level were producing more than, or 
even as much as, the cost of the transportation service. Re- 


ferring to present conditions and their effect on the sale off) 


rice, the examiners said there was no present need or logical 
reason for a basis lower than the Commission found to be the 
normal basis of rates in the southwestern revision. If a new 
and different formula should be adopted for fixing rates on 
rice, they said, the record was silent as to what that change 
should be. 


CESSATION OF OPERATION 

MC C-405, Decker Van Lines, Inc., Revocation of Certifi- 
cate. By Examiner C. I. Kephart. Recommends respondent be 
ordered to comply with all terms and conditions in the cer. 
tificate in MC 60004, transferred to the corporation in MC 
FC 14914, within 45 days of the effective date of the recom- 
mended order, failing which, certificate to be revoked. The 
examiner said the respondent had ceased all operations as a 
common carrier of household goods between Auburn, N. Y, 
and points in 16 states and the District of Columbia. He rec. 
ommended that the proceeding be held open pending entry of 
further order or orders. 


Motor Proposed Reports 


(Recommended orders in proposed motor reports, at expiration 
of 20 days from date of service of ~eports (unless otherwise stated), 
become effective unless exceptions have been filed within the 20-day 
period or exceptions have been seasonably filed by other parties, or 
the order has been stayed or postpuned by the Commission. State 
in which applicant has home office is snown in “black face’? type. 
with name of town or city following.) 


New York (New York)—MC 69671, Sub. 1, Hans Jenkins, 
extension. Denial of certificate proposed. Household goods, 
between New York, N. Y., on the one hand, and, on the other, 
points in Fla. and Ia., traversing Del., Ga., Ill., Ind., Md., N. J, 
N. C., O., Pa., S. C., Va., and D. C. for operating convenience. 

Georgia (Atlanta)—-MC 12292, A. C. White, Sr., broker. 
Denial of license proposed. Household goods, from Atlanta, Ga. 
and points within 50 miles thereof, to points in 24 states and 
the District of Columbia, restricted by the examiner as an 
application for a license as a broker at Atlanta, Ga. 

New York. (New York)—MC 104853, Sub. 1, Denial of cer- 
tificate proposed. Meats, meat products, and packing house 
products, between New York City, on the one hand, and, on 
the other, points within 50 miles of New York City, over irreg- 
ular routes. 


New Jersey (Edgewater)—MC 2776, Sub. 3, Undercliff 
Trucking Co., Inc., extension. Permit proposed. Sugar and sugar 
products, including liquid sugar, from New York, N. Y., to 
points in N. J. and N. Y. within 40 miles of Columbus Circle, 
New York, except those in Westchester county, N. Y., and re 
jected shipments on return, over irregular routes. 

Ohio (Youngstown)—MC 14552, Sub. 2, J. V. McNicholas 
Transfer Co., extension. Certificate proposed. Cold rolled strip 
steel, wallboard, firebrick, ground cork, cork carboys, gray iron 
castings, roofing, and all material and supplies and equipment 
used in connection with roof repairing, from points in Pa 
within 35 miles of Youngstown, O., to Youngstown, over irregu: 
lar routes. 

Montana (Laurel)—-MC 104001, Sub. 3, Bice Truck Lines, 
extension. Certificate proposed. Refined petroleum products, If 
bulk, in tank trucks, (a) from Lovell and Zube, Wyo., and 
Laurel, Mont., to points and places in N. D. located on and west 
of U. S. highway 83; (b) from Greybull, Wyo., to points and 
places in Mont.; and (c) from Lovell and Zube to all points and 
places in Wyo. through Mont. for operating convenience only, 
all over irregular routes. 

Ohio (Copley)—MC 105051, Seth Minor, Adam Gamauf ani 
William Gamauf, contract carrier. Permit proposed. Explo- 
sives and blasting supplies, (1) between powder magazines of 
the E. I. du Pont de Nemours & Co. located near Copley, 0: 
Wampum and Kittanning, Pa., and Wheeling, W. Va., and 
between said powder magazines near Copley, on the one hand, 
and, on the other, rail heads at Akron and Wadsworth, 0: 
(2) from powder magazines of said du Pont company, ned 
Copley, to points in Warren; Forest, Jefferson, Indiana, Wes 
moreland, and Fayette counties, Pa., and other Pa. points wet 
of such counties, and to points in Hancock, Brooke, Ohio, Mat- 
shall, and Mason counties, W. Va., and return with refused 
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and rejected shipments; and (3) from powder magazines of 
said du Pont company, near Wampum and Kittanning, Pa., 
and Wheeling, W. Va., to points in O., on and north of U. S. 
highway 40, and return with refused and rejected shipments, 
over irregular routes. 

Maryland (Relay)—MC 102454, Sub. 5, The James Gibbons 
Co., extension. Permit proposed. Asphalt and asphaltic prod- 
ucts, in bulk, in tank trucks, from Baltimore, Md., to D. C., 
and to points in Del., N. J., N. Y., Pa., Va., and W. Va., within 
200 miles of Baltimore, over irregular routes, subject to condi- 
tion that such operations be conducted separately from appli- 
cant’s other activities, that a separate accounting system there- 
fore be maintained, and that applicant shall not at the same 
time and in the same vehicle transport property as both a 
public and a private carrier. 

California (Los Angeles)—-MC 15905, Sub. 13, Arthur Ken- 
neth Osbourn, extension. Certificate proposed. Live stock, be- 
tween points in Clark and Lincoln counties, Nev., and those in 
described portions of Nye county, Nev., with the exception of 
Tonopah and points within 10 miles thereof, on the one hand, 


and, on the other, points in Los Angeles county, Calif., over 
irregular routes. 






Suspended Tariffs 
(Designation of a tariff below does not mean that all schedules 
w it have been suspended. Suspension orders contain many _ sched- 
ules not reproduced here. Details of such orders are published in 
The Daily Traffic World and Bulletin ana The Traffic Bulletin.} 


In I. and S. M-2458, the Commission has suspended from 
September 2, until April 2, the operation of certain schedules 
published on 6th revised page 73-B. to tariff MF-I. C. C. No. 1, 
and two other tariffs, of the Intermountain-Coast Motor Freight 
Tariff Bureau, Agent, Denver, Colo. The suspended schedules 
propose to cancel less-than-truckload and volume commodity 
rates on bakery goods from, to, or between certain points in 
California, Idaho, Montana, Nevada, Oregon, and Utah, leaving 
higher class rates to apply. 

In I. and S. No. M-2459, the Commission suspended from 
September 5 until April 5 the operation of certain schedules 
published in tariff M¥-I. C. C. No. 3 of E. E. Haugarth, Omaha, 
Neb. The suspended~schedules propose to reduce from 59 and 
63 cents a 100 pounds, minimum 16,000 pounds, to 45 and 50 
cents a 100 pounds, minimum 20,000 pounds, the rates on binder 


— from Chicago, Ill., to Omaha and Lincoln, Neb., respec- 
tively. 



























L. & N.-I. C. Construction 


_ Hostilities between the Louisville & Nashville and the 
Illinois Central, in their competitive efforts to gain authority 
from the Commission to build branch lines to coal mines in 
Kentucky, are gaining momentum, with less pulling of punches 
than heretofore, as evidenced by briefs filed by those railroads 
in Finance No. 14536, Louisville & Nashville Railroad Co. Con- 
struction, and Finance No. 14571, Chicago, St. Louis & New 
Orleans Railroad Co. and Illinois Central Railroad Co. Con- 
struction (see Traffic World, August 26, p. 491). 

The L. & N., in its application, seeks authority to build 
a line 2.1 miles long in Muhlenberg: county, Ky., and the appli- 
cants in Finance No. 14571 (the Illinois Central as lessee) ask 
authority to build a line 7.1 miles long to coal mine property 
in the same county. The Commission has sustained a motion 
of the L. & N. for separate disposition of its application. Prior 
to that action, the two proceedings were heard before Examiner 
Romero in Louisville, Ky. 

The Illinois Central, in its brief, said that the Wickliffe Coal 
Co. was opening a new mine in Muhlenberg county and that 
that company wanted service of both the I. C. and the L. & N. 
at its new mine “to maintain access to local markets at both 
railroads and would not open the mine unless both railroads 
were permitted to serve it. 

“The L. & N., however,” said the Illinois Central, “in a 
display of selfish interest that defies understanding . . . would 
Tather have the plans of the Wickliffe Company to open a new 
mine come to naught than to have this new mechanical mine 
Opened up as a joint mine served by both the I. C. and L. & N. 
Such an attitude on the part of the L. & N. is actually detri- 
mental to itself as well as to the nation in this time of such 
critical coal shortages. .. .” 

Further assailing the position of the L. & N., the Illinois 
Central said, in part: 


The position of the L. & N. in these proceedings has been charac- 
terized by a blindness, a selfishness, and a stubbornness that do its 
management little credit. . . . It knows that the Wickliffe Company 
Will not open its mine unless it has joint service. It fails to realize 
or admit, however, that it here stands in its own light by preferring 


























































































































































627 






to serve exclusively one mine having an estimated recovery of 12,000,000 
tons rather than to serve, along with the I. C., two mines that have 
an estimated recovery of 52,000,000 tons. .. . Its position in these 


proceedings does not make sense from whatever aspect it be ap- 
proached. ... 


On the other hand, the L. & N. contended, in its brief, that 
the Illinois Central, while seeking to institute joint service for 
“concerns like the Kirk and Wickliffe companies which have 
been served exclusively by the Louisville & Nashville,” was 
opposed to any joint service for companies that were served 
exclusively by it. With respect to the contention of the Wick- 
liffe company that it would not open the new mine unless it 
was accorded service by both the I. C. and the L. & N., the 
L. & N. said that “it is natural for any shipper to desire the 
services of as many trunk lines as it can obtain to handle its 
traffic, but such desire, even though accompanied by a threat 
of discontinuance of business, cannot justify the authorization 
of wasteful duplication of railroad facilities and services.” 

“The Illinois Central stands before the Commission in this 
proceeding in the role of an aggressor railroad,” said the L. & 
N. “The arguments it advances in justification of its stand fol- 
low almost precisely the pattern that has been employed in 
recent years by aggressor nations. . . . When it asserts it is 
merely seeking to ‘protect’ itselfi—whilst seeking to invade 
another’s territory—it is repeating familiar Nazi lines... . 
The accusing cry of unwillingness on the part of those invaded 
to ‘cooperate’ is likewise well-known Nazi technique. .. . But 
the way of the aggressor is hard; and the end is defeat. 

“The Illinois Central has utterly failed to demonstrate that 
any public convenience or necessity requires the additional 
railroad facilities and services it seeks through its application 
to inaugurate.” 


SMALL CRAFT EXEMPTION 


By an order in W-904, Joseph Buccaran Contract Carrier 
Application—Section 303(1), the Commission, divis‘on 4, has 
dismissed the application. The order said the applicant was 
engaged solely in the operation of a self-propelled vessel of 
not more than 100 indicate horsepower and not more than 
100 tons cargo-carrying capacity between points on the Mis- 
sissippi River and its tributaries below New Orleans, La. It 
said he was not engaged in transportation as part of a through 
movement under common control, management or arrangement 
with common carriers subject to part I, II, or III of the inter- 
state commerce act, and that the transportation he performed 
was exempt under section 303(g)(2) of the act and that it 
had not been made subject to regulation by the order of the 
Commission in Ex Parte No. 157, Application of Part III to 
Transp. by Small Craft, 260 I. C. C. 155. 


G. B. & W. MOTOR SERVICE 


An application by the Green Bay & Western Railroad Co. 
for authority to operate as a motor common carrier of general 
commodities over a regular route between Green Bay, Wis., and 
Winona, Minn., has been assailed in a brief of the Common 
Carrier Division of the Wisconsin Motor Carriers Association, 
the Seymour Transfer Line, Inc., and Briggs Transfer Co., with 
the assertion that the only evidence produced by the applicant 
“bears not on public convenience and necessity but on private 
convenience and necessity.” The brief was filed in MC 58273, 
Sub. 1, Green Bay & Western Railroad Co. Common Carrier 
Application. 

“This is a case wherein the applicant, a railroad, has made 
application to parallel its entire rail line from Winona, Minn., 
across the whole state of Wisconsin to Green Bay, Wis., with 
1. ce. 1. truck service,” the protestants said. “The applicant pro- 
duced only one witness, Mr. Elmer V. Johnson, the applicant’s 
general superintendent of transportation. There is no testimony 
from any shipper witnesses showing any need for the proposed 
service. ...If a railroad can, by the sole testimony of one of 
its employes who testifies only to alleged savings in time and 
money to the railroad, prove public convenience and necessity, 
then the necessity for holding hearing and taking testimony 
does not exist and such a useless and futile gesture should be 
forthwith eliminated and done away with.” 

Undisputed facts demonstrated that the coordinated serv- 
ice proposed would result in a substantial decrease in operating 
costs and in greatly increased operating efficiency, both as to 
1. ec. 1. and carload freight, and would make available “sorely 
needed” box cars for use in carload rather than in 1. c. 1. hauls, 
said the Green Bav & Western Railroad Co. in a brief in sup- 
port of its application. 

The railroad said that it now held a certificate from the 
Wisconsin Public Service Commission, registered with the In- 
terstate Commerce Commission, authorizing transportation: of 
1. c. 1. freight intrastate by truck between Green Bay and 
Marshland, Wis.; that the fact that the authority was only 
intrastate necessitated transfers from truck to box car in west- 
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ward movements and from box car to truck in the opposite 
direction at Marshland, and that “the use of train transporta- 
tion between Marshland and Winona (Minn.) has resulted in a 
bottleneck which slows up the other coordinated movement.” 
Under the proposed coordinated service, it said, movements 
originating in Winona or west thereof for points east of Mer- 
rillan woud be speeded up two days, and movements westward 
through Winona would be speeded up one day. It said it was 
seeking authority to transport 1. c. 1. shipments between sta- 
tions on its line, and between such stations and stations of 
connecting carriers, to perform pickup and delivery at each of 
its stations, and to transport commodities at rail rates on rail 
bills of lading. 


Official-W. T. L. Divisions 


Two groups of western trunk lines have joined in opposi- 
tion to the proposals of the eastern railroads with respect to 
bases for divisions of joint through rates as between the eastern 
and western roads and have expressed support of the findings 
recommended by Examiner Arthur R. Mackley in his proposed 
report in No. 28277, Frank O. Lowden, James E. Gorman and 
Joseph B. Fleming, Trustees of the Estate of the Chicago, Rock 
Island & Pacific Railway Co. et al. vs. Ahnapee & Western 
Railway Co. et al. and No. 28589, Baltimore & Ohio Railroad 
Co. et al. vs. Chicago, Rock Island & Pacific Railway Co. and 
Frank O. Lowden, James E. Gorman and Joseph B. Fleming, 
Trustees of its Estate, et al. (see Traffic World, Feb. 19, p. 445, 
and June 10, p. 1558). 


The concurring position of two groups of western trunk 
lines, one group comprising six railroads complaniants in No. 
28277 and defendants in No. 28589, the other comprising 15 
other western roads codefendants with the eastern railroads in 
No. 28277, was shown in reply briefs of those two western trunk 
line groups to the exceptions briefs filed in June in these pro- 
ceedings. The 15 western lines named defendants in No. 28589 
had concurred with the eastern lines in division sheet 500, 
terms of which were assailed by the six other western lines in 
No. 28277, who adhered to the basis of divisions set forth in 
expired division sheet 285-A. The six complainants in No. 
28277 are the trustees of the Rock Island; the Missouri-Kansas- 
Texas, the Chicago Great Western, the trustees of the St. Louis- 
San Francisco; the Kansas City Southern, the trustee of the 
Missouri Pacific and the trustee of the Missouri Pacific Corpo- 
ration in Nebraska. 


The proposed report, those six roads said in their reply 
brief, gave “recognition to the important principle that divi- 
sional factors should reflect the progression employed in rate 
scales.” 


“In the cases already decided,” they continued, ‘‘the Com- 
mission has adopted a scale of divisional factors for the eastern 
lines, and the examiner proposes for them the same scale in the 
present cases. The factors prescribed for the southern lines 
were 125 per cent and for the southwestern lines 135 per cent 
of the eastern factors, and the factors here proposed by the 
examiner for the western trunk lines are 117 per cent of the 
eastern factors. The examiner has clearly accorded full justice 
to the eastern lines, and the factors he has recommended for 
the western trunk lines could, within the flexible limits of judg- 
ment, be made somewhat higher.” 


The railroads parties to the other reply brief, defendants 
in No. 28277, said that, having joined with other W. T. L. roads 
in an agreement with the eastern lines as to the divisions each 
would take out of the involved through traffic, “which agree- 
ment contained certain reservations contemplating later modi- 
fications of the agreed divisions,” they took no further part in 
the proceeding and offered no evidence at the hearing, but that 
now, their revenues being directly affected, they felt impelled 
to “file this reply in order that their position may be clearly 
explained to the Commission.” Dealing with the contentions of 
the eastern railroads, these western lines said that the fact 
that one group of carriers or the other would receive more or 
less out of the revenues from this traffic proved neither that 
the examiner’s conclusions were sound or unsound. They said 
that the evidence supported the examiner’s conclusion that the 
level of the pro-rating factors might reasonably be about 17 
per cent higher in W. T. L. than in official territory, and added 
that “the fact that by applying these pro-rating factors the 
revenue of the western lines will be increased, in no wise affects 
the validity of the conclusion.” They averred that in the past 
the western lines had not received their fair proportion of the 
earnings for transporting the interterritorial traffic. 

The 15 western roads defendants in No. 28277 said that, 
while they were parties to “the agreement, division sheet 500-A, 
which was a compromise agreement entered into for the pur- 
post of avoiding extended litigation,” such agreement had been 
made “with certain reservations,” and that the examiner now 
recommended that the Commission find that the agreed divi- 
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sions provided for the western lines were unduly low and 
prejudicial. 

“Moreover,” they continued, “the eastern lines have urged 
that the record does not warrant the prescription of divisions 
out of the rates applicable to the involved traffic to the western 
lines based on other than a mileage pro-rate at least insofar 
as applicable to traffic to or from Zone 1 and extended Zone C, 
This is a modification of the formula used in arriving at the 
divisions agreed to, and if adopted by the Commission would 
greatly reduce the earnings of these railroads and their divi- 
sions out of the through traffic. The eastern lines further, as 
an alternative, urge that the Commission find the divisions 
agreed to in division sheet 500-A as being the maximum which 
should be allowed for the western railroads. Such a finding on 
the part of the Commission would determine adversely to the 
contentions of the western lines the divisions to be accorded 
the railroads in the two territories. .. . This would . . . ignore 
the reservations made by the western lines. These western 
railroads were never satisfied that the formula set out in divi- 
sion sheet 500-A accorded such western lines their lawful divi- 
sions from the revenue and charges derived from this traffic. 
For these reasons these railroads are obliged, in the protection 
of their interests, to support the conclusions of the examiner 
and resist the contentions of the eastern lines who are here 
seeking an order of the Commission which would either re- 
duce the divisions of the western lines or fix by order the 
present divisions as provided in W. T. L. division sheet 500-A 
set forth in the agreement.” 

The divisions recommended by the examiner would have a 
“drastic” effect on the eastern railroads’ revenues in that, ap- 
plied to all traffic in their traffic study, they would transfer 
about $4,000,000 a year from the eastern to the western roads, 
said the eastern railroads in their reply to the exceptions of the 
complaining western lines. They said there was “strange silence” 
by the examiner on the question of the revenue effects of his 
proposals. 

The eastern roads said the Commission was without statu- 
tory authority under the issues that could be raised in these 
proceedings to alter the divisions agreed on between them and 
the concurring western roads, and added that, even if it were 
assumed that the Commission had such power, there would be 
no lawful basis for its exercise, “for there is no evidence which 
would support a finding of undue prejudice against the com- 
plaining western railroads. .. .” 

Aside from any question of the Commission’s power in this 
proceeding to change “the agreed divisions,’ the eastern lines 
continued, “it must be apparent to the Commission that were 
it to accord the complaining western railroads greater divisions 
than those to which the concurring western railroads had 
agreed, such action might create a situation which would there- 
after imperil the ability of the lines parties thereto to maintain 
the division sheet 500-A basis. . . . Eastern railroads demon- 
strated that the division sheet 500-A basis conformed to the 
pattern of class rates ... and that it also corresponded with 
relative cost of service much more closely than did the divi- 
sional prorating factors suggested by the examiner.” 



















































FORWARDER AUTHORITY PROTEST 


Acme Fast Freight, Inc., has asked the Commission to 
reconsider that part of the report and order by division 4 in 
FF-121, Porto Rican Express Co. Freight Forwarder Applica- 
tion, authorizing the applicant in that proceeding to forward 
imported general commodities from the port of New York to 
points in Arkansas, Connecticut, Georgia, Illinois, Iowa, Ken- 
tucky, Maryland, Massachusetts, Michigan, Minnesota, Mis- 
souri, New Jersey, New York, Ohio, Pennsylvania, South Caro- 
lina, Vermont, Virginia, Wisconsin and the District of Columbia. 
The protestant-petitioner said that that grant of authority was 
far broader than was warranted by the evidence of record. 
Distributive movements by Porto Rican Express Co. from the 
port of New York, Acme Fast Freight said, consisted of indi- 
vidual, not consolidated shipments, and, it added, “in all cases 
these shipments move on motor or rail bills of lading showing 
applicant as shipper and the actual ultimate consignee as con- 
signee.” Acme Fast Freight contended, further, that the appli- 
cant did not hold itself out to the general public to transport 
or provide transportation of property, but confined its service 
to that traffic which it alone brought into the port of New York. 

By an order in FF-121, the Commission, Commissioner 
Porter, has postponed from October 11 to November 11 the 
effective date of the permit and order issued in that proceeding. 























RAILROAD ABANDONMENTS 

Because depot facilities at Bagnell, Mo., were subject t0 
overflow at flood times, said Guy A. Thompson, trustee, Mis- 
souri Pacific Railroad Co., he has asked the Commission, 2 
Finance No. 14690, for permission to abandon 1.66 miles of 
branch line at Bagnell, in Miller county. The application said 
it was proposed to relocate depot and station facilities at 4 
point that would be above overflow. 
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M. P. Motor Subsidiary Rights 


Break-bulk points and key points were not synonomous 
from a practical operating standpoint said the Missouri Pacific 
subsidiary, applicant in MC 89723, Sub. 4, and Sub. 5, Missouri 
Pacific Freight Transport Co., Extension—Texas, in a petition 
asking that the key point restriction No. 3 embodied by the 
Commission, division 5, in its report and order in that proceed- 
ing (see Traffic World, Aug. 12, p. 370), be modified by substi- 
tuing the following restriction: 










Shipments transported by applicant shall be limited to those which 
it receives from or delivers to the railroads under a through bill of 
lading, or express receipt covering, in addition to movement by appli- 
cant, a prior or subsequent movement by rail or water. 







The restriction as embodied in the report read as follows: 


No shipments shall be transported by applicant as a common car- 
rier by motor vehicle between any of the following points, or through 
or to or from more than one of said points: Fort Worth, Mineola, 
Longview, Palestine, Hearne, Navasota, Houston, Beaumont, Austin, 
San Antonio, Dilley, Laredo, Bay City, Odem, Raymondville, and Waco. 










The carrier said that the ground for the requested change 
was “solely the unworkability of the key-point restrictions as 
presently set out in the report.” It was true, it said, that its 
break-bulk points were those named in the restriction in the 
report (with the exception that Harlingen had been mentioned 
instead of Waco), but that it appeared that there was a mis- 
understanding of the proposed plan of coordinating its motor 
trucks with the rail service. By the imposition of the key points, 
and their close proximity to each other, it said, the entire plan 
of rail-truck coordination would be disturbed. 

After reviewing the decisions of the Commission involving 
key point restrictions and restrictions of the type requested, 
the carrier gave several examples of the manner in which its 
plan would be “disturbed,” among them the following: 


Another example: Traffic from St. Louis or beyond to Austin, 
Tex., moves in a through car to Hearne . . . while Memphis-and-beyond 
traffic for Austin loads in a Memphis-to-San Antonio car. New Orleans- 
to-Austin freight moves in a New Orleans-to-Houston car and is 
transferred at Houston to a Houston-Hearne car. The key point rule 
would disrupt these consolidated car operations which are coordinated 
with applicant’s truck service, and would require the inauguration of 


three additional merchandise cars from Hearne, San Antonio, and 
Houston to Austin. 

















At one point, the applicant pointed out that it had been 
unable to find any motor carrier certificate issued to a rail line 
or rail line affiliate operating generally in the state of Texas 
that contained a key point restriction, but that “rather all such 
contain the same restriction No. 3 here sought by petitioner.” 
It said that the traffic it proposed to handle by motor vehicle 
would be rail traffic, moving on rail billing and at rail rates. 
It said that motor vehicles would be employed only for local 
distribution within an area understood as that served by a way 
freight train, with the ability to handle such traffic completely 
over such a segment and between the termini thereof. 
















WROUGHT PIPE TO SOUTHWEST 


“It must be clear to the Commission that the petitioners do 
not intend to revise the rates in accordance with its findings and 
order unless and until they are made to realize that they must 
do so,” said the New Orleans Joint Traffic Bureau in a reply to 
the petition of the rail respondents in I. and S. 4185, Wrought 
Pipe to the Southwest for postponement of the effective date of 
the Commission’s order in that proceeding (see Traffic World, 
Sept. 2, p. 560). The effective date of the order, or April 13, 
1942, has been postponed from time to time, until October 8, its 
present effective date. 


As to the carriers’ contention that the Commission was with- 
out authority to require them to establish through routes and 
joint rates on the considered traffic in connection with steamship 
lines not presently operating, the bureau said it was not a ques- 
tion of the Commission’s requiring, in the first instance, the 
establishment of new through rail-ocean-rail rates in connection 
With those steamship lines, now shown to be parties to the 
presently published joint tariff and to which tariff the rail re- 
Spondents were also shown to be parties. The Commission had 
such authority, it said. As to the respondent’s contention that 
Conditions in the manufacture, distribution and transportation 
of wrought iron pipe, the bureau said the carriers had not been 
able to show definitely that there would be any important 
changes in the “factual situation” or with respect to transporta- 
tion, with the resumption of coastwise steamship services. 

The bureau said the fact that certain steamship lines had 
canceled their concurrences in the present tariff was entitled to 
no consideration, as there were other steamship lines, still 
parties to the tariff, that had made known their intention to 
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resume their coastwise services as soon as the government re- 
turned their ships to them. 

The carriers’ petition was in the nature of restatements and 
rearguments seeking reopening and reconsideration, said the 
bureau, although called a petition for postponement of the effec- 
tive date of the order. If so considered, it said, it should be 
rejected because it was in violation of the Commission’s rules 
of practice. 

The Commission, by an order in I. and S. No. 4815, on con- 
sideration of the petition of the carriers, has further modified 
its order of April 13, 1942, to become effective, on not less than 
30 days’ notice, December 8, instead of October 8. 


Trailers on Flat Cars 


Ringsby Truck Lines, Inc., of Denver, Colo., has filed a 
complaint with the Commission, No. 29180, asking that the 
Commission require the Santa Fe, the Burlington, and the 
Union Pacific to make available facilities for the transporta- 
tion of the motor carrier’s loaded and empty semi-trailers on 
flat cars between Chicago, Ill., and Denver and Los Angeles, 
Calif., and between Denver and Los Angeles. They asked that 
the Commission require the railroads also to provide just and 
reasonable rates and charges applicable to such transporta- 
tion, and just and reasonable rules, on less than statutory 
notice. 

Attached to the complaint were copies of an identical 
letter addressed to the three railroads, referring to conversa- 
tions concerning the desired service, and setting forth the tire 
difficulties of motor carriers generally, with particular refer- 
ence to the operations of Ringsby, which said that “it is quite 
apparent that these synthetic tires have not been perfected to 
a point where they can be used economically in an over-the- 
road operation of the type conducted by this company.” The 
letter said that, while the motor carrier’s movement was fairly 
well balanced, at times it would be necessary to ship empty 
bodies. The average loaded movements were listed as follows: 


Chicago to Denver, two bodies daily; Denver to Chicago, two bodies 
daily; Denver to Los Angeles, one body daily; Los Angeles to Denver, 
two bodies daily; Chicago to Los, Angeles, one body daily; and Los 
Angeles to Chicago, one body daily. 


The gross weight of each body would average 40,000 
pounds, the motor carrier said, with an estimated payload of 
30,000 pounds. The movements would be daily except Sunday, 
it added. There would be no tie-up of flat car equipment, it 
said, “for the obvious reason that we shall be most anxious 
to accept delivery at the earliest moment and shall re-load 
the same flat cars on the same date.” 

Also attached to the complaint was a letter addressed to 
the motor carrier by H. A. Lawrence, traffic manager of the 
Union Pacific Railroad Co. at Denver. He said he had written 
to the company’s general offices in Omaha outlining the manner 
of operation in which Ringsby desired to interest the railroad. 
He said he had been advised that propositions similar to the 
instant one had been advanced by many trucking concerns on 
numerous occasions, that western carriers had declined these 
requests, and that “we can not entertain the proposal as out- 
lined by you.” The motor carrier said the other railroads had 
not replied to the letter asking that the service be accorded. 


I. C. C. ACCIDENT REPORTS 


Noting that an increase of 22.34 per cent, 1943 over 1942, 
in total casualties to persons (fatal and nonfatal injuries) as a 
result of railway accidents reported to it, was accompanied by 
an increase in ton-miles of 13.94 per cent, in passenger-miles 
of 63.64 per cent, and in train-miles of 6.39 per cent, the Com- 
mission, through its Bureau of Transport Economics and Statis- 
tics, has issued its accident bulletin No. 112, summary and 
analysis of accidents on steam railways in the United States 
subject to the interstate commerce act, calendar year 1943. 
Copies of the 116-page bulletin are for sale by the Superintend- 
ent of Documents, U. S. Government Printing Office, Washing- 
ton 25, D. C., at 25 cents. 

The bulletin said that “an increase in the number of in- 
juries to employes on duty accounted for 10,586 of the total 
increase, in 1943 compared with 1942, of 12,209 in nonfatal in- 
juries to persons of all classes.”” Commenting on the sharp in- 
crease in passenger fatalities in train accidents in 1943 over the 
preceding year, the bulletin said it was accounted for chiefly 
by the following accidents: 


Derailment on Pennsylvania Railroad, September 6, 1943, causing 76 
fatal and 176 nonfatal injuries; derailment on Pennsylvania Railroad, 
May 23, 1943, causing 12 fatal and 389 nonfatal injuries; derailment on 
Atlantic Coast Line Railroad, December 16, 1943, causing 72 fatal and 
57 nonfatal injuries; collision on Delaware, Lackawanna & Western 
Railroad, August 30, 1943, causing 26 fatal and 67 nonfatal injuries. In 


the derailment on September 6, and the collision on August 30, 2 cas- 
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ualties reported as injuries in each occurrence terminated fatally after 
the expiration of 24 hours. Of a total of 205 passengers killed in train 


accidents in 1943, 186 or 90.73 per cent were the result of the 4 accidents 
above mentioned. 


A broken rail as the result of the presence of transverse 
fissures in it was the cause of an accident that occurred Au- 
gust 4 at Stockton, Ga., on the Atlantic Coast Line Railroad, 
in which 47 of the railroad’s maintenance-of-way employes, 
“dead-heading” in a coach of a 14-car passenger train, were 
killed and 40 other employes not on duty were injured, Chair- 
man Patterson concluded in a report on behalf of the Com- 
mission on investigation of that accident (Investigation No. 
2813). He noted that one train-service employe on duty at 
the time of the derailment also was injured. 


__. Chairman Patterson stated that the accident occurred a 
siding at Stockton on which an east-bound freight train was 
standing. When the westbound passenger train, moving at a 
speed of about 65 miles an hour, passed over the point at which 
there were fissures in the rail, the ninth to fourteenth cars, 
inclusive, were derailed, and the tenth car, occupied by the 
maintenance-of-way employes, after being derailed, struck the 
engine of the freight train on the siding and was “sheared prac- 
tically its entire length diagonally from the floor on the right 
side to the juncture of the roof and side sheets on the left 
side,” he said. He added that all the fatalities and most of 
the injuries occurred in the tenth car. The track involved was 
last inspected by the section foreman about 36 hours prior to 
the accident, but no defective condition was observed, he said, 
after having explained that none of the fissures found to have 
existed in the rail at the point where it was broken extended 
to the outer surface. He stated that a detector car was last 
operated over “this territory” on August 7, 1943. 

“From January 1, 1940, to June 30, 1944,” he said, “this 
railroad has reported to the Commission 61 accidents caused 
either directly or indirectly by broken rails. These accidents 
indicate the operation of trains is such that excessive stresses 
are being exerted upon the track structure. 


Air Brakes on Freight Cars 


Commissioner Patterson and Examiner C. H. Mattingly 
held brief pre-hearing conference sessions at Chicago, Septem- 
ber 6 and 7, in No. 13528, Investigation of Power Brakes and 
Appliances for Operating Power-brake Systems, in which the 
Commission has required the railroads to show cause why it 
should not order, the completion by January 1, 1946, of the in- 
stallation of air brakes on freight cars used in interchange 
service. More than fifty railroad officials attended the con- 
ferences, including J. M. Hood, president, American Short Line 
Railroad Association (see Traffic World, Aug. 26, p. 499). 

S. N. Mills, director of the Commission’s bureau of safety, 
submitted a 40-page exhibit on the history of the proceeding. 
It showed that the proceedings were instituted in 1922 and 
that the Commission had never issued a report and order in 
the case. It showed that certain studies had been made by the 
railroads of the proper types of power brakes to install and 
that the Commission left the case open to give the railroads 
the right to proceed in the matter as they saw fit. The Com- 
mission later decided that the railroads should have ten years in 
which to install air brakes on all freight equipment, that period to 
end January 1, 1946. Director Mills said that at the present 
time, however, the railroads had so equipped only about 50 
per cent of its freight equipment with air brakes and that the 
reopening of the case resulted from the apparently unreason- 
able delay of the carriers in installing the brakes. 


C. H. Buford, vice-president, operating and maintenance 
department, Association of American Railroads, speaking for 
the carriers, said the installations had been delayed because 
of difficulty in getting materials, lack of skilled mechanics, 
and the need for large expenditures in recent years on other 
mechanical and road equipment. He asked that the Com- 
mission exempt from any order it might issue in the case, 
cabooses, work cars and passenger cars moving in freight 
trains. 

Mr. Patterson said that, if and when the Commission should 
issue an order setting a specific time limit in which all the 
railroads should complete the installation of air brakes on 
freight cars, the individual railroads might thereafter file re- 
quests for extensions of time based on special circumstances 
affecting their ability to meet the requirements of the order. 
He then recessed the meeting September 6 in order to permit 
those present to confer concerning on the time limit and on 
modifications of air brake equipment. The railroad officials 
also conferred in the recess with various bureau of safety 
representatives. 

At the September 7 session, railroad representatives said 
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they had agreed that specifications of air brakes set forth in 
the show cause order were satisfactory and should be pres. 
cribed by the Commission. There was no other discussion, and 
Commissioner Patterson, in bringing the conference to a Close, 
said he did not know whether or not an additional conference 

bag called or when a formal hearing in the case would 
e held. 


Handling Carloads in West 


On behalf of western railroads respondents in I. and §, 
4664, Handling Carload Shipments in West, and cases joined 
therewith, L. E. Kipp has filed with the Commission a petition 
for modification of its decision of July 7, 1941, in those proceed- 
ings (246 I. C. C. 57), so as to eliminate sheet-iron culvert pipe 
from the finding made by the Commission in that case with 
respect to establishment by the western railroads, “within a 
reasonable time,” of reduced minimum weights, graduated for 
cars of different lengths or capacities, on electric water heaters 
and sheet-iron culvert pipe. 


“The matter of establishing graduated minimum weights 
on electric water heaters and on sheet iron culvert pipe to 
comply with the Commission’s decision has had active and con- 
tinuous consideration,” Mr. Kipp said in the petition. “A re- 
vised publication made in connection with the electric water 
heaters to become effective December 15, 1942, was suspended 
by the Commission’s order in I. and S. 5173. The Commission's 
order in I. and S. 5085 of March 18, 1944, required the sus- 
pended schedules cancelled and the Commission’s report in con- 
nection therewith stated carriers should comply with the de- 
cision in 246 I. C. C. 57 without tariff changes effecting in- 
creases respondents are not prepared to justify. Carriers are 
actively -handling this matter with the purpose of having 
appropriate tariff publication made as early as practicable. 


“The situation as to sheet-iron culvert pipe is presently 
docketed under Trans-Continental Freight Bureau Application 
No. 1449. It developed, at public conference, that only in rare 
instances are pipe manufacturers unable to load the published 
minimum weight in 40-foot equipment and as such instances 
are inconsequential to the total tonnage shippers are willing to 
pay any deficit in minimum weight. The shipper of corrugated 
iron culvert pipe, whose testimony is discussed on page 60 of 
volume 246, considers that the Commission’s decision as to 
sheet-iron culvert pipe was predicated upon such testimony, 
and has advised that if Trans-Continental Freight Bureau ap- 
plication No. 1449 . . . is cancelled he is agreeable to cancella- 
tion of sheet-iron culvert pipe from item 791 and the applica- 
tion of the rule in item 792 as presently published in Agent 
L. E. Kipp’s I. C. C. Nos. 1499 and 1507.” 


HOBOKEN RAIL ROAD REPOSSESSION 


Since it was merely proposing to repossess its own railroad 
properties, operated by the Hoboken Manufacturers Railroad 
Co. under a lease since 1906, the Hoboken Rail Road, Ware 
House & Steamship Connecting-Co., while filing an application 
in Finance No. 14693 for authority to acquire and operate the 
properties, said it firmly believed that section 1(18) ofthe 
interstate commerce act did not require it to file the applica- 
tion. The applicant pointed out that it was carrying out the 
findings of the federal court for the New Jersey district, in 
connection with the reorganization proceedings of the Hoboken 
Manufacturers Railroad Co., that “the notice to terminate the 
lease is granted to take effect upon production to the court of 
conclusive evidence that the requirements of the laws relating 
to the continuous operation of the railroad have been complied 
with.” The applicant also said that the lease of 1906, under 
which the Hoboken Manufacturers Railroad Co. had been oper- 
ating the railroad, contained several paragraphs that were 
“directed to the contemplated return of the railroad properties 
to the applicant upon the termination of that lease,” and that 
the lease had been terminated as set forth in the opinion of 
the court, adding that ‘“‘the duty to operate the railroad, there- 
fore, has devolved upon the applicant.” 


Pointing out that it had exercised “full fledged” operating 
rights and had actually operated the railroad lines in question 
for a long period of time prior to February 29, 1920, the effec: 
tive date of section 1(18) of the act, the applicant said that, 
under the circumstances, the Commission should find that the 
proposed resumption of railroad operation by the applicant did 
not fall within the provisions of that section, and that no cel 
tificate of public convenience and necessity was required fo! 
the resumed operation. 

The lines were described as comprising 9.445 miles of mail 
and branch lines, adjacent to the western shore of the Hudson 
River, and wholly within the cities of Hoboken and Wee 
hawken, N. J. 


Septemb« 


* 
Ohio 
Unio 
Barge Li 
Contract 
pe dismi 
insufficie 
Valley s 
grantabl 
towage 
In V 
ity asa 
use of s 
modities 
of gene1 
and incl 
confluen 
nois Wa 
the Lick 
Mis 
ment OV 
dled, it 
and tha 
that the 
would c 
with its 
manded 
portatio 
It cont 
transpo: 
were 0: 
that th 
stantial 
and as 
United 


River ; 
Referri 
transpc 
“the to 
of-ladi: 
carrier 
transp 
for fol 
shipme 
River | 
As 
River 
Union 
applic: 
coal a 
ever, 1 
of ope 
a com 
water: 
such 1 


ican 
2. D. 


en et Od 


Comn 
cided 
tions 
carrie 
the n 
the S 
poste 
territ 
the n 


a cha 
public 
inters 
one ¢ 
conso 


in a | 
notic: 
office 
each 

in wi 


sion 






‘th in 
pres- 
, and 
Close, 
rence 
would 


nd §S, 
joined 
tition 
ceed- 
t pipe 
with 
hin a 
d for 
>aters 


eights 
pe to 
1 con- 
A re- 
water 
ended 
sSion’s 
> sus- 
n con- 
le de- 
ig in- 
rs are 
laving 


sently 
cation 
1 rare 
lished 
tances 
ing to 
igated 
60 of 
as to 
mony, 
4U ap- 
icella- 
yplica- 
Agent 


ilroad 
iilroad 
Ware 
ication 
ite the 
of the 
pplica- 
ut the 
ict, in 
yboken 
ite the 
yurt of 
2lating 
mplied 
under 
1 oper- 
were 
perties 
d that 
ion of 
there- 


>rating 
iestion 
. effec: 
d that, 
rat the 
ant did 
10 cer: 
ed for 


f main 
Judson 
Wee- 









September 9, 1944 


Ohio River Co. Rights 


Union Barge Line Corporation, and Mississippi Valley 
Barge Line Co., have filed briefs in W-414, Ohio River Co.— 
Contract Carrier Application, Union asking that the application 
be dismissed, on the ground that the applicant has made an 
insufficient showing for “grandfather rights,” and Mississippi 
Valley saying that the maximum of “grandfather” authority 
grantable is as “a common carrier by towing vessels in the 
towage of empty barges.” 

In W-414, the Commission granted Ohio River Co. author- 
ity as a common carrier by non-self-propelled vessels with the 
use of separate towing vessels in the transportation of com- 
modities generally, and by towing vessels, in the performance 
of general towage, between points on the Ohio River below 
and including Aliquippa, Pa., the Mississippi River from its 
confluence with the Ohio River to its confluence with the Illi- 
nois Waterway, the Illinois Waterway, the Kanawha River, and 
the Licking River. 

Mississippi Valley said that from the standpoint of equip- 
ment owned (or chartered), financial stability, and tons han- 
dled, it conceded that the applicant was a substantial carrier 
and that it was well managed. But, it said, it did not concede 
that the grant of authority contained in the original report 
would create on behalf of the applicant the “substantial parity.” 
with its past operations that the interstate commerce act de- 
manded, or would vest in the applicant the “place in the trans- 
portation system” that it occupied on and since January 1, 1940. 
It contended that the applicant’s operations, apart from the 
transportation of bulk commodities (mostly coal) its operations 
were of such “incidental, sporadic and infrequent” character 
that they could not possibly carry that “connotation of sub- 
stantiality” that the term “bona fide operation” contemplated, 
and as that term was construed by the Supreme Court of the 
United States in United States vs. Carolina Freight Carriers 
Corp., 315 U. S. 471. 

Union Barge said the applicant’s claim of “grandfather” 
rights on the upper Ohio River was without foundation and 
should be denied, and that its claim of such rights on the Ohio 
River as a whole, and on other waters, appeared untenable. 
Referring to one of the applicant’s exhibits, setting forth the 
transportation performed, Union Barge said it was plain that 
“the towing in such instances was not by applicant as the bill- 
of-lading carrier but in performing towage service for another 
carrier which was the bill-of-lading carrier. .. .” As to the 
transportation on the upper Ohio River, Union Barge said that 
for four years prior to the “grandfather” date not a single 
shipment had been transported by the applicant up the Ohio 
River as far as Pittsburgh. 


As to the allegation that the claim of rights on the Ohio 
River as a whole, and on other waters, appeared untenable, 
Union Barge said that “the real character, it is believed. of 
applicant’s operations is that of an exempt carrier transporting 
coal and to a limited extent other bulk commodities. . . . How- 
ever, there is attempted a ‘metamorphosis’ from this character 
of operation in seeking to have the Commission authorize it as 
a common carrier to transport all commodities on all of the 
waters claimed. The evidence, it is believed, does not support 
such rights.” 

Briefs were recently filed by the applicant. and by Amer- 
es —— Line Co., in the proceeding (see Traffic World, Sept. 

, p. 556). 









































































MOTOR FINANCE NOTICE CHANGE 


According to a notice issued by Secertary Bartel, of the 
Commission, September 2, the Commission, division 4, has de- 
cided to discontinue the practice of mailing notices of applica- 
tions filed under section 5 of the interstate commerce act to 
carriers not directly involved in a proposed transaction. Instead, 
the notice said, copy of the notice of filing would be posted in 
the Secretary’s office, released to the press in Washington, and 
posted in field offices of the Bureau of Motor Carriers in the 
territory in which the involved carriers operated. The text of 
the notice follows: 
















The Interstate Commerce Commisison, division 4, today announced 
a change in the procedure heretofore followed of giving notice to the 
Public of applications filed with the Commission under section 5 of the 
interstate commerce act, seeking authority for acquisition of control of 
one or more motor carriers, or authority to purchase, lease, operate, 
consolidate, or merge the properties of such carriers. 

The practice of mailing such notices to carriers not directly involved 
in a proposed transaction will be discontinued. In lieu thereof, copy of 
Notice of the filing of each application will be posted in the Sécretary’s 
office and released to the press in Washington, and will be posted in 
each field office of the Bureau of Motor Carriers situated in the territory 
in which the carriers involved in the application operate. 















__ it was explained in the Secretarv’s office that the Commis- 
Sion had been mailing notices of the filing of such applications 
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to all carriers in the territory in which the carriers involved in 
the application operated, and that, in some cases, as many as a 
thousand notices had been mailed. The new ruling would result 
in a large saving in postage alone, it was pointed out. 


“Grandfather” Operation Question 


_ Alabama Highway Express, Inc., said it hoped the Com- 
mission would adopt the view expressed by Judge Agustus 
Long, of the federal court for the northern Florida district, in 
L. & L. Freight Lines, Inc., vs. Florida Railroad Commission, 
as to the meaning of the words “actual operation” as contrasted 
with potential or simulated service, in connection with the con- 
sideration of bona fide operation under the “grandfather” clause 
of the interstate commerce act. Judge Long, said Alabama 
Highway, had said in substance that actual operation was con- 
stituted “by the actual rolling of the wheels, not by the volume 
of freight transported or the holding out.” 

These views were contained in a petition filed with the 
Commission for reconsideration in MC 71516, Alabama High- 
way Express, Inc., Common Carrier Application. The appli- 
cant asked for reconsideration in so far as the reports and 
order of the Commission division 5, denied authority to con- 
duct operations between points and places in Alabama and 
Georgia, on the one hand, and, on the other, points and places 
in Maryland. It also asked the Commission to postpone the 
effective date of the order, September 16. 

“The Commission cannot be unmindful of the fact that 
petitioner did not operate on regular schedule or over regular 
routes,” said Alabama Highway. “Petitioner conducted, with 
its vehicles, a roving service, i. e., if a shipment could not 
be obtained at point ‘A,’ then the driver was instructed to move 
to point ‘B,’ and solicit business at that place.” 

Its operations into and from Maryland, it said, were the 
result of its seeking “back haul” business. Having transported 
truck loads of cotton piece goods from points in Alabama to 
points in West Virginia, particularly Wheeling and Huntington, 
it said, it had sought return load business. On failure to obtain 
return loads from Huntington and Wheeling, it said, its vehicles 
proceeded in an eastward direction on U. S. highway No. 40 
to the state of Maryland, where its drivers began a solicitation 
of freight. It pointed out that the highway ran through most 
of the principle cities in Maryland, including Cumberland and 
Baltimore. It said that, although there had been a decrease in 
the transportation of canned goods from Baltimore, it was 
more logical to conclude that this gradual decrease had been 
caused by circumstances over which the petitioner had no 
control, rather than to conclude that it had ceased business, 
and pointed out that the movement of canned goods from 
Baltimore to Alabama and Georgia points was diverted from 
motor vehicle to water transportation. It said that its chief 
witness had testified that Alabama Highway had at all times 
maintained a constant solicitation of freight at all points 
throughout the entire territory sought by the application, and 
that at no time had it given an indication to the general public 
that it would not transport any commodity. At no time, it said, 
had it ever refused to transport for any member of the general 
public a shipment of any kind or nature. It said that division 5 
could have reached the decision that there had been a cessa- 
tion of operations only because the division had considered only 
documentary evidence and had ignored the oral testimony. 


ALLEGHANY CONTROL 


Alleghany Corporation, “was the company controlling the 
Chesapeake & Ohio Railway Co.,” has joined the latter, by a 
supplemental application in Finance No. 14692, in asking au- 
thority to acquire the properties of the Norfolk Terminal and 
Transportation Co., and control thereof by Alleghany Corpora- 
tion through its control of the C. & O. 

“Alleghany Corporation owns 1,140,574 shares, or 14.89 per 
cent of the total outstanding shares of common stock of the 
Chesapeake & Ohio Railway Co.,” said the application. “It con- 
trols this company by means of stock ownership therein and by 
means of the support of other stockholders at elections of 
directors.” 

After tracing the ownership of C. & O. stock by Alleghany 
Corporation, and by the Chesapeake Corporation, most of the 
common stock of which was held by Alleghany prior to its dis- 
solution, Alleghany said it believed that “at no time during the 
entire fifteen-year period (1929-1944) has any other single 
stockholder beneficially owned much more than one per cent of 
the outstanding common stock of the Chesapeake & Ohio Rail- 
way Co.” 

” abies said it was filing the supplemental application, 
as the company controlling the C. & O., in line with the decision 
of the Supreme Court of the United States in No. 589, the 
United States of America, Interstate Commerce Commission, 
Coastal Tank Lines et al., appellants, vs. Marshall Transport 
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Co., Warren C. Marshall, Refiners Transport Corporation, ap- 
pellees, in which the Supreme Court upheld a decision of the 
Commission that a non-carrier corporation controlling a carrier 
seeking to purchase another carrier had to be before it as an 
applicant before the Commission could pass on the carrier’s 
application (see Traffic World, April 29, p. 1182). 

Alleghany’s contention that it controlled the C. & O., and 
other affiliated carriers, was the subject of a hearing before 
Commissioner Mahaffie and C. E. Boles, assistant director of 
the Commission’s Bureau of Finance (see Traffic World, July 
29, p. 258). 


All-Water and Rail-Water Rates 


“If the recommendation of the examiner is to stand, a rail 
tariff naming rail-and-water rates is given the effect or power 
of setting up an all-water rate,” said the Southern Steamship 
Co. in exceptions to the proposed report by Examiner Leland 
F. James in No. 29027, Revere Copper & Brass, Inc., vs. South- 
ern Steamship Co. et al. (see Traffic World, July 22, p. 195). 
The examiner proposed a finding that the defendant had over- 
charged the complainant on shipments of zinc spelter plates. 

The Southern Steamship Co. added that it believed this 
result of the examiner’s proposals was ‘a strained and unnat- 
ural effect and one which is clearly beyond the compass of an 
intermediate rule.” It recited that the ‘ordinary and customary” 
point of receipt of freight by it at Houston, Tex., was at the 
Municipal Wharf; that in March, 1941, the complainant had on 
hand at Manchester Wharves in Houston a consignment of 
spelter it had purchased in the interior and which it intended 
to ship to Greece but which, on collapse of that country, it 
arranged to ship instead to the New Jersey Zinc Co. at Palmer- 
ton, Pa. For the convenience of the shipper and at considerable 
saving to the shipper, Southern Steamship Co. said, it moved 
the shipment from Manchester Wharves to Municipal Wharf, 
though the material could have been loaded into railroad cars 
and switched at shipper’s expense to Municipal Wharf; charged 
the shipper a rate of 77 cents for the Houston-to-Palmerton 
movement, and absorbed out of that rate “the published 14-cent 
rate for the movement from Southern’s Philadelphia pier to 
Palmerton. The defendant said that the complainant, after 
“receiving gratis this extra service at point of origin,” dis- 
covered that it might “get something more,” finding a rate on 
spelter from Amarillo, Tex., to Philadelphia applicable via a 
rail-and-water route through Houston and subject to an “inter- 
mediate” rule covering unnamed points of origin, that Southern 
Steamship Co. was a party to that rate, and that the multiple- 
factor rate permitted under an alternative rule in the tariff 
was lower than the one-figure rate. However, said the defend- 
ant, Houston could never be a “real’”’ point of origin of spelter 
because there was no spelter production at Houston, and it 
contended that the complainant here was seeking to substitute 
for a specific rate “a rate depending upon a fiction.” 

“So far as the factor depending upon the intermediate rule 
is concerned,” declared the defendant, “this shipment never 
touched a railroad. Yet, the examiner concludes, it must be 
subject to a rail-and-water rate... .” 


K. C. S. PURCHASE 

At the request of the applicant in Finance No. 13385, Kan- 
sas City Southern Railway Co. Purchase, Etc., the Commission, 
division 4, has vacated its order of January 27, 1942, in that 
proceeding, in so far as it authorized the purchase of a portion 
of the line of railroad of the Louisiana & Arkansas Railway Co. 
therein involved. 

In that case the Commission, division 4, authorized pur- 
chase by the K. C. S. of 2,495 feet of railroad of the L. & A. 
situated in Shreveport, La., and dismissed those portions of the 
application relating to the purchase of certain buildings and 
land, and operation over the tracks of the L. & A. 

In a letter to the Commission, the K. C. S. said that “‘the 
management has decided that it will not consummate this pro- 
posed transaction ...” and that the letter was written to give 
the Commission notice of this fact. 


SANTA FE CONSTRUCTION 

The Commission, division 4, by an order in Finance No. 
14639, Atchison, Topeka & Santa Fe Railway Co. Construction, 
has permitted the Pacific Electric Railway Co., the Southern 
Pacific Co., and the Union Pacific, to intervene in opposition 
to the application, and has permitted the Chamber of Com- 
merce of Long Beach, Calif., to intervene in support of the 
application. The proceeding involves an application filed by the 
Santa Fe, asking authority to construct approximately two 
miles | of track, from a connection with the Santa Fe in 
Wilmington (a point within the incorporated limits of the City 
of Los Angeles) to a connection with trackage of the City of 
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Long Beach, in the Long Beach Harbor district, in Los Angeles 
county, Calif. 

The three railroad interveners, in identical petitions, said 
that the proposed line would closely parallel their existing lines, 
and would constitute a wasteful duplication of existing lines, 
They said the existing lines were adequate for all present and 
future traffic requirements, and that they had a large excess 
capacity; that the proposed line would perform no function not 
now performed and that could not be performed by the existing 
lines; and that the proposed line would divert substantia] 
traffic and revenues from the existing lines. 

The Long Beach Chamber of Commerce said that Long 
Beach, with a population of about 250,000, was the only city of 
comparable size in California that was not directly served by 
the Santa Fe system; that the future expansion and develop- 
ment of the port of Long Beach and the industrial growth of 
the city as a whole would be greatly stimulated by the com- 
petitive rail service proposed and by the advances that neces- 
sarily accrued from the solicitation of traffic by the large Santa 
Fe system organization; and that the general public would be 
benefited thereby. 


SUPPLEMENTAL MOTOR FINANCE ORDER 


By a supplemental order in MC F-2142, Consolidated 
Freightways, Inc.—Control—Sunrise Trail, Inc., has included 
in its order of July 27, in that proceeding, authority for pur- 
chase by Consolidated of the operating authority granted Sun- 
rise Trail in MC 70441, Sub. 8, and MC 70441, Sub. 10TA. The 
order said that, in MC 70441, Sub. 8, Sunrise Trail had been 
granted authority as a common carrier of general commodities 
between Dusty and Dodge, Wash., serving Central Ferry, 
Wash., as an intermediate point. In MC 70441, Sub. 10TA, it 
said, the applicant was granted temporary authority, expiring 
December 31, to serve a manufacturing plant in Benton county, 
Wash., as an off-route point in transporting commodities in 


a with its regular-route authority to serve Pasco, 
ash. 


RICE FROM CALIFORNIA 

Railroads defendants in No. 28572, Rickert Rice Mills, Inc., 
et al., vs. Abilene & Southern et al., have filed with the Com- 
mission a petition for reconsideration, on the record as made, 
of its report and order on further hearing in this proceeding 
(see Traffic World, July 22, p. 189). They also ask for reargu- 
ment and, pending consideration of the petition, for vacation 
of the order requiring the establishment on or before October 
12, on 30 days’ notice, of a rate of not to exceed 60 cents a 
hundred pounds, minimum 80,000 pounds, on rough rice from 
California origins to mill points in Louisiana, Arkansas, Texas 
and to Memphis, Tenn., or for extension of the effective date 
of that order. 

“Candor compels us to state,” the defendant lines said, 
“that the majority decision comes as a shock and disappoint- 
ment to these defendants, not only because of the severe and 
—we feel—unwarranted reduction of 14 cents per 100 lbs. re- 
quired from the present 74-cent rate, amounting to a net loss 


in revenue of $129.60 per average carload, but also because the § 


majority report disregards its own findings . . . with regard 
to comparative rates . . . and predicates its conclusions and 
order herein largely, if not entirely, upon considerations other 
than transportation conditions.” 

The railroads said it was true that the mere fact that the 
assailed 74-cent rate had been reduced to meet water compe- 
tition was not conclusive proof that it was below a maximum 
reasonable level, but, they added, “when to the presumption is 
added the abundant evidence offered by the defendants show- 
ing that the present 74-cent rate compares very favorably with 
rates on same or similar traffic prescribed or approved by the 
Commission for shorter hauls in lower-rated territory, it then 
becomes evident that the presumption (that the affected rates 
are below a maximum reasonable level) is the actual fact. . .” 


EX-BARGE GRAIN PROPORTIONALS 


The Commission, by an order in I. and S. No. 4718, Grain 
Proportionals, Ex-Barge to Official Territory, has cancelled 
oral argument assigned for October 16, and reassigned the pro- 
ceeding for oral argument November 20, at Washington, D. C., 
before the Commission. The order also extended the time of 
all parties for filing exceptions to the proposed report of Exam- 
iner Burton Fuller in that proceeding until November 6, and 
for filing reply exceptions to November 17. 

The examiner recommended in his proposed report that 
the Commission should not prescribe joint rates on the con- 
sidered barge-rail traffic, but should prescribe proportional 
rates for the interstate transportation by rail of ex-barge grain, 
in carloads, from Chicago to the eastern destinations involved, 
and:should find that reasonable and otherwise lawful propor- 
tional rates for application on such traffic would be, to destina- 
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tions in central territory, rates made 1.5 cents under the cor- 
desponding local rates, and to destinations in trunk-line and 
New England territories, rates made 5.5 cents under the cor- 
responding local rates (see Traffic World, Sept. 2, p. 551). 


W. & L. E. CONTROL 


Dorothy Hennesey, who says she is a stockholder of Alle- 
ghany Corporation, has written the Commission to protest the 
sale of 5,472 additional shares of the common stock of Wheeling 
& Lake Erie Railway Co. by the corporation to the Chesapeake 
& Ohio Railway Co., “at any price less than $74 per share.” 
The letter was placed by the Commission in the docket in 
Finance No. 14367, involving an application of the C. & O. to 
purchase the additional shares of W. & L. E. stock at a price 
less than $60 a share (see Traffic World, Aug. 26, p. 494). 

“Why should the assets of Alleghany Corporation be de- 
nuded for the benefit of Chesapeake & Ohio?” asked the writer. 

“The directors of Alleghany Corporation are not dealing 
with Alleghany at arms length,’”’ she continued, ‘and there is 
no reason that Mr. Young and his group should be enriched 
at the expense of Alleghany Corporation stockholders.” 


c. ST. L. & N. O. CONSTRUCTION 


The Commission, division 4, by an order in Finance No. 
14580, Chicago, St. Louis & New Orleans Railroad Co. et al. 
Construction, has extended the time within which it required 
the applicant to begin and complete the construction of a line 
of railroad in Muhlenberg county, Ky., from September 1, 1944, 
and April 1, 1945, respectively, to November 1, 1944, and June 
1, 1945. The order said that, “for good cause shown,” the appli- 
cant would not be able to begin and complete the construction 
within the time prescribed, and had asked for an extension of 
two months’ time. 


CHAMPLIN PIPE LINE STATUS 

The Cummission, Commissioner Porter, by an order in 
Valuation Docket No. 1267, Valuation of Pipe Line of Champlin 
Refining Co., on request of the federal court for the western 
Oklahoma district, has modified its order of June 12 so as to 
require Champlin to comply with the provisions of valuation 
orders Nos. 26 and 27 within one hundred and fifty days from 
the date of service of the order of June 12, 1944, and as of 
December 31, 1943. The original order required Champlin to 
comply with the provisions of the valuation orders within ninety 
days from the service of the order. 

Recently Champlin filed suit in the Oklahoma federal court 
asking that the Commission’s order in Valuation Docket No. 
1267 be set aside. The company said that, under that order, it 
would be required to submit as a common carrier to the regu- 
lation of the Commission, whereas, it claimed, its pipe line was 
necessary to enable it to maintain its competitive position with 
other marketers of petroleum products in the area traversed 
by its pipe line, and that it had never in any way held itself 
out as a carrier so as to constitute it or its pipe line as a com- 
mon carrier within the meaning of the interstate commerce act 
(see Traffic World, Aug. 26, p. 504). 


FRISCO REORGANIZATION 


The St. Louis-San Francisco Railway Co., debtor, has 

filed with the Commission a petition for modification of the 
Commission’s report and amendatory order on further con- 
sideration in Finance No. 10008, St. Louis-San Francisco Rail- 
way Co. Reorganization (see Traffic World, July 15, p. 130), 
and a brief in-support of its petition, maintaining that “un- 
disputed evidence of an investment of $397,015,888 does not 
furnish a basis for a finding of value of $248,000,000,” and 
that the Commission has “closed its eyes to every opportunity 
to relieve the debtor from the consequences of the depres- 
sion.” The debtor road said that it was entitled to recogni- 
tion by receiving a substantial interest in the reorganized 
corporation. 
_ “When the right of the debtor to a substantial interest 
is recognized,” it declared, “but not until then, it will be pos- 
sible to explore the feasibility of a reorganization which will 
receive the assent of all parties interested.” 

Counsel for bondholders’ committees and indenture trus- 
tees, in a memorandum brief in Finance No. 10008, expressed 
support for the Commission’s plan and said there seemed to 
be nothing for the debtor to argue “except its same old con- 
tention that the former equity should be recognized.” 

“Counsel for the debtor corporation,” said the parties 
to the memorandum, “have said . . . that they would not 
Waive the privilege of filing within the statutory period of 
sixty days a petition before the Commission for modifica- 
tion of the plan, so it seems that the debtor will again re- 
submit that issue. Believing that it is in the public interest 
to expedite the reorganization in every feasible way, the un- 
dersigned, in lieu of filing any reply to such prospective peti- 
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tion of the debtor, which would in itself require some further 
time, are filing this anticipatory memorandum.” 

The memorandum contained the statement that there was 
a threat of further delay, arising from the possibility of 
enactment of the Hobbs bill, H. R. 4960 (see Traffic World, 
June 17, p. 1634). 


Soo Line Reorganization 


Reorganization of the Soo Line, under section 77 of the 
federal bankruptcy law, was completed September 1, at Minne- 
apolis, Minn., with the election of officers and directors of the 
new company, Minneapolis, St. Paul & Sault Ste. Marie Rail- 
road Company. H. C. Grout, who has been acting as chief execu- 
tive officer of the railroad under its trustees in receivership, 
was elected president. J. L. Hetland, general counsel under the 
receivership, and C. S. Pope, executive assistant, were elected 
vice-presidents. P. J. Stock was elected secretary; C. H. Bender, 
treasurer, and J. E. Olson, assistant secretary and assistant 
treasurer. The new directors are: 


D. C. Coleman, Montreal, Can.; J. E. Blunt and H. B. Vanderblue, 
Chicago; H. LaLiberte, Duluth, Minn.; C. G. Parker, Neenah, Wis.; 
Joseph Chapman, P. V. Eames, H. C. Grout, F. T. Heffelfinger, C. T. 
Jaffray, H. S. Kingman, H. S. Mitchell, J. S. Pillsbury, L. E. Wakefield 
and G. W. Webster, Minneapolis. 

The Soo Line filed a petition in bankruptcy on December 
31, 1937. In June of the following year G. W. Webster and 
Joseph Chapman were appointed trustees. After approval of 
the reorganization plan by the Commission and ratification by 
the court, K. F. Burgess, Chicago; F. N. Oliver, New York, and 
H. S. Mitchell, Minneapolis, were appointed reorganization 
managers by Judge Gunnar H. Nordbye of the federal district 
court at Minneapolis. 


Under the reorganization, holders of consolidated mortgage 
bondholders in the old company received cash and securities 
in the new company; second mortgage bondholders received 
common stock in the new company; first refunding mortgage 
bondholders received common stock in the new company and 
distributive shares in Wisconsin Central bonds pledged as col- 
lateral; leased line certificaté and gold note holders received 
preferred and common stock in the Wisconsin Central Railway 
pledged to those issues, and unsecured creditors and stock- 
holders in the old company received nothing. Securities issued 
by the new company consist of $8,051,700 first mortgage 30-year 
4% per cent bonds; $20,129,000 general mortgage 50-year 4 
per cent bonds, and 719,104 shares of no par common stock. 


Under the reorganization plan, five trustees will act until 
the end of 1950 under a voting trust agreement. The voting 
trustees are H. C. Grout, H. S. Mitchell and G. W. Webster, 
representing the Canadian Pacific Railway; H. S. Kingman, 
representing a savings bank committee, and H. B. Vanderblue, 
representing an insurance committee. 


Since reorganization proceedings were instituted, earnings 
of the Soo Line have increased materially. Gross revenues, 
which were $15,001,430 in 1937, rose to $26,444,158 in 1943; 
income before fixed charges went up from $917,591 in 1937 to 
$5,246,518 in 1943. Gross revenues in the first seven months of 
1944 were 27 per cent over those for the first seven months of 
1943. For the same periods, income before fixed charges in 
1944 was 78 per cent over last year. 


Under the reorganization, the Soo Line will continue to 
operate the 4400 miles of the Wisconsin Central, under an 
agreement with the receiver of that road. 


Vice-President Hetland will continue as general counsel 
of the Soo Line, with jurisdiction over law, tax, general and 
freight claim departments. Vice-President Pope will have juris- 
diction over the purchasing and personal departments and over 
the railroad’s public relations. 


__ Appointments announced by the Soo Line in connection 
with its reorganization include: 


R. E. Davis, executive assistant, Minneapolis; R. L. Simpson, gen- 
eral -manager, Minneapolis; J. B. Donnelly, comptroller, Minneapolis; 
R. S. Claar, industrial and real estate commissioner, Minneapolis; W. G. 
Miller, assistant to the general manager, Minneapolis; E. Formoe, 
inspector of transportation, Minneapolis; A. R. Sellig, traveling en- 
gineer, Stevens Point, Wis.; W. W. Wallin, assistant fuel super- 
visor, Fon du Lac, Wis.; R. D. Johnson, assistant fuel supervisor, 
Minneapolis; H. J. LaVine, assistant fuel supervisor, Superior, Wis.; 
R. Henkel, general foreman, locomotive and car departments, Stevens 
Point division, Fon du Lac; W. H. Clausen, Chicago terminal superin- 
tendent, Shiller Park, Ill.; E. A. Hamerski, assistant superintendent, 
Stevens Point; J. F. Wegner, trainmaster, Stevens Point; F. Sandstrom, 
trainmaster, Fon du Lac; W. M. Olds, trainmaster, Gladstone, Mich.; 
I. L. Fardel, trainmaster, Enderlin, N. D.; F. L. Kobliska, trainmaster, 
Thief River Falls, Minn.; A. F. Burke, chief train dispatcher, Thief 
River Falls; K. R. Bovee, trainmaster, Ironton, Minn.; I. W. McPherson, 
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@ Up in the Northwest, where grain often is grown 
by the square mile, one of the largest crops in the his- 
tory of Great Northern’s territory is being harvested. 

Normally, Great Northern mobilizes cars at stra- 


tegic points in its territory many weeks in advance 
$ y 


of harvesting, thus making equipment immediately 


available when the grain begins rolling to country 
elevators. But, this is not a normal year. Establish- 


ment of car reservoirs has been impossible under 


existing conditions. 
Nevertheless, Great Northern, which moved over 
a quarter billion bushels of grain in 1943, is doing its 


best to keep on the green light for the speediest pos- 


sible movement of this year’s crop. 
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assistant trainmaster, Ironton; L. C. Pope, chief train dispatcher, Min- 
neapolis. 


E. G. Clark, general traffic manager, who served with the 
Soo Line for 47 years, retired September 1. 


Missouri Pacific Reorganization 


“The legislative history of the ‘warrant’ provision of sec- 
tion 77 makes clear that it was the congressional intent that in 
such a case as we now have, where their issuance involves no 
increase in capitalization and no dilution in values, warrants 
should be issued to the stockholder,” said the Missouri Pacific 
in°a petition filed with the Commission in Finance No. 9918, 
Missouri Pacific Railroad Co. Reorganization, asking reconsid- 
eration of the plan approved in a supplemental report of the 
Commission (see Traffic World, July 22, p. 190). Oral argument 
was also requested. In its supplemental report, the Commission 
approved extensive modifications of the plan it had previously 
approved and modified, and said it was adopting, with some 
exceptions and some changes, the so-called compromise plan 
introduced in evidence at the further hearing in October, 1943. 
Among the provisions of the compromise plan not approved 
were those providing for the issuance of warrants to Missouri 
Pacific preferred and common stockholders. 

The Missouri Pacific said that it had agreed in a spirit of 
compromise to the proposed capitalization of $560,480,000, and 
that within this minimum capitalization on which the parties 
had agreed and made the foundation of the compromise plan, 
recognition could be given the stock. It said that if the Com- 
mission’s finding was contrary “then it should approve a higher 
valuation which a less timorous view of the evidence would find 
permissible.” 

The debtor’s petition was one of seven filed with the Com- 
mission, asking for modifications of the plan as approved. It 
said that the failure of the Commission to adopt the provision 
for the issuance of warrants to the stockholders made the plan 
“unlawful, as being unfair and inequitable, and causes the 
debtor, representing all parties, both security holders and stock- 
holders, who are not specially represented, to file this petition. 
The Commission, finding the stock without value, hold that it 
has no equity and is not entitled to participate in the reorgani- 
zation, i. e., to share in the distribution of the trust estate.” To 
the stocholders, the debtor said that this plan “now issued will 
seem to be another Missouri Compromise.” 

In discussing the compromise negotiations, as a result of 
which it said it had accepted the amount of permissible capi- 
talization regarded as the minimum, because “parties felt there 
was ‘no use’ to urge a greater amount upon the Commission,” 
the railroad pointed out that “in June, 1941, years after the 
closing of the record before the Interstate Commerce Commis- 
sion, the district court approved the Commission’s plan.” At 
that time, it said, part of the world was at war and the earn- 
ings of the debtor, as well as of other railroads, were beginning 
to increase, adding that this increase had mounted “at a 
phenomenal rate.” It said that cash and cash equivalent on hand 
December 31, 1939, of $16,326,749.37, had increased to $157,- 
818,632.71 on hand September 30, 1943. 

After quoting from the Commission’s supplemental report, 
to the effect that if all the warrants issuable under the com- 
promise plan were exercised the result might be a substantial 
increase in capitalization of the new company, the Missouri 
Pacific said it seemed reasonable to conclude that “had the two 
witnesses who testified with respect to this feature of the com- 
promise plan agreed that the proceeds from the exercise of 
these additional warrants should and would be used to retire 
debt, the controlling objection urged to the issuance of war- 
rants would be removed.” It then asked modification of the plan 
to provide purchase warrants to the number of 729,712, en- 
titling the holders to purchase at $100 a share common stock, 
Class B, the amounts so received to be used for the retirement 
of general mortgage bonds, series A, or general mortgage bonds, 
series B. With such application of the proceeds, it said, there 
would be no increase in the capitalization and no dilution of 
the value of either warrants or class B stock, purchase of which 
was provided for in the plan by the issuance of 494,699 purchase 
warrants given generally for the purpose of satisfying the ac- 
crual of interest on certain junior bonds. Those warrants should 

. now provide for the purchase of Class A stock, it said. The 
debtor railroad said it had constantly had in mind the use of 
the proceeds from the exercise of the warrants to retire debt. 

As the plan did not provide recognition of the fact that 
recognition could be given the stockholders within the minimum 
capitalization agreed on, the Missouri Pacific said it would pro- 
ceed to a consideration of the facts and conclusions of fact that 
would show that a capitalization substantially higher than that 
provided was amply justified and would “meet the legal tests 
and requirements which the courts uniformly hold must be 
met.” It said it approached this task with diffidence, but with 
the determination to discharge to its utmost ability its fiduciary 
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duty. It went on to say that the constant view of the Commis- 
sion had been that permissible capitalization of a reorganized 
railroad should be determined principally by its earnings past, 
present, and prospective, and that “the courts have approved 
enthusiastically.” That, it said, seemed to follow from the statu- 
tory requirement that the fixed charges should be adequately 
covered by the probable earnings. 

It then pointed out, among other things, that the system’s 
earnings available for interest for the period 1936-1943 had 
averaged $25,656,322, and that those earnings capitalized at 4 
per cent would sustain a capitalization of $641,408,300. It said 
that many new and probably permanent industries had been 
located on its line, producing new commodities for transporta- 
tion, on which no experience of past movements made possible 
a forecast of movement, and that it was not including in those 
industries any of the “‘war babies.” It also pointed out that, due 
in large part to the greatly increased expenditures for mainte- 
nance of way and structures and for maintenance of equipment, 
the operating ratio had been reduced to 54.1 from the 70.9 of 
the normal year. It said that taxes and wages, and the cost of 
materials had increased, but—looking toward post-war earn- 
ings—it must be kept in mind that Congressional plans for re- 
ducing the tax burden were under active study and that “there 
can be no reasonable doubt that there will be a substantial 
decrease in that expensive item.” It said that the testimony of 
Leonard P. Ayres, economic analyst, and of Dr. J. H. Parmalee, 
director of the bureau of railway economics of the Association 
of American Railroads, established that in the three years of 
expected low earnings immediately following the war operat- 
ing revenues would not sink below $149,000,000, and that in- 
come available for interest would not sink below $30,000,000. 
But, it said, “even if the unexpected should happen,” and the 
net available for interest went down to $26,000,000, the per- 
missible capitalization would be $650,000,000. It pointed out 
that “the same testimony” was to the effect that after the two 
or three year period of post-war low earnings, there would be 
a steady increase to a level higher than any yet reached, and 
cited further factors that would justify a larger capitalization, 
= it said, “is readily sustainable.” In conclusion, the road 
said: 


For the legal and factual reasons stated, the reorganization plan 
should be modified so as to recognize that the stock has substantial 
value and equity, and afford it such recognition. 

Unless judicial notice will be taken of these facts herein stated 
which are not of record and many of which were not available for 
presentation at the last hearing, a further hearing should be had so 
that these facts may be made of record. 


Others filing petitions for modifications of the plan as ap- 
proved by the Commission were the group of institutional 
holders of the Missouri Pacific first and refunding mortgage 5 
per cent bonds; the Chemical Bank & Trust Co., as trustee 
under trust indenture dated December 1, 1926, securing the 
secured serial 54% per cent bonds of the Missouri Pacific; the 
protective committee for holders of common stock of the Mis- 
souri Pacific; John M. Balliet; the protective committee of first 
mortgage bondholders of the International-Great Northern 
Railroad Co.; and the convertible bondholders group. Generally 
the petitioners asked for an increased capitalization, and re- 
quested other changes in the plan, ranging from two such 
— in the case of one group, to 41 changes in the case of 
another. 


NEW HAVEN REORGANIZATION 


Copies of the plan of reorganization for the New Haven, 
together with ballots and other requisite material will be mailed 
to the creditors entitled to vote on or about September 26, 
according to a release by Secretary Bartel, of the Commission. 
The release was solely for service on parties to the proceeding 
for their information, said the secretary. Included in the re- 
lease was a draft of the order of the Commission, division 4, 
in Finance No. 10992, New York, New Haven & Hartford Rail- 
road Co. Reorganization, ordering submission of the plan ap- 
proved by the Commission and the court to the creditors, among 
other things. Holders of securities on September 26 would be 
entitled to vote on the plan, it was ordered. 

The draft of the order also carried a denial of requests of 
the Pennsylvania Railroad Co., and of the protective committee 
for holders of the New Haven’s common stock, that submission 
of the plan of reorganization be deferred to a later date. 





RAIL ANTITRUST SUIT 

Defendants in the suit brought by the Department of Jus- 
tice against the western railroads and others, alleging viola- 
tions of the Sherman antitrust law, will have until January 1, 
1945, to reply to the suit, under an agreement reached by 
J. Carter Fort, general counsel of the Association of American 
Railroads, and Assistant Attorney General Berge. Under usual 
procedure, replies would have had to be filed within twenty 
days of service on each defendant. 
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Shipping Decisions 
Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National Reporter System, 


published by West Publishing Company, St. Paul, Minn. 
Copyright, 1944, by West Publishing Company.) 





(District Court, S. D. Georgia, Savannah Division.) In 
libel in personam to recover damage to cargo of sugar which 
moved coastwise from San Francisco, Cal., to Corpus Christi, 
Tex., evidence established that steamship company had ceased 
to do business in Georgia on its own account when its ships 
were taken over for use by the War Shipping Administration 
prior to service of libel on company’s alleged agent and that 
the company no longer had an agent within court’s jurisdiction. 

In libel in personam to recover for damage to cargo of 
sugar which moved coastwise from San Francisco, Cal., to 
Corpus Christi, Tex., jurisdiction was not required to be refused 
because libelant and respondent were both foreign corporations 
and cause of action arose outside of Georgia. 

In admiralty, jurisdiction may be acquired through proper 
service wherever respondent may be found or wherever his 
property or credits may be attached. 

Where foreign steamship company ceased to do business 
in Georgia when its ships were requisitioned by war shipping 
administration and company no longer had an agent within 
jurisdiction, it could not be served in Georgia on a cause of 
action in admiralty arising out of the state, though the cause 
of action arose at a time when the company was doing business 
in Georgia. Code Ga. Sec. 22-1101. 

Agency relationship must exist at time of service, to render 
service on agent effective as to principal. (Spreckels Sugar Co. 
vs. South Atlantic S. S. Line, 55 Fed. Supp. 670.) 





(District Court, S. D. New York.) An order of the Mari- 
time Commission reciting that plaintiffs and others similarly 
engaged in the business of forwarding in foreign commerce 
were subject to the Shipping Act, that a third party had en- 
gaged in practices in violation of the Act and that the public 
interest required a general inquiry to determine the extent of 
existence of such practices among forwarders in the Port of 
New York and ordering that the Commission enter upon an 
investigation did not adversely affect the plaintiffs and the 
District Court was without jurisdiction to annul such order. 
Shipping Act of 1916, Secs. 1, 17, 31, 46 U. S. C. A. Secs. 801, 
816, 830; Jud. Code, Secs. 24(28), 208, 28 U. S. C. A. Secs. 
41(28), 46; 28 U. S. C. A. Sec. 47. 

Injunction lies to test authority of Maritime Commission 
to order alleged forwarders of freight in foreign commerce to 
answer a questionnaire concerning business conducted in view 
of penalty at the rate of $100 per day for each day of default 
imposed by the Shipping Act, and the power of the District 
Court to enjoin enforcement of the order if the Commission has 
exceeded its statutory powers. Shipping Act of 1916, Secs. 1, 
17, 21, 31, 46 U. S. C. A. Secs. 801, 816, 820, 830. 


Independent forwarders or furnishers of terminal facilities 
who performed services solely for shippers and at their ex- 
pense, and whose dealings with carriers were limited to con- 
tracting for transportation at carriers’ established rates were 
not carrying on business “in connection with a common carrier 
by water” within the Shipping Act and were entitled to tem- 
porary injunction against enforcement of order of Maritime 
Commission directing that they answer questionnaire concern- 
ing business conducted. Shipping Act of 1916, Sec. 1, as 
amended, and Sec. 21, 46 U. S. C. A. Secs. 801, 820. 

The mere fact that some of the plaintiffs entered into 
contracts with steamship conferences or conference carriers 
entitling them to contract rates did not show that plaintiffs 
were conducting their forwarding business in connection with 
the common carrier so as to justify a summary judgment for 
the United States in action by plaintiffs to enjoin certain orders 
of the Maritime Commission. Shipping Act of 1916, as amended, 
Sec. 1 et seq., 46 U. S. C. A. Sec. 801 et seq. 


The receipt of brokerage pursuant to a carrier’s filed tariffs 
does not prove that the forwarder who receives it carries on 
the business of “forwarding in connection with the carrier’ 
Within the Shipping Act. Shipping Act of 1916, as amended, 
Sec. 1 et seq., 46 U. S. C. A. Sec. 801 et seq. (American Union 
Transport vs. United States, 551 Fed. Supp. 682.) 

(District Court, D. Oregon.) The statute providing that a 
towboat operating as a common carrier may not at same time 
rent barges indiscriminatly except when specially permitted 
1S not unconstitutional as being unreasonable as to such carrier 
to whom special permit has been denied. Interstate Commerce 
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Act, Secs. 302(e), 310, 49 U. S. C. A. Secs. 902(e), 910. (Port- 
land Tug & Barge Co. vs. United States, 55 Fed. Supp. 723.) 





Miscellaneous Decisions 


Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter System, 
published by West Publishing Company, St. Paul, Minn. 
Copyright, 1944, by West Publishing Company.) 





REGULATION OF COMMON CARRIERS 


(District Court, W D. Missouri, W. D.) Evidence failed to 
establish beyond a reasonable doubt the guilt of defendant mo- 
tor carrier for exacting unlawful tariffs based on diversion or 
interchange of traffic conformable to an emergency order. In- 
terstate Commerce Act Secs. 217(a), 222(a), 49 U. S. C. A. 
Secs. 317(a), 322(a). 

The fact that defendant motor carrier did not have a writ- 
ten contract with another carrier or individual acting in its 
behalf would not enable defendant to disavow agency of such 
other carrier in soliciting carriage for defendant in violation of 
emergency orders permitting interchanges or diversions of ship- 
ments under conditions specified, especially where solicitors 
were compensated for obtaining the business. Interstate Com- 
merce Act Secs. 217(a), 222(a), 49 U. S. C. A. Secs. 317(a), 
322(a). 

Evidence established that defendant motor carrier violated 
Interstate Commerce Act and emergency orders of Interstate 
Commerce Commission and Director of Defense Transportation 
authorizing interchanges or diversions of shipments between 
motor carriers under conditions specified in such orders during 
wartime emergency, and exacted unlawful tariffs, and failed to 
show required information on its freight and expense bills. 
Interstate Commerce Act Secs. 217(a), 222(a), 49 U. S.C. A. 
Secs. 317(a), 322(a). (United States vs. Busy Bee Transfer & 
Storage Co., 55 Fed. Sup. 693.) 

(District Court, S. D. New York.) Three-judge federal dis- 
trict court had jurisdiction of suit to enjoin enforcement of and 
to set aside an order of Interstate Commerce Commission which 
denied in part and granted in part plaintiff’s application for 
authority to operate as motor carrier in interstate commerce. 
Interstate Commerce Act Secs. 206(a), 207(a), 49 U. S. C. A. 
Secs. 306(a), 307(a), 28 U. S. C. A. Sec. 47. 


Findings of Interstate Commerce Commission supported by 
substantial evidence must be given effect. 


Where plaintiff claimed to be entitled under grandfather 
provisions of Motor Carrier Act to certificate as of right to 
transport general commodities over irregular routes between 
points in Connecticut, New York, New Jersey, and Pennsyl- 
vania and points in Mississippi and to transport household goods 
between points in New Jersey and points in all other states, 
substantial evidence sustained findings of Interstate Commerce 
Commission that on or before critical date of June 1, 1935, 
plaintiff was not engaged in bona fide interstate operations 
other than in respect to carriage of household goods. Interstate 
Commerce Act Sec. 206(a), 49 U. S. C. A. Sec. 306(a). 

Where substantial evidence sustained determination of In- 
terstate Commerce Commission that plaintiff seeking authority 
to operate as motor carrier under grandfather clause of Motor 
Carrier Act was not engaged in bona fide interstate operations 
on critical date except in respect to carriage of household goods, 
the plaintiff was not entitled as a matter of right to a grant of 
authority to continue any operations of a different character 
which might have become bona fide only after that date. Inter- 
state Commerce Act Sec. 206(a), 49 U. S. C. A. Sec. 306(a). 

Where plaintiff sought authority to operate as motor car- 
rier under grandfather clause of Motor Carrier Act and it had 
ample opportunity to present whatever pertinent evidence that 
it then saw fit, contention that plaintiff had not been given fair 
and adequate opportunity to prove that operations other than 
in carriage of household goods were substantial before June 1, 
1935, was not sustained and refusal to grant rehearing was not 
an abuse of discretion. Interstate Commerce Act, Sec. 206(a), 
49 U.S. C. A. Sec. 306(a). 


Under evidence on application for authority to transport 
general commodities in interstate commerce between named 
points, it was for Interstate Commerce Commission to decide 
what sort of authority public necessity and convenience required 
should be granted plaintiff to transport goods in interstate 
commerce. Interstate Commerce Act Sec. 207(a), 49 U. S.C. A. 
Sec. 307(a). 

Where plaintiff motor carrier sought authority to transport 
general commodities in interstate commerce between certain 


























638 


points, evidence sustained order of Interstate Commerce Com- 
mission granting authority to transport a more limited kind of 
goods within a more limited area. Interstate Commerce Act 
Sec. 207(a), 49 U. S. C. A. Sec. 307(a). 

Evidence that motor carrier seeking certificate under grand- 
father clause of Motor Carrier Act engaged in transportation 
of general commodities in substantial quantities after June 1, 
1935, would be competent for purpose of showing a continuance 
of a particular kind of transportation service engaged in before 
that date, so as to negative an inference of abandonment with 
consequent loss of grandfather rights, but, in absence of ade- 
quate evidence of such earlier carriage of general commodities, 
it would not be relevant to any proper inquiry on application 
for a grandfather certificate. Interstate Commerce Act Sec. 
206(a), 49 U. S. C. A. Sec. 306(a). 

Court cannot substitute its judgment for that of an admin- 
istrative agency especially constituted, empowered, and com- 
petent to decide issues presented. (North-South Freightways 
vs. United States, 55 Fed. Sup. 696). 

(Circuit Court of Appeals, Eighth Circuit.) The Interstate 
Commerce Commission, in exercise of its power to grant or to 
deny approval to applicants for authority to operate particular 
interstate trucking routes, may hear and determine disputes 
between rival claimants asserting right to carry on same opera- 
tions, and in such disputes public interest is paramount, and 
it is for commission to identify and protect public interest in 
first instance. Jud. Code Secs. 207, 209, 208, 28 U.S. CA 
Secs. 41(28), 45, 46; 28 U. S. C. A. Secs. 43, 44, 47. 

The Interstate Commerce Commission is an administrative 
board exercising administrative power, and is not a “court” 
and has no judicial power though it has and exercises a quasi 
judicial power. 

The Interstate Commerce Commission is not empowered to 
enforce contracts, that being a matter for courts. 

A suit in equity to compel specific performance of a con- 
tract is in its nature a judicial action, and court otherwise hav- 
ing jurisdiction may not refuse to take cognizance thereof be- 
cause of mere possibility that questions involved might be 
brought before an administrative tribunal. 

Where defendant made agreement for lease to plaintiff 
and granted option to purchase operating rights over certain 
interstate trucking routes, and Interstate Commerce Commis- 
sion, after hearing, approved transaction as being consistent 
with public interest, but prescribed certain operating condi- 
tions, court erred in dismissing plaintiff’s suit to require defend- 
ant, to execute certain documents in specific performance of 
agreement on theory that matter was for Interstate Commerce 
Commission to determine in first instance. Jud. Code Secs. 207, 
209, 208, 28 U. S. C. A. Secs. 41(28), 45, 46; 28 U. S. C. A. 
Secs. 43, 44, 47. 


A person’s obligation under a contract is not less binding 
on him because an approval of the transaction must be had 
before party to whom he has obligated himself can receive full 
benefit. 


The mere fact that a contract or transfer is subject to ap- 
proval of a public agency is not a bar to a decree compelling a 
party thereto to execute documents necessary for consumma- 
tion of contract or transfer. 


The fact that defendant’s agreement to lease certain inter- 
state trucking lines to plaintiff, with option to purchase, could 
not of itself enable plaintiff to operate routes without first 
obtaining approval of transaction by Interstate Commerce Com- 
mission, did not authorize court to refuse specific performance 
of contract by requiring defendant to execute documents re- 
quired to obtain commission’s approval on theory that even if 
defendant were compelled to execute documents, they would not 
of themselves vest right to operate routes in plaintiff. Jud. 
Code Secs. 207, 209, 208, 28 U. S. C. A. Secs. 41(28), 45, 46; 
28 U. S. C. A. Secs. 43, 44. 47; Interstate Commerce Act Sec. 
5(2), 49 U. S.C. A. Sec. 5(2). 


It is not function of court to make contracts for parties 
where there has been no meeting of minds. 


Courts cannot decree specific performance of contracts that 
are indefinite, uncertain, and ambiguous. 

Where Interstate Commerce Commission approved agree- 
ment for lease of interstate trucking routes, with option to pur- 
chase, fact that Commission, in its report, stated that lease 
agreement was “ambiguous” with respect to operating richts 
covered did not bar equity court from specifically enforcing 
such agreement. Interstate Commerce Act Sec. 5(2), 49 U. S. 
C. A. Sec. 5(2). 

A “contract” includes not only the terms set forth in ex- 
press words, but in addition all implied provisions indispensable 
to effectuate intention of parties and carry out contract, and in 
absence of which contract could not be effectively performed. 

In determining whether written contract shall be construed 
to include implied provisions allegedly necessary to carry out 
its purpose, nature of contract, circumstances under which it 
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was made, situation of parties, and objects they had in view 
in making contract, should be considered. 

Where both parties to written contract whereby defendant 
agreed to lease to plaintiff certain interstate trucking routes 
were then engaged in interstate trucking operations and knew 
of necessity of meeting formal requirements of Interstate Com- 
merce Commission respecting commission’s approval of lease 
agreement, it was implied provision of such agreement that 
defendant would co-operate with plaintiff in doing all things to 
meet such formal requirements of commission. Interstate Com- 
merce Act Sec. 5(2), 49 U. S. C. A. Sec. 5(2). 

Where written agreement for lease of interstate trucking 
routes gave lessee option of purchasing such routes, fact that 
lessee suing to require lessor to execute certain documents in 
specific performance of.the agreement had exercised the option 
did not preclude specific performance of agreement on theory 
that new documents prayed for would be different in form than 
original agreements because of exercise of such option. 

Where defendant agreed in writing to lease interstate 
trucking routes to plaintiff, giving plaintiff option to purchase, 
fact that Interstate Commerce Commission had deferred its 
consideration of any exercise of the option to purchase until 
plaintiff should decide to proceed in that matter did not con- 
stitute a refusal to approve the agreement so as to preclude 
plaintiff from specifically enforcing agreement by requiring 
defendant lessor to execute required documents necessary for 
commission’s approval. Interstate Commerce Act Sec. 5(2), 


49 U. S. C. A. Sec. 5(2). (Watson Bros. Transp. Co. vs. Jaffa, 
143 Fed. 2d 340.) 











































Tocco Motor Rights Suit 


On the theory that a “long continued and successful past 
operation” by the applicant created a presumption of public 
need, the Commission had erroneously granted the involved 
motor carrier rights because the record and testimony showed 
no service between most of the points, and only a few ship- 
ments between others, said six motor carriers in a suit filed in 
the federal court for the eastern Washington district, asking 
that the Commission’s order in MC 18209, John W. Tocco Com- 
mon Carrier Application, embracing MC 82633, Same, be set 
aside. In those proceedings the Commission, division 5, on 
further hearing. found that the applicant as successor in inter- 
est in MC 18209, had failed to establish “grandfather” rights 
as a common or contract carrier by motor vehicle of property 
between points in Idaho, Oregon, and Washington, and denied 
the application. In MC 82633. it found that public convenience 
and necessity required operation by the applicant as a common 
carrier of general commodities, with exceptions, as follows: 
















(1) Between Seattle and Tacoma, Wash., and Salem and Portland, 
Ore., on the one hand, and, on the other, points in Idaho, points in 
Washington on and east of a line extending from the Columbia River 
along the western boundaries of Klickitat, Yakima, and Kittitas counties 
to the intersection of U. S. highway 10 and on and south of a line ex- 
tending along said highway from the said intersection to the Washing- 
ton-Idaho state line, and points in Oregon on and east of a line extend- 
ing from the Columbia River along the western boundaries of Hood 
River, Wasco, Jefferson, and Deschutes counties to the intersection of 
U. S. highway 28 and on and north of a line extending along said high- 
way from the said intersection to the junction of U. S. highway 20 and 
thence along the latter highway to the Oregon-Idaho state line and (2) 
between points in Idaho and the indicated portions of Oregon and 
Washington, over irregular routes. ... 













The complainants in the federal court alleged that John 
W. Tocco had failed to file an application, as covered by MC 
92633. with the public utilities commissions or either Oregon 
or Idaho, or with the Department of Public Service of the 
State of Washington, and that he had not given any notice 
to competing carriers, either rail or motor, of the filing of the 
avplication. They pointed out that, after the prior decision 
of division 5, on June 22, 1940, denving the “grandfather” 
rights. but finding that public convenience and necessity re- 
quired the applicant’s operations between numerous points in 
Oregon, Washington, and Idaho, various protestants, including 
two motor carrier plaintiffs in the instant case, had petitioned 
the Commission for reconsideration. The Commission had de- 
nied the petition, they said. and that thereafter various motor 
carrier protestants had filed a suit in the federal court for the 
eastern Washington district to set aside the order and cel- 
tificate. That case, thev said, had been dismissed by the plain- 
tiffs when the Commission ordered a rehearing on both the 


— of public convenience and necessity and the “grandfather” 
rights. 


The plaintiffs in the instant suit objected both to the grant 
of general commodity authority. and the territory included in 
the Commission’s certificate. setting forth points between which, 
they said, no service had been rendered, and others betwee! 
which they alleged that very little service had been performed. 









cally ; 
contal 


gi 
the fe 
press 
lation 
Mllinoi 
Trebl 
tions 
1944. 

R 


said s 
distri 
volve 
for si 


T 
that 
ant’s 
regul 
the I 
again 
probe 
deter 


estab 
with 

of th 
up a 
Pacif 
servi 


hand 
forni 
run 

plan 
of ai 





riew 


lant 
utes 
new 
om- 
ease 
that 
tS to 
"om- 


king 
that 
‘Ss in 
tion 
eory 
than 


state 
nase, 
i its 
until 

con- 
slude 
iring 
y for 
5 (2), 
Jaffa, 


past 
yublic 
olved 
lowed 
ship- 
led in 
isking 
Com- 
ye set 
5, on 
inter- 
rights 
yperty 
lenied 
nience 
mmon 
VS: 


rtland, 
ints in 
_ River 
yunties 
ine ex- 
ashing- 
2xtend- 
f Hood 
tion of 
d high- 
20 and 
and (2) 
on and 


t John 
oy MC 
regon 
of the 
notice 
of the 
ecision 
Father” 
ity re- 
ints in 
cluding 
itioned 
iad de- 
motor 
for the 
1d cer: 
> plain: 
th the 
father” 


e grant 
ided in 
. which, 
yetween 
formed. 





September 9, 1944 


Commenting on the rights granted between Salem, Ore., and 
Tacoma, Wash., and any point in the territory granted in 
eastern Oregon, eastern Washington, and Idaho, the plaintiffs 
said that “the Commission found that non-existent operations 
of the applicant between Tacoma, Wash., and Salem, Ore., and 
the territory named created a presumption of public need.” 

The case was docketed in the federal court as No. 427, 
Inland Motor Freight, a corporation, Arthur W. Lee and George 
V. Eastes, copartners d. b. a. Lee & Eastes, Jess U. Stout, d. b. a. 
Spokane Pacific Lines, Consolidated Freightways, Inc., a cor- 
poration, Herman O. Sites, Ben F. Billeter and Paul W. Graf, 
copartners d. b. a. Portland-Pendleton Motor Transport Co., 


and Garrett Freightlines, Inc., a corporation, vs. The United 
States of America. 


SERVICE ORDER VIOLATION CASES 


The federal district court at Chicago has fined the Santa 
Fe Railway, the Burlington Route, and the Milwaukee Road 
$1000 and costs each following pleas of guilty, entered for the 
three railroads, to having violated the Commission’s service 
order No. 178 by having supplied RS type refrigerator cars 
for the loading and hauling of empty beer containers. Each of 
the defendants in the civil suits brought by the government 
was ordered to pay $200 fines on each of five violations named 
in the complaints. Similar complaints have been filed against 
other railroads in other districts. RS type cars are those having 
ice bunkers built into each end. Service order No. 178 specifi- 
cally prohibited use of such cars for hauling of empty beer 
containers (see Traffic World, Aug. 5, p. 316). 


O. P. A. SUES EXPRESS AGENCY 

The Office of Price Administration has filed a civil suit in 
the federal district court at Chicago against the Railway Ex- 
press Agency, alleging that the agency has violated price regu- 
lations in having charged more for renting its trucks to the 
Illinois Central than its rental charges in effect in March, 1942. 
Treble damages totaling $19,119 are asked. The alleged viola- 
oo cover the period from September 1, 1943, to September 1, 
_ Rae E. Walters, regional price administrator at Chicago, 
said similar suits might be filed against the agency in various 
districts throughout the nation, and that those suits might in- 
volve a total of $10,000,00 in damage claims against the agency 

for similarly overcharging 563 other railroads. 


The price administration’s suit is based on its contention 
that the agency is a contract carrier subject to the complain- 
ant’s jurisdiction. Common carriers are not subject to price 
regulations. It is alleged that the agency, in renting trucks to 
the Illinois Central, performed a contract carrier service. Suits 
against the agency for allegedly over-charging other railroads 
probably will not be filed until the court in the present case 
determines the question of the status of the agency. 


C. A. A. OFFICE AT HONOLULU 


The Civil Aeronautics Administration has announced the 
establishment, at Honolulu, Hawaii, of its ninth regional office, 
with jurisdiction over a Pacific Ocean area heretofore a part 
of the C. A. A.’s eighth (Alaska) region. Its action in setting 
up a new region was the result of increased air traffic in the 
Pacific area, and followed nearly a year of partially secret 
service of a C. A. A. traffic control center at Honolulu, it said. 

“This center, manned late in 1943,” it continued, “has been 
handling traffic control for all aircraft westbound from Cali- 
fornia. Radio ranges, which overlap somewhere on the long 
run between California and the Hawaiian Islands, keep the 


—, in constant radio communication with ground sources 
of aid.” 


AIR NIGHT AT TRAFFIC COLLEGE 


_ The College of Advanced Traffic, Chicago, will hold an 
air transport night in the college auditorium September 14, 
at which Jeffrey Morgan, chief of the speakers’ bureau, Douglas 
Aircraft Corporation, Santa Monica, Cal., will speak on “The 
Shape of Wings to Come,” and motion pictures prepared by a 
number of air lines will be shown. Traffic men and others in 
the Chicago area have been invited to attend. 


AIRCRAFT PRODUCTION 


_ Aircraft production for August was 7,939 planes, only 
Slightly below the July output of 8,000, the War Production 
oard has announced. August output was 3.5 per cent below 
Scheduled production for that month, due principally to deci- 
Sion of the government to make formal acceptance of planes 


wand - aed modifications for combat duty had been made, it was 
ed. 





Air Transportation 





Future of Aviation 


Criticism of action by the War Department in disposing of 
air bases in Canada was voiced in the Senate, September 5, by 
Senator Brooks, of Illinois, while Representative Maas, of Min- 
nesota, spoke on national policy for world-wide air transporta- 
tion after the war. 

“In the light of the unprecedented experience and advances 
made in air power during this war, it is doubtful if there is a 
single area or country on earth where future air rights will be 
as necessary and beneficial to the defense of the United States 
as those in Canada,” said Senator Brooks. 

Sale of the “all-important” air bases in Canada “brings 
forceful evidence of what will probably happen throughout the 
world, and soon, unless the Congress acts with dispatch to pro- 
hibit the further sale of any American-built base anywhere 
until the Senate has had a chance to pass upon any treaty with 
any foreign country in which our future rights are protected 
and guaranteed,” said he. 

Referring to arguments “for free and open competition 
among American companies operating in the international air 
transport field,” Mr. Maas declared that our overseas air routes 
should be operated by one American company, preferably 
owned cooperatively by all domestic air lines, at least in the 
first few years. 

“Our competition will be with government owned, con- 
trolled, or financed foreign air line monopolies,” said he. “We 
had better not divide our energies and our strength in this 
field, competing among ourselves, but rather unite all of our 
resources and energies into a national effort for our proper 
place in world air commerce.” 

A charge that the “whole future of our air commerce has 
been jeopardized by an American Cliveden set in aviation and 
by a powerful railroad lobbv employing underground tactics to 
force its way into commercial: aviation” was made by C. Bedell 
Monro, president of Pennsylvania-Central Airlines, in an address 
September 8 before a combined meeting of the Flint (Mich.) 
Chamber of Commerce and of the Flint Rotary Club. 

The Civil Aeronautics Board, said Mr. Monro, was being 
“viciously attacked in spite of its excellent record and its con- 
structive policies based on our traditional system of free enter- 
prise and regulated competition.” 

“This board,” he continued, “is administering the law in a 
manner consistent with sound and sincere American principles. 
But because it is not amenable to the special interests of the 
railroads, and because it is not amenable to the special interests 
of the monopolists, attempts are being made to do away with 
the board.” 

Mr. Monro charged that the “Cliveden set” within aviation 
and the railroad lobby were trying to put the C. A. B. out of 
business. 

“Any deviation of a development of air transportation 
through free enterprise will woefully limit our potential to the 
point of destroying American supremacy in air commerce,” 
said he. 

Certain “surface” carriers—particularly the railroads—, 
continued he, were trying to invade the air transport field. 

“They propose a plan which they call integration and which 
is actually only a colossal subterfuge to foist on the American 
public a stultifying, destructive transport monopoly,” he said. 

“Through the word integration they try to conjure up some- 
thing super-efficient, something that might appear as being so 
logical that not even a moron would oppose it. And so we see 
the word pounced upon by the Charlie McCarthy of the railroad 
industry, the Transportation Association of America, and en- 
graven on banners to flaunt about the country, though princi- 
pally in Washington where the flaunting will be noticed by Con- 
gress and by high government officials. In seeking their mo- 
nopoly the railroads have even had the effrontery to mask their 
efforts under the slogan, ‘Preserve the Free Enterprise System.’ 
What they really mean is ‘Preserve the Ancient Injustices to the 
Public. Don’t let competition force us to improve our facilities’.” 


AIR-RAIL TRAFFIC INCREASES 


Shipments carried in combined air and rail service in the 
first seven months of 1944 increased 12.3 per cent over the 
first seven months of 1943, according to a statement by the air 
express division of the Railway Express Agency. The number 
of shipments in the first seven months of this year was 250,970 
compared with 223,338 in the same part of last year. The 
agency says that the use of air-rail service is expected to in- 
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crease in the postwar reconversion period when expedited de- 
livery will be demanded for goods and merchandise to cover 
the time until full-scale civilian production is resumed. 





U. 8.-Hawaiian Air Service 


Stanley C. Kennedy, president of Hawaiian Airlines, Ltd., 
of Honolulu, and president, also, of the Inter-Island Steam 
Navigation Co., Ltd., operator of ships between various points 
in the Hawaiian Islands, assailed what he described as the 
monopoly of Pan American Airways in air transport between 
the U. S. mainland and Hawaii, in testimony at a hearing 
September 6, in Washington, before Examiner Thomas Wrenn 
of the Civil Aeronautics Board, on six applications for author- 
ity to engage in air transportation between west coast points 
and Hawaii. The applications had been consolidated into one 
proceeding by the C. A. B. 

The applicants and the docket numbers assigned to their 
applications are: Hawaiian Airlines, Ltd., No. 851; Matson 
Navigation Co., No. 1065; Northwest Airlines, Inc., No. 1110; 
Western Air Lines, Inc., No. 1383; United Air Lines, Inc., No. 
1385; Ryan School of Aeronautics, Inc., No. 1475, and Ryan 
Aeronautical Co., No. 1372. 

The fact that Matson Navigation Co. was one of the 
applicants involved brought into issue in the proceeding the 
question whether ocean carriers should be permitted to engage 
in air transport service. The Maritime Commission was an 
intervener in support of the position of Matson that ocean 
carriers should not be barred by the board from participating 
in air transport service; the Department of Interior had inter- 
vened as a party of interest in view of its having jurisdiction 
over the Territory of Hawaii, and the Department of Justice 
had intervened to make any representations it might find war- 
ranted with respect to possible violations of the antitrust laws. 

Mr. Kennedy, the first witness at the hearing, was ques- 
tioned on direct examination by Leslie Craven, counsel for 
Hawaiian Airlines. The witness discussed the corporate history 
of Hawaiian Airlines, saying that its predecessor company, 
Inter-Island Air Lines, had been incorporated in 1929, for 
establishment of air service between points in Hawaii, that 
Inter-Island Steam Navigation Co. owned 80 per cent of the 
stock of Hawaiian Airlines; that Matson Navigation Co. had 
held 18 per cent, or a total of 54,305 shares, of the stock of 
Hawaiian Airlines until 1943, when Hawaiian bought back 
that stock from Matson; that Transcontinental & Western Air, 
Inc., had bought 20 per cent of the stock of Hawaiian and 
still held that interest, with an agreement that if Hawaiian 
succeeded in obtaining the operating rights it now sought and 
issued additional stock, T. W. A. would hold 10 per cent of 
the total stock outstanding, with an option to take an additional 
10 per cent. Mr. Kennedy said that if Hawaiian Airlines’ in- 
stant application were granted, it would divorce itself from 
ba — now held over it by Inter-Island Steam Naviga- 

ion Co. 

He contended that, because the stockholders of Hawaiian 
Airlines were Hawaiian business men who were deeply inter- 
ested in the development of trade in the Territory of Hawaii, 
that airline would be better fitted to serve the islands than 
air carriers whose home offices were on the mainland and who, 
he said, might be indifferent to the interests of Hawaii. 

“We want our own airline, one that is not subservient to 
the needs of Africa, South America, Mexico, Alaska and 
Europe,” he said. “What if Pan American finds it more profit- 
able at certain seasons to curtail its service to the (Hawaiian) 
islands in favor of other parts of the globe? Our tourist trade 
would be at the mercy of this one company. It could divert 
it wherever it chose. . . . We are also ready to expand our 
routes to China and the Philippines. We are the only ones 
with any experience in operating airlines in the Hawaiian 
group, and our future plans call for routes via Midway and 
Tokyo to Shanghai, through Wake and Saipan on one route 
to Manila, and via Johnston, the Marshalls, Panama, Truk and 
Palau on another route. However, our principal interest at the 
moment is to protect Hawaiian interests in contact with the 
mainland.” 


On cross-examination, Mr. Kennedy was asked by counsel 
for Matson whether he believed that air service between the 
United States and Hawaii would have an adverse effect on 
steamship services between west coast ports and Hawaii, but 
he said he had not made enough of a study of that question 
to be able to make a good guess as to what the effect would 
be, though he believed that much new traffic would be de- 
veloped by the establishment of the proposed additional air 
service. He expressed a hope that the United States would 
retain the mandated Japanese islands, saying that those islands 
had resources worth developing. He said he believed that 
$3,000,000 would be required “initially” to finance the proposed 
operation between the islands and the west coast, and that 
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later an additional $1,500,000 might be needed. The money 
could be obtained through issuance of stock and through loans 
on equipment, he said. He testified that Hawaiian Airlines 
did not have any agreement with T. W. A. as to interchange 
of traffic at the west coast and that his company planned “good 
connections with all three transcontinental carriers” at San 
Francisco and Los Angeles. 





Ship Limes and Air Transport 


Chairman Bland, of the House merchant marine commit- 
tee, has announced that a newly-appointed subcommittee 
headed by himself, to be known as the subcommittee on mer- 
chant marine in overseas aviation, will hold public hearings, 
beginning September 11, on issues relating to participation by 
American steamship lines in overseas air transport operations. 

Members of the subcommittee, in addition to Mr. Bland, 
are: Representatives Mansfield, of Texas; Peterson, of Florida; 
Bonner, of North Carolina; Capozzoli, O’Brien, Buck and 
Keogh, of New York; Welch, of California; Canfield, of New 
Jersey, and Heter, of Massachusetts. It was indicated that 
spokesmen for various government departments and agencies 
would be asked to testify at the hearings. 

The Maritime Commission has decided to “go to bat” for 
the idea that steamship lines should have the right to engage 
in air transportation. It has sought and obtained permission 
from the Civil Aeronautics Board to intervene in No. 1065, an 
application of the Matson Navigation Co. before the C. A. B. 
for authority to conduct air transport service between Hono- 
lulu, Hawaii, and Pacific coast ports, including San Francisco, 
Los Angeles, Portland and Seattle. The Matson application was 
one of several consolidated into one proceeding, designated as 
“the U. S.-Hawaiian cases,’ in which hearings before the 
C. A. B. were begun September 6. 

“Your petitioner,” said the commission, “believes that par- 
ticipation of the maritime industry in civil aeronautics may be 
necessary where air services are either competitive with, or 
might be operated so as to be auxiliary or supplemental to 
existing ocean services by ships, if the United States is to have 
a merchant marine adequate for the development of its foreign 
and domestic commerce and its national defense.” 

The commission said that the carrying out of the national 
transportation policy declared by Congress in the transporta- 
tion act of 1940 required a full hearing and consideration of 
the effects that establishment of overseas air service might 
have on development and maintenance of a merchant marine 
adequate to meet the needs of the commerce of this country, 
of the Postal Service and of the national defense. 

“It is not in the public interest,’ said the commission, ‘to 
restrictively interpret an act of Congress for the development 
of aviation where such restrictive interpretation may have the 
effect of seriously interfering with the accomplishment of the 
purposes declared by the Congress to be necessary with respect 
to overseas surface transportation. On the contrary, the public 
interest requires that the development of these two types of 
transportation be harmonized and coordinated to the fullest 
possible extent.” 


Growth of Air Mail Service 


Though the domestic air carriers now had only 257 planes 
in service, as compared with a pre-war total of 324 mail- 
carrying planes, a greater number of schedules was being oper- 
ated on the air carrier trunk lines than ever before, said 
Postmaster General Frank C. Walker in an address September 8 
before the Junior Chamber of Commerce of San Francisco, 
Calif. 

He said that return of additional planes by the War De- 
partment to the airlines probably would bring the total number 
of planes in domestic air mail service at the end of this year 
to 300. He noted that the requisitioning of airline planes by 
the War Department in May, 1942, had reduced the domestic 
mail plane fleet to 165, and that 26 of the 159 planes requisi- 
tioned had been returned by March of this year and others 
since that time. 

High utilization developed by the air carriers had almost 
doubled the daily mileage a plane, he said. 

“Thus, while occasional delays are inevitable under present 
conditions, the inherent advantages of air mail are again being 
demonstrated and emphasized,” he added. ; 

The Postmaster General declared that the domestic all 
mail service was now “on a fully self-sustaining basis.” 

Revenues have exceeded payments to carriers and all other 
expenses for the past two fiscal years,” he said. 


Five Cargo Trips a Day to East 


He stated that the number of daily schedules from Sat 
Francisco to the east had increased, since last March, from 
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9 to 13, and for the entire west coast from 33 to 47—“increases 
in daily trips of more than 44 per cent and 42 per cent, re- 
spectively.” Five of the 47 trips were exclusive cargo ships 
and sometimes the mail load ran higher than three tons on a 
single plane, he said. 

“The total volume of air mail being carried daily to the 
east from your west coast,” he continued, “is more than 24 
tons—not including north-south mail. 

“The present monthly volume of air mail being dispatched 
to planes, according to our trend-analysis figures, is upward of 
4500 tons, at a little more than 300 points—for a current 
increase of approximately 30 per cent over the same month a 
year ago. You will be particularly interested to know that 
San Francisco’s current increase of 135 per cent leads the en- 
tire country. The monthly total air mail dispatched to inland 
routes from San Francisco at present is about 375 tons, or 12% 
tons daily. This is being slightly exceeded only by Chicago, 
New York City and Los Angeles, in the order named.” 

He observed that the first transcontinental air mail flight 
had been pioneered 24 years ago. 

His address included the following: 


A survey of the progress that has been made challenges the imag- 
ination. In 1918, over the 218 mile New York-Washington route, 16,009 
airplane miles were flown and approximately nine tons of mail were 
carried. In 1926, the last full year of post office operation, 2,256,137 
miles were flown over routes that had expanded to 3,597 miles. By 
fiscal year 1944 there were just under 50,000 miles of routes over 
which almost 107 million scheduled miles of mail service were flown, 
carrying 31,000 tons of mail. On the first transcontinental flight there 
were 16,000 letters carried to San Francisco. On this 24th anniversary 
we are delivering more than two million letters a day to the Pacific 
coast by air mail. 

In terms of dollars and cents, the figures are just as remarkable. 
In the nine years of government operation, the cost of air mail was 
$17,411,534. Since 1936, $270,923,221 were paid to private carriers of 
domestic air mail and $122,402,162 to the carriers of foreign air mail. 
Thus air mail ‘has meant an expenditure of $410,736,917. In the last 
fiscal year more than a billion and a half pieces of air mail were car- 
ried, from which the revenue was an estimated 103 million dollars. . 

The growth of foreign air mail has been no less amazing. : 
Since 1928, when 99,530 miles were flown, the foreign air mail service 
has expanded to 19,500,000 miles flown in the fiscal year which ended 
last June 30—slightly more than 53,000 miles per day, and more miles 
in two days than were flown in the entire fiscal year 1928. ... The 
frequency of service to most destinations is better than at any time 
in the history of the foreign air mail service... . 


Air Certificate Applications 


Moore-McCormack Lines, Inc., of New York City, has filed 
an additional application with the Civil Aeronautics Board, re- 
questing authority to operate as an air carrier of persons, prop- 
erty and mail between New York City and Buenos Aires, Argen- 
tina, over two routes, one via Hamilton, Bermuda; San Juan, 
Puerto Rico; Port of Spain, Trinidad; Belem, Bahia, Rio de 
Janeiro, Sao Paolo and Porto Alegre, Brazil, and Montevideo, 
Uruguay, and the other via Nassau, British West Indies; Ciudad 
Trujillo, Dominican Republic, San Juan, and St. Thomas, Vir- 
gin Islands. Moore-McCormack has on file with the C. A. B. 
another application, seeking air rights on trans-Atlantic routes 
converging at Stockholm, Sweden, and extending thence to 
Teheran, Iran (see Traffic World, Aug. 19, p. 459). 

In an application docketed at the C. A. B. as No. 1565, 
Delta Air Corporation, of Atlanta, Ga., asks for an exemption 
order granting temporary authority for nonstop service between 
Meridian, Miss., and New Orleans, La. 


Olson Steamship & Navigation Co. has filed an application 
(No. 1570) with the C. A. B. asking for authority to institute 
alr transport service between Los Angeles and San Francisco, 
on the one hand, and Hawaii, on the other, with respect to mail, 
passengers and property. The applicant says it proposes to in- 
corporate at Dover, Del., and names the Newport Shipbuilding 
Corporation in its application but does not set forth any corpo- 
rate relationship to that corporation. The applicant says it pro- 
poses to transport freight between Hawaii and the west coast 
at a minimum of 90 cents a pacage, 18 cents a ton-mile, or 

about 20 cents a pound for the approximately 2,450 miles.” 
It says it plans a one-way passenger fare of $85 and a round 
trip fare of $172.50 to and from Honolulu. 

_ The application contains the statement that “Olson Steam- 
ship and Navigation Co. will operate a world-wide shipping line 
to about 25 ports of call throughout the world, including 15 
foreign countries.” It says it has applied to the Maritime Com- 
mission for such authority. Applicant says in its application that 

it is to be hoped that the United States Civil Aeronautics Board 

wil) not compel firms like ours to open competition with our 
loved country by applying to foreign governments for service 
such as proposed herewith.” 

Other new applications at the C. A. B. are the following: 
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No. 1566, Kansas City Airways, Inc., Kansas City, Mo.; scheduled 
transport of persons, property and mail over ten ‘‘circle’’ routes serv- 
ing many points in Missouri and Kansas and specified points in 
Oklahoma. 

No. 1567, Skyway Transportation, Inc., Paterson, N. J.; scheduled 
and non-scheduled transportation of property and mail over routes 
between Miami, Fla., and Buenos Aires, Argentina, and between Miami 
and Santiago, Chile, serving designated intermediate points. 

No. 1568, Frank L. Kunath, Detroit, Mich.; ‘‘flyaway’’ transporta- 
tion of airplanes helicopters and other aircraft over irregular routes, 
from manufacturer to purchaser, between all points within the United 
States. 

No. 1569, Faster Flying Freight, Inc., Dallas, Tex.; scheduled and 
non-scheduled transportation of property and mail between Dallas-Fort 
Worth, Tex., and Mexico City, Mexico, via specified intermediate points 
in Texas. 

No. 1571, North Central Airlines, Alexandria, Minn. (by Donald W. 
Pennertz, now pilot with Northwest Airlines); air service between 
Fargo, N. D., and Minneapolis; between Minneapolis and Winona, 
Minn.; between Alexandria and Bemidji, Minn.; between Minneapolis 
and Sioux Falls, S. D.; between Fargo and Mitchell, S. D.; between 
Alexandria and Howard, S. D., and between Alexandria and Marshall, 
Minn. 

No. 1572, Keith B. Van Zante, Kansas City, Mo.; scheduled trans- 
portation of property and mail between Los Angeles, Calif., and New 
York City, via Phoenix, Ariz.; Albuquerque, N. M.; Kansas City, Mo.; 
Chicago, Ill., and Pittsburgh, Pa. 


Lettuce by Air Transport 


The Department of Agriculture included in its “Marketing 
and Transportation Situation” bulletin issued this week a sum: 
mary of a report on a study of the possibility of transporting 
relatively low-value perishable agricultural commodities long 
distances by air at carrying charges consistent with the con- 
suming public’s willingness and ability to pay at points of des- 
tination. Head lettuce was selected as the subject of the study, 
it. was stated, because it was a year-round dietary staple in a 
large and growing number of American homes. The Salinas- 
Watsonville area of California was chosen as the western ter- 
minus of the hypothetical air transport operation because that 
area, it was stated, was the largest single producer of lettuce 
in the United States, enjoying a shipping season of approxi- 
mately eight months’ duration. Shipments from that area com- 
bined with those from the Imperial Valley, Salt River, and 
Yuma Valleys, where the shipping season covers the remaining 
four months, formed the basis of a year-round cargo operation, 
it was stated. 

The study was undertaken cooperatively by the Bureau of 
Agricultural Economics of the Department of Agriculture and 
the Edward S. Evans Transportation Research. Copies of the 
complete report, it was stated, might be obtained on request 
to the Edward S. Evans Products Co., 15310 Fullerton Avenue, 
Detroit 27, Mich. Conclusions stated in the summary of the 
report follow: 

1. Lettuce from the Salinas Valley of California could be flown to 
the Detroit market in the post-war period at a cost approximately 
3%, cents per pound above that of the rail-borne product. The ton-mile 


cost would be 6.55 cents. The speed in transit by air would be about 
17 times greater than by rail. 

2. These costs are based on the assumption that the same aircraft 
used to transport lettuce on the west-to-east route would also transport 
manufactured goods on the east-to-west route, using the San Francisco 
air gateway as a point for west coast distribution .or export. Air 
carrying-costs for such back-haul traffic are estimated at 9.08 cents per 
ton-mile. 

3. To achieve these favorable ton-mile costs, a hypothetical contract- 
carrier service is contemplated, to operate on an extremely economical 
basis, employing a fleet of eight Douglas C-54A cargo planes at a total 
cost of 58.25 cents per plane-mile, including a 10 per cent margin for 
the operating company. A plane’s initial cost does not greatly influence 
its ton-mile cost of operation. 

4. Air-borne Iceberg lettuce from the Salinas-Watsonville area can 
be marketed in quantity in Detroit at a differential of 5 cents a head 
over surface-borne lettuce. The number of consumers willing to pay 
such a differential is sufficient to justify the use of air transport for 
lettuce. 

5. Although lettuce has as low a density per cubic foot as any 
major perishable agricultural product except flowers, the weight limit 
of the C-54A plane was reached before the limit of the stowage 
capacity. In the transportation of perishables the density of the 
product is of secondary consideration. 


AIRCRAFT INDUSTRY PROBLEMS 
The Aeronautical Chamber of Commerce of America, Inc., 
has announced appointment of John K. Boyle, formerly execu- 
tive advisor to the vice-president and general manager of the 
Lockheed Aircraft Corporation, as director of readjustment 
services of the chamber. In that position, it said, Mr. Boyle 


would supervise the preparation of analyses, reports, and rec- 
ommendations on contract termination, renegotiation, surplus 
disposal, market development and related industry problems. 
In addition, it said, he would direct the industry coordination 
and government liaison with respect to these matters. 
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Aircraft Operation Authority 
(Continued from page 616) 


ond proviso of section 408(b), as construed by the 
court, the board ruled, would be applied by it to appli- 
cations involving acquisition of an air carrier or inaugu- 
ration of a new air transport service. The board later 
reaffirmed this decision and, in a case involving the Bos- 
ton and Maine and Maine Central railroads and North- 
east Airlines, though finding it not necessary to apply 
the new construction of the act, because the control 
involved was acquired prior to the effective date of the 
act, expressed the view that the provisions of section 
408 ‘“‘carry into the civil aeronautics act a well-estab- 
lished national policy that the various forms of trans- 
portation should be mutually independent.” 

“That this has long been the prevailing congres- 
sional intent is conclusively established by the legisla- 
tive background of the various transportation acts and 
by the langauge of the civil aeronautics act itself,” the 
board continued. ‘“‘We are convinced that a construction 
of this act which rigidly limits the participation of other 
forms of transportation in the air transport field is in 
harmony with the intent of Congress, and is necessary 
to attain a full and sound development of our national 
air transportation system. Congressional action clearly 
indicates a conclusion that the public interest requires 
that the various forms of transportation be kept dis- 
tinct, so that each can operate in its own sphere inde- 
pendently of the others.” 

Since the board was reversed by the Circuit Court 
of Appeals, it appears to have become more and more 
convinced that it was wrong in its initial construction 
of the law and has set about to do a fairly good job of 
arguing itself into that view. But the issue still re- 
mains, we think, as to what the intent of Congress 
really is. Those desiring to engage in air transport 
operations, whether air, rail, highway, or water car- 
riers, are entitled to have an unequivocal statement 
from Congress as to its policy. If other than air car- 
riers are to be excluded from the air transport field, 
Congress ought to say so in the law and not leave settle- 
ment of the issue to constructions of boards and courts. 


AVIATION SAFETY BILL 
Representative Bulwinkle, of North Carolina, chairman of 
the aviation subcommittee of the House committee on inter- 
state and foreign commerce, has introduced H. R. 5301, a bill 
to provide safety in aviation and to direct an investigation of 
the causes and characteristics of thunderstorms. 


AIR TRANSPORT NEEDS 


The Air Transport Association has sent a questionnaire to 
members to develop information as to the needs of the com- 
mercial airlines for equipment in the postwar period. The 
questionnaire includes inquiries as to prospective passenger and 
cargo traffic. 


AMERICAN AIRLINES MILITARY TRAFFIC 


American Airlines military operations under contract to 
the military air transport command totalled 1,629.211 flight 
miles in July, according to Hugh L. Smith, operations vice- 
president. The operations included the carrying of 5253 pas- 
sengers on 419 trans-Atlantic flights. More than a hundred 
five-man crews are engaged in the operations. Since the con- 
tract was entered into, American Airlines has flown 27,684,684 
for the air transport command and the total of its trans- 
Atlantic flights at the end of July was 3500. 
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Rail Vacation Settlement 


The six-man arbitration board in the vacation dispute 
between the railroads and. the Brotherhood of Locomotive 
Engineers and Brotherhood of Railroad Trainmen made its 
award late September 1 after nearly a week of deliberation. 
Under the award—to which the two railroad members dis- 
sented—the regularly assigned employes will receive as their 
vacation pay amounts equal to the pay earned by them in the 
seven consecutive days ending with the last work performed 
by them before the dates on which their vacations begin. 
Extra and furloughed employes will be paid similarly, with 
the further provision that their pay shall equal six basic 
days’ pay at the rate of their last service performed. The 
board was composed of Frank M. Swacker and Walter C. 
Clephane, public members; L. W. Horning and J. Y. McLean, 
representing the railroads, and Alvanley Johnston and W. P. 
eA for the two brotherhoods (see Traffic World, Sept. 

, Pp. : 

The question of computing the vacation pay of employes 
qualified for vacations was the only issue before the board. 
It had before it the determination of how President Roose- 
velt’s earlier arbitration award, and his later “clarification” 
statement, should be interpreted on that issue. The brother- 
hoods, at the arbitration hearing August 22 to 26, took the 
position that the President’s award provided for pay equal 
either to one fifty-second of the men’s annual wages, or seven 
basic days’ pay, or the amount the men would have earned 
if they had remained at work, whichever would be the 
highest. The railroads took the position that the man should 
be “made whole” under the terms of the pay settlement 
reached last May by the railroads and the other three opera- 
tion brotherhoods—the Switchmen’s Union of North America, 
the Order of Railway Conductors, and the Brotherhood of 
Locomotive Firemen and Enginemen. That arrangement pro- 
vided that men regularly assigned should be paid what they 
would have earned in the seven-day vacation period had they 
worked at their assignments, and that men not regularly 
assigned receive pay on the basis of their earnings in their last 
semi-monthly payroll period “preceding the starting date of 
vacation during which the period the employe involved 
worked on as many as ten calendar days, or earned pay 
equivalent to ten minimum basic days—such earnings to be 
divided by the calendar days in such payroll period and the 
result to be multiplied by seven.” 

Thus, the board’s award met the request of the railroads 
on the matter of pay for regularly assigned men but went 
beyond the railroads’ proposals in granting to extra men a 
minimum vacation pay equal to six basic days’ pay, though it 
did not award nearly as much either to regularly or irreg- 
ularly assigned employes as the brotherhoods sought. 


Tug Wages on Lakes 


The National War Labor Board has denied union wage 
and severance pay demands but has directed vacations, more 
liberal overtime and other conditions in deciding four disputes 
involving the Great Lakes Towing Company of Cleveland, O. 

Two American Federation of Labor unions—the Tug Fire- 
men, Linemen and Oilers Protective Association and the Li- 
censed Tugmen’s Protective Association—represent the 552 
employes involved. The company operates 54 towing tugs in 
ports at Cleveland, Conneaut, Ashtabula, Lorain, Huron, San- 
dusky and Fairport, O.; Chicago, Ill., Buffalo, N. Y.; Duluth, 
Minn.; Detroit, Mich.; Erie, Pa.; and Sault Ste. Marie. In a 
statement the board said: 


In a case involving the company and the tug firemen, linemen and 
oilers, the board, with labor members dissenting, adopted the recom- 
mendation of its War Shipping Panel that the union’s demand for an 
increase of $1 a day in the basic wage rates of the 200 employes 
involved be denied. A majority of the panel had recommended that 
the increase be denied on the basis that the existing wage scales are 
the highest paid to tugmen anywhere in the United States and that 
increases already received have exhausted the 15 per cent limit of the 
Little Steel formula. 

The board directed that time and one-half be paid for work done 
in excess of eight hours a day, with the hours worked computed from 
the starting time to the time of return to the starting dock. At present 
employes are paid for a fixed period at straight time for the time spent 
in awaiting transportation and in being transported from the tug to 
the dock. 

The board denied time and one-half pay for the sixth day and 
for holidays, but directed that provisions of the previous contract for 
a double day’s pay for work on the seventh day be continued, and 
that work done on the seventh day beyond the watch or shift is to be 
paid for at the rate of time and one-half times double time. Industry 
members dissented. 

The board denied the union’s demand that employes who are laid 
off except at the close of the season be given severance pay of one 
day’s pay for every 15 days worked. 

Those who have been in the employ of the company over six months 
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are to receive one day vacation for each 26 shifts worked in the year, 
but their total vacation time is not to exceed seven days, under terms 
of the board directive. There was no previous vacation plan. 

In a dispute between the company and the Licensed Tugmen’s Pro- 
tective Association, the board directed the same vacation plan and 
overtime provision and denied the demand for a weekly pay day. It 
involved 260 employes. 

In a third case, the board directed the company and Local 9 of 
the Tug Firemen and Local 3 of the Licensed Tugmen to continue nego- 
tiations on a guaranteed minimum pay during the lay-up or slack 
season. If no agreement is reached by November 15 the War Shipping 
Panel of the board will, at the request of either party, resume hearings. 
Thirty-two employes are involved. 

In the fourth case, a dispute between the company and both unions 
over overtime pay for work done on a day off, May 11, 1944, by 60 
employes, the board directed a double day’s pay for work done between 
2:30 p. m. and 10:30 p. m. on the day off and double time for the 
five and one-half hours worked between 10:30 p. m. and 6:30 a. m., 
making a total of 27 hours pay at the regular rate. 


R. R. RETIREMENT BOARD VACANCY 


Expiration of the term of Lee M. Eddy as a member of 
the Railroad Retirement Board, August 29, created a vacancy 


on the board. Mr. Eddy has represented the railroad employes 
on the board. 


0. D. T. Operation of Truck Lines 


Director Johnson, of the Office of Defense Transportation, 
has issued a consent to levy attachments against property of 
motor lines now or hereafter in the possession of the United 
States pursuant to the President’s executive order, and a sepa- 
rate consent with respect to Consolidated Freightways, Inc. 
Under the President’s executive order the O. D. T. took pos- 
session for operation of specified midwestern truck lines (see 
Traffic World, Aug. 19, p. 441). The executive order provided 
that no levy might be made against any of the property of the 
lines while in possession of the O. D. T. without prior written 
consent of the director. It was explained at the O. D. T. that 
the consent in the case of Consolidated Freightways was issued 
in order to enable that company to continue to do business 
with banks or others in connection with the financing of its 
operation. The text of the consent relating to the lines gen- 
erally follows: 


Pursuant to the provisions of paragraph 3 of Executive Order No. 
9462 (9 F. R. 10071), consent is hereby given to levy attachments by 
mesne process, garnishment, execution or otherwise, on or against 
any of the real or personal property or other assets, tangible or intangi- 
ble, which are now or which may hereafter be, in the possession of the 
United States pursuant to the provisions of said Executive Order No. 
9462 and the notice and order of the director of the Office of Defense 
Transportation issued August 11, 1944, entitled ‘‘Possession, Control 
and Operation of Motor Carriers,’’ when, and only when, such real 
or personal property or other assets, tangible or intangible, are or 
have been pledged as collateral under a financing arrangement approved, 
in writing, by the federal manager of Motor Carrier Transportation 
Systems and properties. 

This consent shall not be construed as limiting the provisions of 
any other consent to levy attachments on the property of a particular 
motor carrier which has heretofore been issued or which may be issued 
hereafter. 


The other consent follows: 


Pursuant to the provisions of paragraph 3 of Executive Order No. 
9462 (9 F. R. 10071), consent is hereby given to levy attachments by 
mesne process, garnishment, execution, or otherwise, on or against any 
of the real or personal property or other assets, tangible or intangible, 
of Consolidated Freightways, Inc., which are now, or which may here- 
after be, in the possession of the United States pursuant to the provi- 
sions of said Executive Order No. 9462 and the notice and order of the 
director of the Office of Defense Transportation issued August 11, 1944, 
entitled ‘‘Possession, Control and Operation of Motor Carriers.’’ 


PURCHASES OF USED TRUCKS 


Prospective purchasers of used trucks have been urged by 
the Office of Defense Transportation to make certain before 
acquiring the vehicles that their proposed operation meets all 
O. D. T. requirements. 

Since October 25, 1943, the O. D. T. said, persons who were 
not designated motor carriers as of that date, had been 
required to show that the operation of the truck was neces- 
Sary to the war effort or to the maintenance of civilian economy. 

Application for a Certificate of War Necessity must be 
made and the certificate granted before gasoline allotments 
were made, the O. D. T. said, or, in the case of a new service 
application for authority to inaugurate it must be made. These 
application blanks may be obtained at the applicant’s local 
O. D. T. district office. 

__ Critical shortages of trucks, tires and gasoline, the O. D. T. 
said, made it necessary that only those operations deemed nec- 
essary to the war effort and essential civilian economy be 
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approved, and authority to operate a truck should be ob- 
tained by a prospective purchaser before he actually bought it. 


SALE OF ARMY TRUCKS 


“A large number of trucks that have been used for trans- 
porting GI-Joe and his equipment at the various military bases 
throughout the country have been declared surplus by the 
army, but are once again in the spotlight helping to bring 
V-Day,” said the Treasury Department, September 6. 

Ernest L. Olrich, assistant to the Secretary of the Treas- 
ury, in charge of the Office of Surplus Property, said coopera- 
tion between his office and that of the War Food Administra- 
tion had resulted in sales of 7,000 trucks in the last few weeks 
to farmers and haulers of agricultural products in critical need 
of transportation facilities. Continuing, he said: 


A total of four million bushels of milo maize were saved in southern 
Texas at harvest time by ear-marking an allotment of these trucks for 
this section. These trucks also assisted in the movement of the wheat 
harvest in Texas. Transportation of limestone for soil conservation 
to farmers in Tennessee at a critical period was effected by the use 
of ‘‘surplus’’ trucks routed to this area especially for this purpose. 
A group of 250 trucks were rushed to North Carolina to move a large 
tobacco crop that might otherwise have perished. Another group of 
trucks scheduled for sale in another area were diverted to Charlottes- 
ville, Va., where they saved the peach crop in that vicinity. <A fleet 
of trucks accomplished a similar mission in North Georgia. 

Potato growers in Colorado had a dire need for trucks to assist 
in moving their crop. Treasury’s Office of Surplus Property diverted a 
number of trucks to that state to fill this need successfully. 


Tire Allocations 


Fourth-quarter tire allocations by the War Production 
Board were far below basic requirements on tires in sizes 
8.25 x 20 and up, said Director Johnson, of the Office of 
Defense Transportation, adding that, because of its decision to 
satisfy expanded military requirements, the W. P. B. had in- 
creased the heavy-duty tire allotments only slightly and had 
made a drastic cut in the smaller size truck tire allotments, 
in acting on an O. D. T. appeal from the civilian allocation 
deemed unsatisfactory by the O. D. T. 

“With many trucks and.busses down all over the country, 
the severe shortage of heavy-duty truck and bus tires for re- 
placement purposes will continue through the fourth quarter 
of 1944 and a spread of the shortage to the smaller size truck 
tires is in prospect,” the O. D. T. director said. 

He said that the deficit in smaller size tires would affect 
principally farm trucks and those used in making deliveries 
of milk, bakery goods, laundry, and in performing many other 
essential services, and continued: 


The allotments of tires for replacement purposes reflects drastic 
curtailment by O. D. T. in its assignment of tires for new vehicles. The 
number of tires actually assigned for original equipment on new 
vehicles in the fourth quarter is 206,056, which represents a 35.4 per 
cent decrease from the amount originally requested to meet the new 
vehicle program in full. 

Also, the volume of tires remaining for replacement purposes will 
permit rationing at the rate of only 96,832 tires in sizes 8.25x20 and 
larger per month. This leveel is but slightly more than one-half of the 
estimated requirements of 189,599 such tires needed to restore essen- 
tial motor services to the approximate volume actually supplied dur- 
ing the first six months of 1944. 

The 96,832 heavy-duty tires that can be made available through 
the rationing system each month during the fourth quarter fail by a 
substantial margin to satisfy replacement requirements of the services 
rated with top priorities 1 and 2 in the War Production Board and 
War Food Administration essentiality list . 

Reports received by the O. D. T. indicate that widespread curtail- 
ment of essential motor transportation services has already taken place 
because of the shortage of heavy duty tires. Trucks down include a 
considerable number which haul aviation gasoline to airfields, and al- 
though this service has been given the highest tire priority, tank truck 
operators frequently cannot obtain tires after they have secured 
certificates. 

With the present level of allotments for the fourth quarter, these 
breakdowns will occur more frequently and will become progressively 
more serious as the average condition of tires on running wheels de- 
teriorates, as all spares and fleet reserves are used up, and as the 
used-tire supply becomes further depleted. 


Director Johnson said that when the third-quarter short- 
age was encountered truck and bus operators had a reasonable 
volume of emergency reserves and spare tires, and that the 
average condition of tires on running wheels had not de- 
teriorated to an alarming degree. Now, he said, few operators 
had reserves, and that a great many had utilized all their 
spares to keep their vehicles in operation. 

“The precise amount of disruption in essential rubber- 
borne truck and bus services which will occur as a result of the 
fourth-quarter deficit cannot be predicted,” he said. “But I 
cannot too strongly emphasize that curtailment at a disturb- 
ing rate has already occurred in some of our most essential 
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services. Moreover, the curtailment and disruption in essen- 
tial services will be cumulative, since the average condition of 
tires in operation deteriorates rapidly when new tire supplies 
= = far below requirements and reserves have been de- 
pleted.” 


MOTOR CONSERVATION 


The Office of Defense Transportation has issued the follow- 
ing additional orders providing for coordinated operations of 
common carriers by motor vehicle between the points indicated: 
Supp. order O. D. T. 3, Rev. 298, Atlanta, Ga., and Birmingham, 
Ala.; supp. order O. D. T. 3, Rev. 299, betwteen points in eastern 
United States; supp. order O. D. T. 3, Rev. 300, between Atlanta 
and Newnan, Ga.; supp. order O. D. T. 3, Rev. 302, between 
points in Oklahoma; supp. order O. D. T. 3, Rev. 304, between 
Nashville, Tenn., and Louisville, Ky.; supp. order O. D. T. 3, 
Rev. 126, amendment 1, between Wichita, Kan., and Ponca City, 
Okla.; supp. order O. D. T. 3, Rev. 127, amendment 1, between 
Wichita, Kan., and El Dorado, Kan.; supp. order O. D. T. 3, Rev. 
134, amendment 1, between Frankfort and Louisville, Ky.; supp. 
order O. D. T. 3, Rev. 303, between points in California; supp. 
order O. D. T. 3, Rev. 305, between points in North Carolina; 
supp. order O. D. T. 3, Rev. 306, between points in Michigan; 
supp. order O. D. T. 3, Rev. 307, between Charlotte and States- 
ville, N. C.; supp. order O. D. T. 3, Rev. 308, between points in 
Kentucky and Tennessee; supp. order O. D. T. 3, Rev. 309, be- 
tween Little Rock and Fort Smith, Ark.; supp. order O. D. T. 
3, Rev. 310, between points in Arizona; supp. order O. D. T. 
6A-43, in Detroit, Mich., area; supp. order O. D. T. 6A-44, in 
Sioux City, Ia., area; supp. order O. D. T. 20A-172, in Junction 
City, Kan., area; supp. order O. D. T. 3, Rev. 239, amendment 
1, in Nebraska; and supp. order O. D. T. 3, Rev. 312, between 
Atlanta, Ga., and Greenville, S. C. 


W. P. B. Rubber Control 


J. A. Krug, acting chairman of the War Production Board, 
has announced that, following the recommendations of Col. 
Bradley Dewey, rubber director, the President issued a direc- 
tive abolishing the Office of Rubber Director and that a rubber 


bureau had been set up within W. P. B. with James F. Clark as 
director. 


Mr. Clark has been assistant deputy director of the Office 


of Rubber Director since October, 1943. In a statement the 
W. P. B. said: 


The new rubber bureau will function under the direction of the 
operations vice-chairman of W. P. B. to oversee industry problems 
and the administration of the rubber order. In so doing it will follow 
closely the routines and policies of the Office of Rubber Director and 
will, as in the past, act as an over-all claimant agency for the industry 
requirements of special materials as well as synthetic rubber. The 
operation of the synthetic rubber plants and the carrying out of re- 
search, development and testing will be in the hands of the Rubber 
Reserve Company under the direction of Secretary of Commerce Jesse 
Jones. 

Mr. Krug said further than L. D. Tompkins, former deputy rubber 
director, would act as a consultant to him and to Mr. Clark in con- 
nection with the operations of the rubber bureau, and that he had 
asked Colonel Dewey to head a committee which would serve from 
time to time upon request as advisors to him on any problems that 
may arise in connection with inter-agency relationships as well as 
technical problems pertaining to all phases of synthetic rubbers and 
their uses. 

Mr. Krug said this committee would be made up of Colonel Dewey, 
chairman; L. D. Tompkins, Dr. E. R. Gilliland, former assistant rubber 
director in charge of research and development, E. B. Babcock, former 
assistant rubber director in charge of product development and con- 
version, and Dr. C. C. Monrad, former assistant to Dr. Gilliland. 

Mr. Tompkins is a former vice-president of the United States 
Rubber Company. Dr. Gilliland is one of the leading chemical engineers 
of the country and on the faculty of Massachusetts Institute of Tech- 
nology. Dr. Monrad is in charge of chemical engineering at Carnegie 
Institute of Technology with a wide experience in the petroleum indus- 
try as a consultant. Mr. Babcock, who has from the start directed 
all problems incident to industry’s conversion from crude rubber to 
synthetics, was for years the chief chemist of the Firestone Tire and 
Rubber Company with a broad experience in not only the manufacture 
of rubber goods but also the manufacture of synthetic rubbers, as well 
as the development and operation of rubber plantations. 

Mr. Krug paid tribute to the important services to the war effort 
of Colonel Dewey, who became deputy rubber director on September 
29, 1942, and succeeded William M. Jeffers as director of the Office of 
the Rubber Director on September 15, 1943. 

Mr. Krug emphasized that with these men available for consulta- 
tion he expected that there would be no hiatus in operations incident 
to the rubber industry and that it would be possible for the new rubber 
bureau to place every emphasis upon the necessity of obtaining at once 
the maximum number of heavy duty tires so vital at this time to the 
whole war program. 

Mr. Clark, the new director, has been with the Office of Rubber 
Director since December, 1942. He became assistant deputy director 
in October, 1943. From 1925 to 1942, Mr. Clark was associated with 
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W. G. Clark and Co., jewelry manufacturers of North Attleboro, Mass., 
and its successor, the Clark Lighter Co. He was vice-president and 
director until 1935, when he became associated with Hemphill, Noyes 
and Co., investment bankers of: New York City. From April until 
November, 1942, he was with the Foreign Funds Control of the Trea- 
sury Department. 


The Shortage 


Col. Dewey, in retiring as rubber director, said he had 
made an up-to-the-minute survey covering the production of 
heavy duty truck and bus tires for the last two months—the 
category in which there had been a critical shortage. Contin- 
uing, he said: 


August production of heavy duty truck and bus tires was about 
10 per cent above schedule. There is every indication that the War 
Manpower Commission will be able to continue making labor available 
so that improvement in production may be expected. For the third 
quarter of 1944, total production should be at least 12 per cent in 
excess of the July 1 forecast. 

Additional equipment and facilities will be in place and ready to 
operate by the end of the third quarter, so that, if additional man- 
power continues to be made available, it is expected that all essential 
military and civilian truck and bus tires will be produced during the 
fourth quarter. 

Due to hot weather, passenger car tire production during July 
and August has been slightly below schedule but recent reports indi- 
cate an improvement in working hours. Summer production has been 
at the rate of 1,600,000 tires per month. There is every expectation 
that this production rate will improve, so that allocations to O. P. A, 
will be at a rate which will fully satisfy demands of all B and C card 
drivers during the cooler autumn and winter months. 

Manufacturers of other essential rubber products such as fuel cell 
sealing tanks, tank blocks, mechanical goods, footwear and hospital 
supplies, etc., have been able to produce at a rate which approximates 
essential requirements. 


“The shortage of heavy-duty tires of the type used by 
busses is much more critical now than at any time since the 
beginning of the war,” said Director Johnson, of the Office of 
Defense Transportation, in a statement urging the public to 
curtail bus travel over the Labor Day holiday. 

Scores of busses and trucks, said he, were standing idle be- 
cause they lacked tires. 


GASOLINE RATIONING 


Campaign managers of candidates for state or federal 
office may obtain special gasoline rations equivalent to “B” 
rations under an amendment to Ration Order 50 issued by the 
Office of Price Administration. Heretofore only paid campaign 
managers had been eligible for such rations since their travel 
was regarded as “occupational mileage,” said the O. P. A. 
Campaign managers to obtain the “B” rations must show that 
they are managers for “bona fide” candidates and that they 
cannot use any alternative means of transportation. 

Frank T. Corcoran, Chicago district manager, Office of 
Defense Transportation, has announced that his office will not 
process appeals for supplemental gasoline rations for truckers 
for the current quarter received at O. D. T. offices in the week 
beginning September 24. The decision not to process the ap- 
peals was taken after Office of Price Administration officials 
pointed out that, by the time the O. D- T. and O. P. A. could 
finish processing the appeals, the quarter would have ended. 
Many appeals have usually been received in the last week of 
previous quarterly periods. Mr. Corcoran said regular requests 
for supplemental rations not involving the third quarter would 
be handled in the usual manner at his office in the last week 
of this month. 


oO. D. T. MOTOR EXEMPTION 


The Office of Defense Transportation has issued amend- 
ment No. 2 to its exemption order O. D. T. 21-2A, by which 
certain classes of motor vehicles are exempted from the Cer- 
tificate of War Necessity requirements of general order O. D. T. 
21. Amendment No. 2, effective September 5, changes the 
exemption with respect to rental cars to read as follows: “Any 
rental car hired for a period of time in excess of 30 consecutive 
days.” Previously, the exemption applied to such rental cars 
as were “hired for a period of time in excess of thirty (30) 
consecutive days when the person from whom such rental car 
is hired does not furnish any motor fuel for its operation.” 





CHICAGO TRUCK TIRE ADVISORY COUNCIL 


A ten-man truck tire advisory council to the Office of Price 
Administration has been set up in the Chicago metropolitan 
area for the purpose of advising O. P. A. tire rationing officials 
on the validity of the needs of various truck lines for new tires. 
The first regular weekly meeting of the group with Ear! S$. 
Dunne, mileage director for the district office of O. P. A., Frank 
Purse, district director of the Commission’s bureau of motor 
carriers, and officials of the Office of Defense Transportation 
was held September 7. Discussion was held of the needs of 
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various truck lines who had submitted applications for authori- 
zation to acquire new tires. The council intends to meet weekly 
for about two months, in which period the tire shortage is ex- 
pected to be most critical. O. D. T. estimates indicate that well 
over 200 truck units in the metropolitan area are at present 
laid up for lack of tires. 

Members of the advisory council are: 


Ben Leventhal, president, and Richard B. Thornton, manager, Cen- 
tral Motor Freight Association; A. P. Nelson, president, and W. S. 
McCarron, general manager, Illinois Motor Truck Operators’ Associa- 
tion; Arthur Sorenson, president, Suburban Motor Carriers Association; 
Floyd Ertsman, executive secretary, Motor Truck Owners’ Association; 
Cecil Davis and N. A. Sprout, private motor truck operators; Norvall 
Trimborn, local carter, and C. J. Holland, Coal Merchants’ Association; 
Earl Girard, manager, Suburban Motor Carriers’ Association. 


MOTOR PRIVATE CARRIER COMMITTEES 


Appointment of private carrier advisory committees in 31 
cities in the Office of Defense Transportation’s nine regions 
throughout the country has been announced by A. Henry 
Walter, chief of the private carrier section of the O. D. T.’s 
Highway Transport Department.’ 

Establishment of the committees, Mr. Walter said, was 
designed to aid both O. D. T. and the operators in their mu- 
tual efforts to achieve further conservation and to promote 
more efficient utilization of equipment, tires, fuel and manpower 
in the private carrier field. 

Mr. Walter said each O. D. T. district manager in the 31 
cities was being furnished with the names of the men ap- 
pointed to the committee in his district. The district manager 
will contact the appointees and arrange for the first meeting 
of the group. 

The advisory committee, he said, would advise and co- 
operate with the district manager on any problems of trans- 
portation affecting the private carriers. 

Cities in which committees have been appointed and the 
number of members follow: 


Region 1—New York, New York, 7; Boston, 
Newark, New Jersey, 7; Buffalo, New York, 5. 

Region 2—Pittsburgh, Pennsylvania, 5; Philadelphia, Pennsylvania, 
7; Baltimore, Maryland, 5; Harrisburg, Pennsylvania, 5; Washington, 
D:. C., &; 

Region 3—Memphis, Tennessee, 5; Atlanta, Georgia, 5; Birming- 
ham, Alabama, 5; Columbia, South Carolina, 5. 

Region 4—Cleveland, Ohio, 7; Detroit, Michigan, 7; Toledo, Ohio, 5. 

Region 5—Chicago, Illinois, 7; Indianapolis, Indiana, 5; Milwaukee, 
Wisconsin, 5. 

Region 6—St. Louis, Missouri, 7; Omaha, Nebraska, 5; Kansas 
City, Missouri, 5. 

Region 7—Dallas, Texas, 5; San Antonio, Texas, 5; Houston, Tex- 
as, 5. 

Region 8—Denver, Colorado, 5. 

Region 9—Los Angeles, California, 7; San Francisco, California, 7; 
Seattle, Washington, 5; Sacramento, California, 5; Portland, Oregon, 5. 


Massachusetts, 7; 


Oo. D. T. APPEAL DECISIONS 


In O. D. T. appeal decision No. 30, Director Johnson, of the 
Office of Defense Transportation, affirmed the decision of the 
regional director of the O. D. T.’s highway transport depart- 
ment, region 3, affirming the action of the district manager of 
the O. D. T. district office at Winston-Salem, N. C., in denying 
a special permit to T. W. Price, Jr., to operate two taxicabs 
in Leaksville, N. C. The director said the territory in and 
around Leaksville was served by 32 taxicabs, an average of 
one cab for every 215 inhabitants, which, he said, was far 
in excess of the usual ratio. Illness of Mr. Price, by reason 
of which, the decision said, he had sold his taxicabs February 1, 
was no sound basis for an increase in the number of taxicabs 
In service in that area, to permit him to resume operations. 
It pointed out that the taxicabs Mr. Price had sold were still 
in operation in the area. 

By O. D. T. appeal decision No. 29, Director Johnson, of 
the Office of Defense Transportation, has overruled a decision 
of the regional director of the division of local transport of 

. D. T., region 2, affirming the action of the district manager 
of the division of motor transport at Washington, D. C., re- 
ducing the gasoline allotment of Byrone Ellice Copeland, of 
Washington, from 1,125 gallons of gasoline a calendar quarter 
to 460 gallons. The director said the action had been taken on 
the ground that the operator had exceeded the 25-mile maxi- 
mum trip allowed him under general order O. D. T. 20-A. The 
director pointed out that general order O. D. T. 20-A applied to 
taxicabs, defined in that order as a vehicle with a seating ca- 
Pacity of less than 10 passengers, including the driver, among 
other things. He said the operator’s vehicle seated 11 persons, 
Including the driver, and, therefore, did not come within the 
Provisions of general order O. D. T. 20-A. 

Effective with the date of the decision, August 31, and for 
the remainder of the third quarter of 1944, the director ordered 
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the operator’s allotment of motor fuel to be prorated on the 
basis of 1,125 gallons a quarter. He also called attention to the 
fact that the operator’s vehicle came within the definition of a 
bus, as contained in general order O. D. T. 10A, and that he 
would be expected to conduct his future operations in accord- 
ance with the provisions of that order. Referring to the oper- 
ator’s business, of transporting principally military personnel 
on leave from military camps located in Virginia, the director 
called the operator’s attention to the provisions of general 
order O. D. T. 10A, paragraph (a), section 501.40, providing 
that the prohibition against any person engaging in “other 
special services” should not apply to the transportation of 
military or naval personnel if such transportation was furnished 
on written request of the commanding officer of such personnel, 
where such transportation could not readily be performed by 


existing carriers operating over regular routes between fixed 
termini. 


Labor Day Holiday Travel 


The Traffic World Washington Bureau 


Despite several appeals made by Director Johnson, of the 
Office of Defense Transportation, for curtailment of civilian 
travel, not connected with the war effort, over the Labor Day 
holiday, the volume of train travel for that period was, for the 
country as a whole, greater than for the corresponding period 
last year, according to reports received by the Office of Defense 
Transportation and by the car service division of the Associa- 
tion of American Railroads. 

Asked to comment on the Labor Day travel in spite of his 
warnings, Director Johnson said, September 7, that he was 
“very much pleased with the over-all response” to his pleas 
that civilians refrain from travel over the Labor Day weekend. 
He said that, although reports to the O. D. T. showed that 
travel for that period had been “just slightly above last year,” 
the increase had been so much less than had been anticipated 
that “perhaps we will never have to ration travel.” He added 
that this was still a little uncertain, since Christmas holiday 
travel always presented a special problem. He said that, un- 
doubtedly, the greater proportion of the increased travel over 
the Labor Day weekend was due to military travel, and that, 
while this could not be known with certainty, the slight in- 
crease experienced might mean that there had been no increase 
in civilian travel. 

In some instances, according to reports received at the 
A. A. R. car service division, travel over the Labor Day holiday 
exceeded that of the Fourth of July holiday period this year. 
The reports, it was said, showed “spotty” conditions—that is, 
that the volume of traffic varied in different parts of the coun- 
try and that the increase was not as great in some sections as 
it was in others. 


At the Washington, D. C., terminal it was stated that there 
was a large volume of travel beginning Thursday, August 31. 
Saturday, September 2, was the third largest day in the history 
of the terminal, that estimate being based on the number of 
cars and engines handled in the terminal. The total September 
2 was 4,205. This compared with 4,220 on a day in August, 1942, 
when troop movements were heavy, and with 4,385 on a day 
in 1927 when the Holy Name Society met in Washington. Offi- 
cials said, however, that in the Labor Day holiday period this 
year the travel was fairly even throughout the period and that 
there was no “heavy peak.” It was estimated that the total 
volume of traffic in the period was about 5 per cent above that 
of the same holiday period last year. 


Officials at the terminal estimate that approximately 60 
per cent of the travel in and out of that terminal is composed 
of travel by members of the armed forces on leave or furlough. 
It is estimated that in the war period there are approximately 
140,000 persons passing through the terminal each day except 
Friday and Saturday when the estimate is 160,000 a day. 


Reports from the east to the car service division of the 
A. A. R. indicated that two of the large systems had a slight 
Increase in passenger business as compared with last year but 
the point was made that the travel was more evenly distributed 
over a four-or-five day period than it had been in previous holi- 
day periods. Travel to the Jersey seashore showed an increase 
over last year. The eastern lines from which reports were re- 
ceived said they were able to handle the business, it was stated. 

Reports from Chicago indicated increases in travel on 
several roads of from 1.6 to 10 per cent as compared with the 
same period last year. Reports from St. Louis, Mo., were that 
the travel there was slightly in excess of the “normal weekend” 
travel. Reports from the south indicated that travel was slightly 
in excess of that of last year, it was stated. 
; Reports reaching the O. D. T. from railroads, it was said, 
indicated that travel had been more evenly distributed over the 
four days, Saturday to Tuesday, than had been true in pre- 
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vious years. It was also said at the O. D. T. that there had been 
some cases of people left behind on station platforms because 
they could not get seats, and that this appeared to have oc- 
curred more frequently in the southeast and in the west than 
elsewhere. 


Permit Simplification 


The Office of Defense Transportation has issued orders 
simplifying permit requirements in connection with certain 
classes of export freight, effective September 12. O. D. T. Gen- 
eral Order 16 B (superseding General Order 16 A) freed from 
O. D. T. unit permit requirements shipments by motor truck 
or water to ports for export and shipments of less than 20,000 
pounds, and also relieved rail carriers from making reports 
formerly prescribed, said the O. D. T. It said that O. D. T. 
Administrative Order 17 A (superseding Administrative Order 
17) called for administrative changes conforming with General 
Order 16 A, and substituted the Association of American Rail- 
roads for the War Shipping Administration as the delegated 
authority for the issuance of O. D. T. unit permits for shipment 
of commercial export freight. 

The O. D. T. also issued O. D. T. General Permit 16 B-1, effec- 
tive September 12, eliminating permit requirements for carload 
coal shipments to a port area if not earmarked for export, 
although it said a permit would be required for transfer of 
such shipments to an ocean vessel for export. The O. D. T. 
said the permit applied similarly to carload shipments of bulk 
lard to Harvey, La. 


T. P. & W. NOTES 


George P. McNear, Jr., president of the Toledo, Peoria and 
Western, has received from H. H. Best, general manager of 
the railroad for the Office of Defense Transportation, train 
sheets covering operations for October, 1941. These were in 
addition to those for June and July, 1942, requested and re- 
ceived earlier. Mr. McNear asked Director Johnson of the 
O. D. T. for the train sheets for use in preparing exceptions 
to the examiner’s proposed report recommending denial of his 
petition for permission to issue $100,000 in 3 per cent notes 
to provide working capital for his corporation (see Traffic 
World, August 26, p. 503). 


REFRIGERATOR CAR DEMURRAGE 


Director Johnson, of the Office of Defense Transportation, 
September 5, announced that the Commission’s service order 
No. 180, penalizing the holding of unloaded railroad refrigerator 
cars (see Traffic World, Feb. 12, p. 407), would again become 
effective on September 9. The O. D. T. announcement referred 
to Mr. Johnson as “Interstate Commerce Commissioner and di- 
rector of the Office of Defense Transportation.” As a member 
of division 3 of the Commission Mr. Johnson has jurisdiction 
over the Commission’s service bureau which administers service 
orders. 

The announcement said that the heavy demurrage charges 
provided by the service order—$2.20 for the first two days, 
$5.50 for the third day, $11 for the fourth day, $22 for the fifth 
day, and $44 for each succeeding day on refrigerator cars loaded 
with any commodity and not unloaded within 48 hours’ free time 
—were intended to make any holding of refrigerator cars for 
storage beyond five days too costly to be profitable. It added 
that the service order was originally issued because delays in 
unloading such cars were seriously affecting the available sup- 
ply. The order was originally effective February 11, was sus- 
pended to February 16, was effective from February 16 to April 
6, and then suspended until August 5 at which time the suspen- 
sion was continued to September 9. 


“Heavy seasonal movements of perishable freight at this 
time combine with the shortage of ice to constitute an emer- 
gency requiring the maximum use of all railroad refrigerator 
cars, in the opinion of the National Refrigerator Advisory Com- 
mittee, consisting of representatives of railroads, shippers, re- 
frigerator car owners, and the O. D. T.,” said the announce- 
ment. “The I. C. C. has accepted the committee’s recommenda- 
tion that the existing suspension of I. C. C. service order No. 
180 be terminated on September 9. The order, therefore, be- 
comes effective again on September 9 without further notice.” 

It was pointed out at the Commission that, as amendment 
No. 5 to service order No. 180 “further suspended” the order as 
suspended and amended until September 9, the order would go 
into effect automatically on that date, without further action 
by the Commission. 


ATLANTIC STATES SHIPPERS’ BOARD 


The Atlantic States Shippers’ Advisory Board will hold its 
fall meeting at the Hotel Commodore, New York, October 4 
and 5. The board and the Traffic Club of New York will hold 
a joint luncheon at the same hotel, October 5. 





TRAFFIC WORLD 


Revenue Freight Loading 


Revenue freight loading the week ended September 2 to- 
taled 898,450 cars, according to the Association of American 
Railroads. This was 8/10 of one per cent under the preceding 
week, 3/10 of one per cent under the corresponding week last 
year, and 1.2 per cent above the corresponding week of 1942. 
Loading by groups of commodities was reported as follows: 
Grain and grain products, 47,862; live stock, 16,840; coal, 
174,883; coke, 13,851; forest products, 47,427; ore, 76,219; mer- 
chandise, 1. c. 1., 109,420; miscellaneous, 411,948. 








Truck Freight Leading 


“Motor freight carriers in July experienced a decrease of 
6.1 per cent from June in volume of freight loaded, and the 
decline carried volume to a level 5.7 per cent under that for 
July, 1943,” said the American Trucking Associations on the 
basis of comparable data received from 310 carriers in 45 states. 
The reporting carriers transported an aggregate of 1,898,025 
tons of freight in July, compared with 2,037,796 in June and 
2,043,254 in July, 1943. 

As a result of the decreased volume, the A. T. A. index 
of loadings, based on the average monthly tonnage of the re- 
porting carriers for 1938-40 as representing 100, figured out at 
174.20. The June index was calculated at 178.36, said the 
A. T. A., addding: 


Carriers of general freight, accounting for 80 per cent of all ton- 
nage transported, suffered a loadings decrease in July of 6.9 per cent 
from June. Their volume was 7.1 per cent smaller than in July of 
last year. 

Tonnage of petroleum transporters eased 0.2 per cent from June 
but continued to reflect heavy demand for petroleum products with 
a gain of 5.7 per cent over July, 1943. Such haulers represented about 
14 per cent of the total tonnage reported. 

Motor carriers of iron and steel products, hauling about 3 per cent 
of the aggregate tonnage, reported a July decline of 7.2 per cent in 
comparison with loadings for the preceding month, but managed to 
show a 3.8 per cent increase over the corresponding month of 1943. 

Steep tonnage declines occurred in the operations of carriers of 
miscellaneous commodities such as tobacco, milk, textile products, coke, 
bricks, building materials, cement and household goods. Such trans- 
porters, accounting for roughly 3 per cent of the total tonnage, turned 
in a decrease for July of 9.9 per cent from June and a decline of 21.9 
per cent from July, 1943. 

July tonnage of carriers reporting from the Eastern District repre- 
sented a decrease of 6.7 per cent from June and a recession of 6.2 
per cent from July of last year. 

Carriers in the Southern Region reported decreases of 5.3 per cent 
from June and 12.0 per cent from July, 1943. 

Tonnage reported from the Western District revealed decreases of 
5.0 per cent from June and 1.7 per cent from July, 1943. 


CAR UNLOADING ORDER 


The Commission, division 3, has issued service order No. 
228, effective September 1, requiring the Union Pacific Railroad 
Co., its agents or employes to unload ‘forthwith’ car PFE 
20892, containing beer, at Los Angeles, Calif., consigned to 
order of shipper, Manhattan Distributors, Inc., notify Merchants 
Wholesale Liquor Co. The Commission said in the order that 
it appeared that the car had been on hand for an unreasonable 
time and that the delay in unloading was impeding its use. 


CONTROL OF EXPORTS AND IMPORTS 


Discontinuance on October 1 of the program license pro- 
cedure set up by it to control commercial exports, to the 
extent it affects exports to various countries and areas desig- 
nated by it, has been announced by the Foreign Economic Ad- 
ministration. Cessation of that license procedure would apply, 
the F. E. A. said, with respect to exports to the following areas: 

United Kingdom, Australia, Union of South Africa, New 
Zealand, India, Newfoundland, and most other British Empire 
areas; the Soviet Union; the Belgian Congo; French possessions 
such as French Oceania, Madagascar and Reunion, French 
Cameroons, French Equatorial Africa, French West Indies, and 
French Guiana; Surinam and the Netherlands West Indies; the 
Middle East, and Greenland. 

On and after October 1 it would no longer be necessary 
for exporters to obtain release certificates from foreign pur- 
chasing missions, and after that date it would be necessary 
only to file individual export license applications, for all com- 
modities destined to those areas previously under program Ii- 
censing, directly with the F. E. A., it was announced. The 
F, E. A. said that exporters would file their applications on 
form 419 for all exports to all areas and that it would issue 
all export licenses for these commodities direct to applicants. 
Continuing, it said, in part: 


The elimination of program licensing is another step by the Foreign 
Economic Administration towards the easing and simplifying of wartime 
foreign trade regulations whenever war conditions warrant. On July 1 
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the Foreign Economic Administration removed all commodities from 
the decentralization procedure governing exports to most Latin Amer- 


ican countries. This relieved exporters of the necessity of obtaining 
import recommendations from these countries. 

In order to facilitate the change-over from the old to the new 
procedure, there will be a transition period, which will extend from 
September 23 to October 1. Exporters have been notified in current 
export bulletin No. 188, which was mailed to them last night, that appli- 
cations for release certificates should not be submitted so as to reach 
either the foreign purchasing missions or the Foreign Economic Ad- 
ministration during this period, except for those covering lumber and 
lumber products, which should be prepared on F. E. A. Form 419 and 
submitted to the Foreign Economic Administration in accordance with 
the new procedures outlined in the bulletin. 


The Foreign Economic Administration has issued its cur- 
rent export bulletin No. 189, dealing with export regulations 
on shipments to Sweden, Portugal, and Portuguese Possessions, 
and Switzerland, to Mexico, licenses for radio receiving tubes 
and pickled or salted pork products. 


PIPE LINE STATISTICS 


Large oil pipe line companies—carriers having annual oper- 
ating revenues of more than $500,000—reported transportation 
revenues totaling $72,292,822 for the second quarter of 1944, 
an increase of 14 per cent over the corresponding 1943 period, 
when they reported revenues of $63,423,380, according to a com- 
pilation by the Commission’s Bureau of Transport Economics 
and Statistics of transportation revenue and traffic of the com- 
panies, statement Q-600. Oil originated on line and received 
from connections totaled 550,368,404 barrels for the 1944 quar- 
ter, aS compared with 460,472,018 for the like 1943 quarter. 


Petroleum Transportation 


Tank car shipments of crude oil and petroleum products 
into the Atlantic seaboard area in the week ended August 26 
averaged 593,425 barrels a day, as against 617,587 barrels a day 
in the preceding week, the Petroleum Administration for War 
announced. It said that the “Big Inch” (24-inch) pipeline and 
the “Little Big Inch” (20-inch) pipeline pumped, respectively, 
321,665 barrels a day and 206,371 barrels a day in the week 
ended August 26, as against averages, respectively, of 306,900 
and 178,321 barrels a day in the preceding week. 

“Although refineries are turning out products in larger 
quantities than ever before, the unprecedented military de- 
mands have limited:the quantity of gasoline available for 
civilians,” said Deputy Petroleum Administrator Davies. “An 
example of this can be found in the all-purpose military gaso- 
line that fuels the army’s motorized campaign. Manufacture 
of three barrels of this all-purposé gasoline results in the loss 
to civilians of four barrels of motor gasoline. Another illustra- 
tion is the refining of 100-octane aviation gasoline, the output 
of which has been increased more than 1,000 per cent since 
Pearl Harbor. The manufacture of three barrels of 100-octane 
gasoline results in the loss to civilians of five barrels of motor 
gasoline,” 

Demands: by United States civilian consumers of gasoline 
now represented 80 per cent of the United Nation’s civilian de- 
mand for that product, Deputy Petroleum Administrator Ralph 
K. Davies announced September 7. 

“Civilian passenger cars, trucks, busses, taxis, and farm 
tractors and other non-highway equipment in the United States 
are allocated approximately 1,250,000 barrels of gasoline daily 
for the third quarter of 1944,” Mr. Davies said. “The rest of 
the world, excluding the Axis, consumes only about 250,000 
barrels daily for the same uses. 

“Wartime demands of United States passenger car drivers 
at refineries and terminals are only about 44 per cent as much 
as they consumed in 1941. The quantity certified to farmers 
and other non-highway users has increased 50 per cent since 
1941. Farmers are using more gasoline because of the in- 
creased acreage under cultivation and, also, because motorized 
equipment must be used more frequently since there is a short- 
age of manpower. Trucks, busses, and taxis demand 17 per 
cent more gasoline than in 1941 because of increased use of 
these facilities during wartime. 

“We are nearing the end of peak seasonal civilian gasoline 
demands, and the heavy drains on the nation’s stockpile of 
Civilian grade gasoline made during this peak season will leave 
Stocks in a very tight position. It is estimated that the nation’s 
Stockpile of civilian gasoline may, before the end of the season, 
roo the low level of 37,500,000 barrels recorded in November, 


“From August 1 to August 26, stocks of civilian grade mo- 
tor gasoline held at refineries and terminals in the United 


a decreased 2,302,000 barrels. Total civilian stocks as of 


ba 


gust 26 were 41,864,000 barrels, as compared with 41,979,000 
rrels during the previous week.” 


The “Big Inch” (24-inch) pipeline pumped an average of 
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326,326 barrels of crude oil daily to the east coast in the week 
ended September 2, compared with an average of 321,665 bar- 
rels daily for the previous week. 

The “Little Big Inch” (20-inch) pipeline pumped an aver- 
age of 226,936 barrels of refined products daily to the New 
York-Philadelphia area for the week ended September 2, com- 
pared with 206,371 barrels daily for the previous week. The 
increased pumping rate is attributed to the handling of lighter 
products. 

Tank car shipments of crude oil and petroleum products 
into the Atlantic seaboard in the week ended September 2 
averaged 564,436 barrels daily, compared with 593,425 barrels 
daily in the previous week. 

East coast stocks of civilian grade motor gasoline totaled 
7,365,000 barrels on August 26, compared with 7,288,000 barrels 
during the previous week. 


CAR UNLOADING ORDERS 


By service order No. 230, the Commission, division 3, has 
ordered the Pennsylvania to unload car C. & A. 17831, containing 
empty used beverage bottles, on hand at Chicago, IIll., consigned 
to E. Marks & Co. 

By service order No. 231, the Commission, division 3, has 
ordered the International-Great Northern Railroad Co. (Guy A. 
Thompson, trustee), to unload forthwith 24 cars, containing cork 
waste, on hand at Laredo, Tex., shipped from Girard Point Sta- 
tion, Philadelphia, Pa., “in bond” by F. B. Vandergrift & Co., 
consigned to Jose A. Montmayer e Hijos, Laredo. 

The orders said that the cars had been on hand for an un- 
reasonable length of time and that delay in unloading them was 
impeding their use. 


ICING RESTRICTIONS IN CANADA 

Icing of beer, ale and porter in: rail refrigerator cars in 
Canada has been prohibited and certain other restrictions on 
the icing of perishable goods in transit have been imposed, ac- 
cording to the U. S. Department of Commerce. The department 
said that cars from the United States transporting fruits or 
vegetables in Canada might be reiced only to the half-stage icing 
capacity, and added that the shortage of ice was attributed to 
“the heavy movement of refrigerated cars transporting perish- 
able foodstuffs to ports.” 


REICING POTATO ORDER 

Effective September 6, the Commission, division 3, has 
issued amendment No. 5 to service order No. 200, as amended, 
which provided that, after the first or initial icing, no common 
carrier by railroad should permit reicing, or a subsequent icing 
after the. first or initial icing, of a refrigerator car or cars loaded 
with potatoes (see Traffic World, April 29, p. 1194). The instant 
amendment substitutes the following paragraph in lieu of para- 
graph (a) (2) of Sec. 95.337 of the original order as amended: 








(a) (2) Cars of potatoes originating in certain states not to be 
initially iced or reiced. No common carrier by railroad subject to the 
interstate commerce act shall initially ice or reice any refrigerator car 
or cars loaded with potatoes originating in the states of North Caro- 
lina, Virginia, West Virginia, Maryland, Pennsylvania, Delaware, New 
Jersey or New York (Long Island only); or any refrigerator car or 
cars loaded with potatoes originating at any point on the Northern 
Pacific Railway Co. or the Union Pacific Railroad Co. located in the 
state of Washington when consigned to any destination located in the 
states of Oregon or Washington. 


PACKING HOUSE SERVICE ORDER 

The Commission, division 3, has issued amendment No. 5 
to service order No. 184, which required shippers to furnish a 
bill of lading to the originating carrier’s agent at point of origin, 
or a written assurance that such bill of lading would be fur- 
nished within forty-eight hours, before the carrier furnished 
freight cars to be loaded with fresh, frozen or salted meats, 
packing house products or by-products. Amendment No. 5, ef- 
fective September 9, postpones the effective date of the order 
from September 9 to November 9. 

The original effective date of the order, March 16, has been 
successively postponed by amendments to the service order. At 
the Commission it was said that the cooperation of shippers 
made possible postponement of the effectiveness of the order. 


COAL LOADING RESTRICTION ORDER 

The Reading Co. has been directed by the Commission, divi- 
sion 3, in service order No. 229, effective September 6, not to 
furnish, supply or place coal cars at the mine of the Phoenix 
Coal Co., Llewellyn, Pa., for chestnut, pea, buckwheat and rice 
anthracite coal loading. The order contained the following ex- 
planation of the circumstances resulting in its issuance: 

By petition dated August 29, 1944, from the Assistant Deputy Solid 
Fuels Administrator, Solid Fuels Administration for War, to the direc- 
tor, Office of Defense Transportation, the assistant deputy recited that 
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on July 24, 1944, the Solid Fuels Administration for War wrote the 
Phoenix Coal Co. ... prohibiting ‘‘shipments of chestnut, pea, buck- 
wheat and rice anthracite with an ash content exceeding that prescribed 
in S. F. A. W. regulation No. 9... produced at (the) Phoenix breaker 
. .. On and after six days from the date of ... (that) letter... .’’; 
the S. F. A. W. advises further that directions will be issued to 
retail dealers prohibiting their receipt of coal from this mine with 
an ash content in excess of that prescribed in such regulation; this 
action will result in detention of cars at destination for unloading 
or other disposition and is a waste of cars and transportation; S. F. 
A. W. requests the director of the O. D. T. and the director of that 
office has requested this Commission to prohibit the furnishing, sup- 
plying or placing of coal cars at the mine of the Phoenix Coal Co... .; 
in the opinion of the Commission an emergency exists requiring imme- 
diate action. 


W. P. B. MATERIALS CONTROL 


J. A. Krug, acting chairman of the War Production Board, 
has announced a program to be made effective “when Germany 
is defeated,” under which almost all controls will be removed 
over materials “except those that are absolutely necessary to 
assure the reduced measure of war production necessary to 
beat Japan.” 

As to transportation and other needs, Chairman Krug said: 


After Germany’s collapse no programming of civilian production 
will be necessary. The information which the War Production Board 
has on the available supplies of materials, components, facilities, and 
manpower indicates that maximum civilian output can be achieved 
without detailed priorities regulation from Washington. The War 
Production Board will retain its Industry Divisions and its Industry 
Division Requirements Committees whose job will be to make certain 
that no one is permitted to procure an unreasonable amount of any 
material or product, that needed materials and components are made 
available to top essential civilian activities such as_ transportation, 
utilities, and fuel, and that small business is given an equal opportunity 
to secure materials and supplies. 


RAIL PASSENGER STATISTICS 


Passenger revenues (other than commutation) of Class I 
steam railways, exclusive of switching and terminal companies, 
totaled $91,870,522 in coaches and $53,387,574 in parlor and 
sleeping cars for May, 1944, as against $80,404,032 and $48,519,- 
392, respectively, for May, 1943, increases of 14.3 and 10 per 
cent, according to a compilation by the Commission’s Bureau 
of Transport Economics and Statistics of passenger traffic 
statistics, other than commutation, statement M-250. 

For the five months ended with May, 1944, passenger rev- 
enues (other than commutation) amounted to $423,374,230 in 
coaches and $273,845,112 in parlor and sleeping cars, as com- 
pared with $349,887,724 and $228,678,515, respectively, for the 
like period of 1943, increases of 21 and 19.8 per cent. 

Revenue passengers carried for May, 1944, totaled 44,008,- 
985 in coaches and 5,343,613 in parlor and sleeping cars, as 
against 41,428,953 and 4,873,155, respectively, for May, 1943. 
For the five months ended with May, 1944, revenue passengers 
carried totaled 205,786,353 in coaches and 27,228,900 in parlor 
and sleeping cars, as compared with 188,091,347 and 23,167,739, 
respectively, for the like 1943 period. 


W. P. B. TRACK MATERIAL ORDER 


The War Production Board has directed all railroad oper- 
ators, except transit company operators, to reduce their pur- 
chase orders for track materials for the first half of 1945. 

In issuing Direction 4 to Order P-142, which controls rail- 
road maintenance requirements, W. P. B. instructed operators 
to reduce their orders for the first quarter of 1945 by 25 per 
cent and for the second quarter by 18 per cent. 

Officials explained that these reductions had been made 
imperative because military requirements for overseas ship- 
ments of track materials, such as frogs and switches, had in- 
creased. 

W. P. B. advised the operators that 1945 orders for track 
materials, even if already placed with suppliers, must be re- 
duced immediately to conform to the W. P. B. action. 


FIBER CONTAINERS 


Permission to manufacture certain kinds of solid fiber con- 
tainers in addition to “V” boxes without specific War Production 
Board authorization was provided in an amendment to Direction 
2 to W. P. B. Order M-290 issued September 6, W. P. B.’s 
paperboard division announced, adding: 


Previously the direction forbade the use of solid fiber container 
production equipment for purposes other than the manufacture of ‘‘V’’ 
boxes without specific W. P. B. authorization. 

Schedule A, now a part of the direction, lists the types of contain- 
ers, besides ‘‘V’’ boxes, that may be made of solid fiber, with ‘‘W’’ 
boxes on the same level as ‘‘V’’ boxes. 

“‘v"" boxes are water-resistant solid or corrugated fiber shipping 
containers used extensively for shipping military supplies and materials 
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overseas. ‘‘W’’ boxes are lighter weight boxes made of corrugated 
fiber board. 


Schedule A also includes interior boxes and parts when sold to 
be packed for the military services in accordance with army and navy 
specifications; solid fiber board sheets to be made into fiber drums; 
freezer boxes for packing butter, meat and fish, and solid fiber con- 
tainers for packing military explosives, nitromon, TNT and dynamite. 

The amend order also requires certification in order to qualify as 
preferred orders, except for ‘‘V’’ and ‘‘W’”’ box orders. All orders 
for domestic solid fiber freezer boxes specifying delivery before Novem- 
ber 1, placed pursuant to individual directives, must be filled in accord- 
ance with such directives. Other orders must comply with the direc. 
tions as amended. 


GREAT LAKES ADVISORY BOARD 


The fall meeting of the Great Lakes Regional Advisory 
Board, which will be held at the Carter Hotel, Cleveland, 0. 
September 27, will be dedicated to the railroads serving Cleve. 
land and their presidents. The railroad presidents will be 
guests at a luncheon, sponsored jointly by the board, the Traffic 
Club of Cleveland and the Cleveland Chamber of Commerce. 
Speakers will be Gustav Metzman, president, New York Cen- 
tral, on “Cleveland and Its Railroads’; R. E. Woodruff, presi- 
dent of the Erie Railroad, on “Prospective Legislation,” and 
R. B. White, president of the Baltimore and Ohio, on “Rail- 
roads and Postwar.” Samuel W. Emerson, president, Cleveland 
Chamber of Commerce, will be toastmaster, Mayor J. C. 
Lauche, of Cleveland, will give an address of welcome. In 
addition to the speakers, the guests will include R. W. Brown, 
president, Reading System; J. W. Davin, president, Nickel 
Plate; C. E. Newton, president, Chesapeake and Ohio; F. A. 
Gideon, president, Newburgh and South Shore; R. J. Bowman, 
president of the Pere Marquette, and a number of additional 
railroad executives and heads of railroad labor organizations. 

At the business session, at which F. J. Armstrong, presi- 
dent of the board, will preside, Mr. Brown will speak on 
“Railroad Labor,” and W. C. Kendall, chairman, car service 
division, Association of American Railroads, on “Our Railroads; 
Current Performance and Outlook.” The business of the meet- 
ing will include forecasts of carloadings in the board area in 
the third quarter of 1944, reports of standing and special com- 
mittees, and the appointment of a nominating committee to select 
candidates for office for election at the board’s annual meeting 
in December. 

The board’s railroad contact and executive committees will 
meet at the Hotel Carter September 26. 


SIMPLIFIED SHIPPING DOCUMENT 


Officers and inspectors of the U. S. Army technical forces 
have instructed contractors, retailers, and others who sell ma- 
terial to the quartermaster, signal, engineers, medical, ord- 
nance, air, and other corps to begin using, by September 15, a 
new ‘“Vendor’s Shipping Document” that will greatly reduce 
the amount of paper work presently involved in shipping mate- 
rials to those service forces. Meetings are currently being held 
throughout the nation by the quartermaster corps for explain- 
ing details of the new shipping form to shippers. Three such 
meetings have been scheduled at Chicago at the La Salle Hotel, 
one having been held September 6 and the others to be held 
September 9 and 13. About 40 shippers were represented at the 
September 6 meeting. 

The new shipping form has been explained in a 40-page 
illustrated booklet sent to all shippers dealing with the tech- 
nical services. It shows that the new one-sheet form will re- 
place twelve forms used in the past, several of which have usu- 
ally been needed in the past to cover one shipment. The booklet 
says that use of the form will result in savings of 25 per cent 
in clerical work at procuring and inspection offices, 45 per cent 
in time spent by shipper in filling out forms, and 80 per cent 
in receiving effort at military depots in the United States and 
overseas. It says that, in a recent six-month test of the new 
form, it has been found that, though at present average domes- 
tic shipments require the use of 3,100 sheets of paper for each 
100 shipments, the comparable figure for the future will be 
only 1,700 sheets. Chief advantages of the new form will be 
the time savings to shippers, time savings to the armed forces, 
and elimination of billing errors resulting from the numerous 
copyings presently required. It is also expected that shippers 
will receive payment for their shipments weeks sooner than at 
present after the new “all-purpose” vendor’s form is in use. 





HIGHWAY TRAILER CATALOG 


Highway Trailer Company, Edgerton, Wis., has issued 2 
new catalog, illustrated in color, showing new models and 
structural innovations in its “Freightmaster’ and “Clipper 
trailers. The changes included brakes of larger dimension {0 
efficiency and longer life; new body and stake construction ani 
nested countersinks in panels and stakes for increase in the 
anti-stress factor. The catalog illustrates the company’s neW¥ 
highway refrigerator vans, an addition to the line. 
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A Department for the Discussion by Readers of THE TRAFFIC WORLD 
of Questions of Interest to Traffic Men 


(No anonymous communications will be published and writers must identify themselves in their signatures or in the body of their letters. 


Overcharge “Tribute” 


Editor the Traffic World: 

I was very much interested in Mr. Trelford’s article ap- 
pearing on page 466 in your August 19 issue. 

, Added to the twenty-five millions of dollars in claims an- 
nually filed against class one carriers, the millions of dollars 
that it costs the railroads to compile, publish, and mail their 
tariffs, one can readily see that the saving alone to the rail- 
roads should be sufficient inducement for the establishment of 
a modern and a greatly simplified system of pricing their serv- 
ices. In addition to these savings, the personnel engaged in this 
work could be released for other duties and, from the same 
angle, it would be a great thing for the shipping public. 

The savings to the railroads alone would go a long way 
towards off-setting instances in which a simplification of this 
tariff problem would cause slight reductions and, in the same 
manner, the savings to the public would off-set any number of 
possible slight increases from the same cause. 

It seems to me that the shipping public has contended with 
these headaches long enough and we should get together and 
insist that this antiquated system of tariffs be replaced with 
something that will enable one to check the proper rate with- 
out spending time that one can ill afford and finally come to 
the conclusion that such and so is the rate—we hope. 

The Standard Ultramarine Co., 
James C. Smith, Traffic Manager. 
Huntington, W. Va., Aug. 31, 1944. 


Subsidy for Trucks 


Editor the Traffic World: 

I cannot refrain from commenting on an editorial appear- 
ing in the Traffic World of August 19, “The Government and 
the Trucks,”’ which, among other things, stated: 


Perhaps the strike and seizure will have one happy effect in that 
they will start the ball rolling, somewhere down deep in complicated 
government procedure, toward the adoption of some of the measures 
recommended by the national truck advisory committee some months 
ago. These include government payments to the truckers intended to 
even the mileage-cost of synthetic tires with pre-war crude-rubber tires 
* * * The common carrier trucks being: necessary to the winning of 
the war, they must be kept running even if direct government subsidy 
is the only answer. : 

I fail to see why the truckers should have a further sub- 
sidy than that which they already have. The roads over which 
they operate are built and maintained by the public in contrast 
with the transportation agency with which they endeavor to 
compete on an equal basis who build and maintain their own 
highway. The highways of this state are mostly built and main- 
tained by the gasoline tax paid by the private automobile 
owner, but are destroyed by the heavy trucks and busses. 
Highway construction calls for increasingly heavier foundation 
at greatly increased cost. We have before us in this state, a 
four-lane stretch of concrete highway approximately 30 miles 
long built 14 years ago which should have lasted a good many 
years, but, due to heavy truck transportation, must now have 
some sections rebuilt and others repaired at a cost of two mil- 
lion dollars. This is only a very small section of our highway 
System in this state; others are in a like state. Does anyone 
seriously consider that the fees exacted from the common car- 
rier trucks pay this tremendous cost of upkeep? I think not. 

Why should the general public be required to make up the 
deficit of the truck drivers’ wages if the people for whom they 
work are unable to pay their employes? Why stick the general 
public, including the competitors who pay their own way, by a 
Subsidy from general taxation? 

_ Tf the truck lines cannot operate at a profit under their 
existing scale of rates, they should increase their rates to a 
reasonable basis instead of trying to equalize an impossible 
Situat'on, and by that, I mean, they are primarily a small car- 
Tier and their rates should compare favorably with railway 
express rather than railway freight and confine their service 
to short overnight hauls which are admittedly faster than rail 
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freight and more comparable to railway express and shippers 
desiring this class of service should be willing, and expect to 
pay for it. 

In traveling over the highways I have noted there is a 
flagrant violation of the speed laws by both trucks and busses. 
If they would keep their speed down to a lawful rate and not 
overload, perhaps their synthetic tires would give better satis- 
faction and last considerably longer, thereby obviating the 
necessity of government subsidy to cover difference in tire 
quality. 

R. O. Burnett, President, 
Traffic Service Corporation. 
Seattle, Wash., Sept. 2, 1944. 


Transport Statistics Comment 


Referring to the profitability of freight and passenger serv- 
ices in 1943, the Monthly Comment on Transportation Statistics, 
prepared by the Commission’s Bureau of Transport Economics 
and Statistics, said that tabulations from the annual reports 
of Class I steam railways for that year showed a ratio of 
expenses to revenues of 61.67 per cent for the freight service 
and 64.77 per cent for the passenger and allied services, such 
as express, mail, and milk. The bureau compared those figures 
with 58.07 for freight and 77.69 for passenger in 1942. It 
pointed out that for the years 1930 to 1941, inclusive, the 
passenger operating ratio was over 100. A table showing the 
freight and passenger operating ratios by districts for 1943 
showed that only in the southern region was the passenger 
ratio more favorable than the freight ratio. 

Commenting on a table showing the distribution of rail- 
way revenues, 1925-1944, the bureau said: 


The large decline in revenues in the thirties was accompanied by 
nearly as large declines relatively in wages and materials (including 
other operating expenses). Tax accruals have taken a progressively 
larger number of cents out of each dollar of revenues in the period 
covered by the table. Fixed’ charges and other deductions before net 
income have not fluctuated as much in amount but took 17.1 cents out 
of the revenue dollar in the 1930-1934 period, compared with 10.8 cents 
in the 1925-29 period and 7.0 cents in the latest year. Dividends have 
been relatively small since 1929, but when added to the remainder for 
reserves and surplus the total share of the stockholder was larger in 
absolute amount for 1942 than for the 1925-29 period average, but the 
percentage of revenues was the same in 1942 as in the 1925-29 period. 


The bureau went on to say that railway income accounts 
were based on accruals, and that not all of the fixed charges 
shown in the table had been paid. It said that “from 1935 
through 1931 the interest accruals had exceeded the interest 
payments by more than $100,000,000 a year.” It said that, on 
December 31, 1942, the matured interest reported by Class I 
railways as in default was $1,145,643,518, which, it added, did 
not include what had been written off in reorganizations. It 
pointed out also that “the money represented by depreciation 
charges included in operating expenses each year is not neces- 
sarily spent for replacements or debt reduction.” 

The bureau also included in the comment a table showing 
the percentage of total employe compensation paid to officials 
in the executives, general officers and assistants group, and in 
the division officers, assistants and staff assistants group, for 
1929, 1935, and 1942, as 1.94, 2.42 and 1.60, respectively for 
the first group, and as 1.32, 1.50, and 1.10, respectively, for the 
second group. 

“It is of interest to note that both management groups 
had fewer employes and smaller aggregate compensation in 
1942 than in 1929, with only a small increase in average salary,” 
the bureau pointed out, adding that “during the depression their 
aggregate compensation was greatly reduced but not by as 
large a percentage as for the total payroll.” 

Comparing total current assets and liabilities, June 30, 
1944, with the same date in 1943, the bureau said that the 
increase for total current assets was 15.2 per cent and for 
total current liabilities, 23.4 per cent. It said that the ratio of 
current assets to current liabilities had decerased from 1.71 
on June 30, 1943, to 1.59 on June 30, 1944, adding that “in 
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absolute amount, however, the excess of current assets over 
current liabilities on June 30, 1944 ($1,659,649,000) was higher 
than the corresponding amount last year ($1,600,703,000) by 
$58,946,000.” 

Included as a part of the comment was a chart showing 
revenue traffic of Class I railways, reduced to passenger-miles 
a day and ton-miles a day, from 1940 to date. Referring to the 
chart, the bureau said that the flattening of the seasonal swings 
was more apparent in the ton-mile curve, but added that neither 
the passenger-mile curve nor the ton-mile curve had as yet 
turned down, although the rapid rise had ended. 

“Railway tax accruals for July, 1944, amounted to $168,- 
910,065, a decline of 6 per cent from July, 1943,” the bureau 
said, “the increase in payroll taxes being more than offset 
by the decline in federal income and other taxes.” 

Referring to a recent review of fuel statistics, statement 
No. 4428, issued by the Commission, and to a table in the in- 
stant comment comparing fuel consumption a 1,000 gross ton- 
miles for the eastern district, with all types of fuel equated to 
coal, and using only the figures for coal only used by steam 
locomotives, the bureau said: 


Neither of the comparisons takes account of the fact that additional 
fuel is required for hauling the gross ton-miles faster. The miles per 
hour of freight trains in the eastern district increased from 10.0 in 1923 
to 14.2 in 1943. The train speed average includes delays to trains en 
route and does not measure the change in the running time of the 
trains, but it is clear that owing to an increase in speed of movement 
the coal consumption figures per 1,000 gross ton-miles understate the 
increase in economy. 


After referring to figures showing the tons of coal used for 
1,000 gross ton-miles, excluding locomotive and tenders, the 
bureau said the increase in economy remained relatively the 
same as when the figures included locomotives and tenders, 
and added that “a more striking form of the comparison, 
mathematically equivalent, is that in 1943 the eastern railroads 
made one pound of coal used by steam locomotives pull a ton 
of cars and contents 7.5 miles compared with 5.5 miles in 
1923.” 

The bureau set forth in the comment a table showing the 
amount of employes’ compensation charged to operating ex- 
penses separated as between freight service and passenger 
service, the total gross ton-miles (excluding locomotives and 
tenders), and the car-miles of freight and passenger trains for 
1940-1943, and the first six months of 1944, in which the wage 
expenses a 1,000 gross ton-miles and a car-mile were com- 
puted for each year, with 1940 taken as 100. Referring to the 
table, the bureau said: 


It will be noted that on the gross ton-mile basis the freight train 
payroll expense increased 16.9 per cent in the first six months of 1944 
as compared with the expense in 1940, while on a car-mile basis the 
increase was 29.2 per cent. 

The effect of wage adjustments and increased payments for overtime 
is reflected to a greater extent in the average wage expense per freight 
car-mile for 1942, 1943 and 1944 than in the average based on freight 
gross ton-miles. The smaller increase in the wage expense per gross 
ton-mile than per car-mile in the war years was primarily attributable 
to the heavier loading of freight cars. 

In passenger service the wage expense per gross ton-mile increased 
17.7 per cent in 1944 over 1940 while the increase in car-mile expense 
was 19.1 per cent. The heavier loading of passenger cars has but small 
effect on the gross ton-miles in passenger service. 


The greater percentage of increase, 1944 over 1940, in the expense 
per freight car-mile than in the expense per passenger car-mile is prob- 
ably explained by the fact that overtime payments, which have greatly 
increased in war time, are found to a larger extent in the freight serv- 
ice than in the passenger train service. ’ 





**“Reefer’’ Recommendations 


A recommendation that the Bureau of Plant Industry of 
the U. S. Department 0f Agriculture conduct tests of proposed 
improvements in refrigerator cars and equipment is under con- 
sideration and an announcement as to what the bureau will 
do may be made later, according to Charles B. Bowling, chief 
of the transportation rates and services division of the War 
Food Administration. His statement was made following a con- 
ference of W. F. A. officials and representatives of the National 
League of Wholesale Fresh Fruit and Vegetable Distributors 
on recommendation of the latter organization that Department 
of Agriculture agencies make tests and investigate refrigerator 
car equipment and construction designed to provide improved 
protective service for fruit and vegetable shippers. The United 
Fresh Fruit and Vegetable Association is working along sim- 
ilar lines (see Traffic World, Sept. 2, p. 578). 


In a statement the National League of Wholesale Fresh 
Fruit and Vegetable Distributors, after pointing out that its 
petition to the department followed a proposal made last June 
by Mr. Bowling to J. J. Pelley, president, Association of Amer- 
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ican Railroads, that the railroads make preparations to re. 
habilitate their refrigerator car service, said: 


There are about one hundred ten thousand refrigerator cars owned 
by the railroads, most of them operated by refrigerator car lines, now 
available to the fresh fruit and vegetable industry. Of these a large 
proportion will be obsolete and in need of major repairs or rebuilding 
when material and labor and a letup in traffic permit. The league's 
position is in agreement that definite plans for a reconstruction pro- 
gram should be developed before the present fleets of cars are rebuilt 
or repaired, perpetuating indefinitely the infirmities in present designs 
which are twenty-five years old. 

The league takes the position that no modernization of refrigerator 
cars is practical until and unless the new developments such as tem- 
perature control, all weather protection, modern construction including 
higher standards of insulation, mechanical refrigeration including hy- 
midity control and the use of the new war metals and improved design 
including the use of overhead ice bunkers or racks where ice is retained 
as the refrigerant have been put to the test of actual use under g¢j- 
entific supervision, with a record of accomplishment that will justify 
official recommendations on which the railroads, refrigerator car lines, 
car builders and equipment manufacturers can rely, as well as the 
shipping interests. 

After carefully considering the manifold problems involved in such 
a far reaching program, the league has concluded that only the Depart- 
ment of Agriculture has the trained scientists and organization to carry 
on such a prerequisite test program to the satisfaction of all interests 
and that a post-war plan such as this can best be initiated by the 
department, using the facilities of the Bureau of Plant Industry, with 
the cooperation of the trade in supporting the several segments of the 
trials. Contacts already have been made with California and Texas 
steel mills that have signified their interest in such tests and in the 
manufacture of improved refrigerator cars as part of their post-war 
reconversion programs. 

Recognizing that the railroads cannot reasonably be expected or 
required to junk millions of dollars worth of equipment and rolling 
stock and still maintain adequate service, plans must be perfected to 
allow for gradual reconversion and to minimize the discrimination 
resulting from the introduction of modern equipment designed not only 
to afford superior protective service to the industry but to meet the 
compelling competition of boats, trucks and planes that is inevitable 
after the war job is done. 


American President Ship Plan 


The Maritime Commission has announced that it has re- 
ceived for approval postwar plans for the operation of the 
American President Lines, Ltd., which was organized to take 
over the Dollar Line services and in which the commission is 
the principal stockholder (see Traffic World, Aug. 5, p. 327). 
The commission outlined the proposals as follows: 


Permission of the commission is sought for the operation of a 
fleet of 30 passenger and cargo ships over four shipping routes, includ- 
ing the four vessels now controlled by the line. Other tonnage owned 
by the American President Lines has been lost or requisitioned by the 
government. 

Two new routes would supplement the two routes operated by the 
shipping company before the war. Proposed additional operation in- 
cludes regular sailings every four weeks from U. S. Atlantic Coast 
ports via Panama Canal, California and the Hawaiian Islands to the 
Philippine Islands, Hong Kong and the Straits Settlements, and from 
U. S. Pacific Coast ports and Hawaii to the Philippines, Dutch East 
Straits Settlements and India. 

Prior to the war the American President Lines maintained passen- 
ger and cargo service over two routes: The Trans-Pacific, between 
ports in California and ports in Japan, China and the Philippine Is- 
lands via the Hawaiian Islands; and Round-the-World service from 
New York via Panama Canal, California, Hawaii, Japan, China, the 
Philippines, Straits Settlements, Ceylon, India, Suez Canal, Egypt, 
Italy, France-Mediterranean, and other ports and return to New York. 

To carry out the proposed operations, the line asks permission to 
charter four of the Maritime Commission’s P2 design, 610-foot, 22,500- 
displacement-ton combination passenger and cargo vessels, and twelve 
either the 522-foot, 14,600-deadweight-ton, C4 design or 
the 492-foot, 12,000-deadweight-ton C3 design, and to buy 10 vessels of 
the -C3-type. With four remaining vessels of its pre-war fleet, the 
American President Lines would then have a fleet of 30 ships. 


Two of the remaining vessels of the American President Lines, Ltd., 
are of old construction. The President Tyler, a 502-foot combination 
passenger and cargo vessel built in 1920, and the President Johnson, a 
600-foot passenger and cargo vessel built in 1904. The President Monroe 
and the President Polk are modified C3-type vessels with accommoda- 
tions for ninety-seven passengers, built in 1940 and 1941, respectively. 

If the proposed post-war operating plan is approved by the Mar!- 
time Commission, the American President Lines would have five C3-type 
cargo vessels operating on a 28-day basis on the Atlantic Coast to 
Straits Settlements lines. The Pacific India service would be maintained 
with five C3-type vessels with a sailing every 28 days. The Trans- 
Pacific service would be maintained with the four chartered P2-type 
vessels until more suitable combination passenger and cargo vessels 
could be designed and built, supplemented by five chartered C3-typé 
cargo vessels. The round-the-world service would be maintained with 
seven C4- or C3-type vessels until suitable vessels for this trade could 
be provided. 

The application of the American President Lines also asked for 
the extension of the operating-differential parity payment to the tw0 
new proposed routes. 
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Questions and Answers 


In this column will be answered questions of both Icgal and 

practical nature that confront persons dealing with traffic. A 
specialist on interstate commerce law, who is a member of our spe- 
cial service department, will give his opinion in answer to any sim- 
ple question relating to the law of interstate transportation of 
freight. The same man, with long experience and wide knowledge, 
will answer questions relating to practical traffic problems. We do 
not desire to take the place of the traffic man but to help him in 
his work. 

The right is reserved to refuse to answer in this column any 
question, legal or traffic, that it may appear to us unwise to answer 
or that involves a situation too complex for the kind of investiga- 
tion herein contemplated. If a more comprehensive answer to a 
question is desired than is thought proper for this column, the 
department will answer it by letter for a reasonable charge. 

No attention will be paid to anonymous communications or 
questions from nonsubscrigers. 

Address Questions and Answers Department, 
Traffic Service Corporation, Earle Building, Washington, D. C. 
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Delivery of Shipment Stopped for Partial Unloading on Bond 


Oklahoma.—Question: I should like very much to have 
your opinion of the following: 

A shipper forwarded a carload of freight on an open bill 
of lading from a point in California, with a stop to partly unload 
in Texas, with final destination in Oklahoma. At the time the 
shipment was billed the shipper wrote the agent of the deliver- 
ing carrier to withhold delivery of the car until the consignee 
surrendered a delivery order. The shipper sent a copy of the 
delivery order to the agent at destination, under which the car 
was not to be delivered until the original copy of this delivery 
order was surrendered. 


Section 4 of Rule 7 of Consolidated Freight Classification 
No. 16 covers the delivery of shipments on straight bills of lad- 
ing. This section of the rule provides “Shipments on straight 
bills of lading (including shipments consigned to one party, 
notify or advise another party) and in respect to which carriers 
are obligated not to make delivery except on surrender of writ- 
ten order or other required document may be delivered in 
advance of surrender of the written order or other required 
document to a party who states (see Note) to the carrier in 
writing (or orally if promptly confirmed by writing) that he is 
the owner or is lawfully entitled to the possession of the prop- 
erty, and that the written order or other required document 
has been lost, delayed, destroyed, or otherwise is not imme- 
diately available at a bank or other source, and who presents 
to the carrier as a substitute for the written order or other 
required document, security in the form of * * * Substitute 2— 
A specific bond of indemnity with surety in amount equal to 
125 per cent of the invoice or value of the property or at car- 
rier’s option; Substitute 3—A blanket bond of indemnity with 
surety.” 


_ The question is, may this shipment be delivered on con- 
signee’s bond ? 


There are some ramifications to this question that I do not 

think have any bearing on the question. You will note this was 
a car billed to partly unload enroute, which is not permitted 
on shipper’s order lading. The shipper may have attached this 
delivery order to draft forwarded to bank which would provide 
for the payment of invoice before the car was delivered. I 
understand, of course, that if delivery order is lying in the bank 
and available to consignee, then no shipment can or should be 
delivered and charged to consignee’s bond, but this does not 
enter into this question, as we are assuming that the delivery 
order was not in the bank. 
_ _ Answer: The context of Section 4 of Rule 7 appears to 
include shipments consigned to other than the shipper, so far 
as the obligation of the carrier not to make delivery except 
on surrender of written order or other required document, is 
concerned. 

_ Therefore, we see no reason for refusing to deliver such a 
shipment upon presentation of a bond by that party, where the 
order is not available, even though the shipment has been 
Stopped for partial unloading. 

The prohibition against the movement of a shipment to 
Partly unload on an order bill of lading has, in our opinion, no 


application to such a shipment since an order bill of lading was 
not used. 


Tariff Interpretation—Demurrage—Customs Delay 


New York.—Question: Will you let us have your opinion 
On the following: 

Our supplier, under our instructions, forwarded a car of 
dutiable merchandise on a straight bill of lading from Canada 
Via the customs entry port of Detroit, Mich., consigned to us at 
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a destination in Ohio, railroad bill of lading to show the name 
of the customs broker who was to pay duty. The supplier failed 
to show the name of the broker on the bill of lading and he in 
turn over-looked making the entry. 

The car was not held at Detroit but was forwarded with 
the following inserted on waybill: “In bond from Detroit to 


Columbus, Ohio.:’ The railroad advised that this was the cus- 
tom house nearest to destination or else we would have had to 
pay expense of customs official to clear the car at destination. 
The car was detained at Columbus, Ohio, until we were located 
at New York by the railroad, and demurrage for ten days 
accrued. The railroad assessed us the rate from origin to Co- 
lumbus, Ohio, and the local rate to destination. 

Can you furnish us with rulings and/or decisions, as we 
believe the railroad should have only billed us at the through 
rate from origin to destination? Also advise as to whether we 
have recourse for the accrued demurrage. At that time and 
previously other cars handled the same way were shipped with 
duty, entry fee and railroad charges collected at destination 
and paid for by the same consignee as that of the above car. 

Answer: Section F of Rule 8 of the Car Demurrage Rules 
and Charges provides that demurrage charges assessed or col- 
lected for detention of cars caused by delay by United States 
Customs will be promptly cancelled or refunded, but that in no 
case will allowance be made for delay caused or contributed to 
by consignor, consignee or owner of the freight. 

Whether or not demurrage is properly assessable in the 
instant case depends upon whether the delay was caused by 
customs detention or by the shipper, consignee or owner of the 
goods. King & Sons vs. Michigan Central, 172 I. C. C. 477. 

It appears that upon the failure to pay customs duty at 
Detroit, the car was forwarded to Columbus, Ohio, and there 
held for payment of duty. If the forwarding of the car from 
Detroit to Columbus was not authorized by the shipper, con- 
signee or owner of the goods, there is no warrant in the assess- 
ment of the combination of the rates to and beyond Columbus. 

Since it appears that the delay to the car cannot be at- 
tributed to an act of the United States Customs, whether the 
shipper is legally chargeable with the amount of demurrage 
assessed depends upon whether under the circumstances the 
carrier used proper diligence in minimizing the amount of the 
demurrage charges. : 


Limitation of Actions 


California.—Question: Referring to your answer to Cali- 
fornia in the issue of August 1Sth, regarding the statute of 
limitations, in connection with additional charges collected on 
a shipment previously delivered. 


In this connection see Louisville Cement Company versus 
Interstate Commerce Commission, 246 U. S. 638 (1918) in which 
the Supreme Court of the United States held that when the 
two-year statute was enacted the time when a cause of action 
accrues had been settled by repeated decisions of this Court to 
be when a suit may first be legally instituted upon it; that the 
cause of action did not accrue until payment had been made of 
the additional charges collected. The court reversed the Inter- 
state Commerce Commission’s decision. 


Please advise if the wording of the act has been changed 
since this decision was handed down. 


Answer: The decision of the Court in Louisville Cement 
Co. vs. Interstate Commerce Commission, 246 U. S. 638, 38 S. 
Ct. 408, has been modified hy statutory provision, namely para- 
graph 3 of Section 16 of the Interstate Commerce Act, to which 
we referred in the answer to which you refer. See DuPont de 
Nemours & Co. vs. Galveston, H. & S. A. Ry. Co., 87 I. C. C. 
189, in which the Commission said: 


Prior to the transportation act, 1920, approved February 28, 1920, 
a claim for recovery of damages was barred two years from the time 
the cause of action accrued, and it was held in Louisville Cement Co. 
vs. Int. Com. Comm., 246 U. S. 638, 644, that the cause of action 
accrued when the unreasonable charges were paid. The transportation 
act, 1920, retained a two-year period, subject to certain eventualities, 
but provided that the cause of action shall be deemed to accrue upon 
delivery or tender of delivery of the shipment by the carrier. This 
provision is found in section 16(3) of the interstate commerce act. 


See, 


also, Kuhn Waste Co. vs. Boston & A. R. Co., 253 
jE ore, Gs : 


675 
Notice of Claim—What Constitutes 


Illinois.—Question: We wrote a rail carrier within the nine 
month period giving them car number and date of arrival and 
advised that we would file claim as soon as we were able to 
ascertain the amount of damage. Inspection was made at the 
time of arrival of the car by the carrier. 

We filed claim when we had the full information and the 
carrier refused the claim advising they had no record of receiv- 
rn. letter, and that the claim was filed after the nine month 
period. 


We would like to know if there have been any court deci- 
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mg on claims where notice of intent to file claim had been 
ost. 

Answer: It is very generally held that the filing of a claim 
as required by the bill of lading is a condition precedent to 
recovery. See Watts vs. Southern Ry. Co., 138 S. E. 290 (cer- 
tiorari denied, 48 S. Ct. 764); Wholesale Coal Co. vs. C. & O. 
Ry. Co., 114 S. E. 715; Farmers’ Grain & Supply Co. vs. A. T. 
& S. F. Ry. Co., 242 Pac. 151; American Railway Express Co. 
vs. The Fashion Shop, 10 Fed. 2d 909. 

It has been held in several cases that the provisions of the 
bill of lading requiring notice of claim, or the filing of a claim 
cannot be waived. See Rogers & Co. vs. Eastern Carolina Ry., 
118 S. E. 885; Browning-King & Co. vs. Davis, 199 N. Y. S. 
775; Jenckes Spinning Co. vs. N. Y. N. H. & H. R. R. Co., 129 
Atl. 815; G. F. & A. Ry. Co. vs. Blish Milling Co., 241 U. S. 
190, 36 S. Ct. 541; C. & O. Ry. Co. vs. Martin, 283 U. S. 209, 
51S. Ct. 453. 

In Schaff vs. Ike Exstein & Bros., 270 S. W. 589, it is held 
that neither notice of shortage, nor knowledge of the agent of 
the bill of lading carrier was sufficient notice of claim. 

As regards the sufficiency of a claim for loss of, or injury 
to, property shipped, the stipulation requiring such claim is 
given a reasonable construction, and it is very generally held 
or recognized that no particular form of claim is necessary, 
that neither formality nor technical exactness is necessary, and 
that a substantial compliance with the stipulation is all that is 
required. 

There must, however, be at least a substantial compliance 
with the requirement that a claim be filed. It must possess the 
characteristics of a claim; that is to say, it must amount to a 
demand for compensation. 

Prior to April 23, 1930, paragraph 11 of Section 20 of the 
interstate commerce act permitted, and the uniform bill of 
lading provided for the giving of a notice of claim or the filing 
of a claim within specified periods of time. Since that date of 
the bill of lading has required the filing of a claim. 

A mere statement in a letter to a carrier declaring the 
intention of the claimant to file a claim at a later date is not, 
in our opinion, the filing of a claim within the provisions of 
Section 2, paragraph (b) of the present uniform bill of lading 
contract terms and conditions. The letter should give such de- 
tails as those set forth in the decision in Bond Stores vs. Over- 
land Package Freight Service, 13 N. Y. S. 2d 928. 

If, as we understand, the claim, as distinguished from the 
letter written to the carrier within the nine months period, was 
not filed until after the nine months period, the claim is barred 
regardless of whether or not the letter giving notice of intent 
to file claim was lost. 


Tariff Interpretation — Application of Routing 


Tariff to Tariff Referring Thereto 


Pennsylvania.—Question: May a carload of empty bottles 
originating at Millville, New Jersey, and detsined Amarillo, 
Texas, be stopped-off at Houston, Texas, for partial unloading 
and the transcontinental rate of $1.10 be applied? The carload 
rate on empty bottles from Millville, New Jersey to Amarillo, 
Texas, named in Southwestern Lines Tariff 252-B is $1.31, 
class 35. Section 1 of Item 2040 of Southwestern Lines Tariff 
252-B authorizes the application of the transcontinental rate of 
$1.10, shown in Item 2931 of Agent Kipp’s Tariff No. 1-X to 
Deming, New Mexico, as a maximum. 

According to the application of rate and route in South- 
western Lines Tariff Nos. 252-B and 222-C respectively, the car 
could not be routed through Temple, Texas. However, the 
routing in connection with the rate in Transcontinental Tariff 
1-X applies via Santa Fe through Farwell, Texas. The Santa 
Fe System is permitted to move the car via Temple, Texas, 
and stop-off at Houston is provided for in Item 3460 of South- 
western Lines Tariff No. 174-F. The question is: Which rout- 
ing governs, that shown in Southwestern Lines Tariff 252-B 
or Transcontinental Tariff 1-X? 

Answer: It is our opinion that under the report of the 
Commission in Field Bros. vs. Atchison, T. & S. F. Ry. Co., 
234 I. C. C. 799, the routing in the Southwestern Lines Tariffs 
and not that in the Transcontinental Tariff governs the move- 
ment, and that therefore stopping in transit at Houston is not 
permissible at the $1.10 rate. 


Proof of Loss and Damage 


Wisconsin.—Question: Will you kindly give us the benefit 
of any Interstate Commerce Commission rules, or your own 
personal opinion regarding conditions surrounding a freight 
claim we have on file against X Railroad. 

We operate an elevator at A and a malting plant at B. 
Barley is brought in from the country to our elevator at A for 
cleaning and forwarded when needed to our malting plant at B. 
Inasmuch as we are unloading and loading on the same day, 
there has been a practice in effect of appropriating cars that we 
unloaded and using them for clean barley for an outbound 
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movement. I might add that the cars are all loaded and un- 
loaded under state supervision, that is, of course, for weights, 

On May 12, 1944, we unloaded CNJ 20164 and reloaded it 
with clean barley and on arrival at B it checked 3,200 pounds 
short, seals intact. I am attaching a copy of a letter received 
from the freight claim agent of the railroad in which he ad- 
vises that, inasmuch as we appropriated this car, the railroad 
can not assume responsibility for this loss and asks that this 
claim be withdrawn. 

Answer: That a showing by a carrier that a car moved 
through with a clear record or an intact seal is merely a piece 
of evidence and does not conclusively rebut the presumption 
that the loss from the car resulted from some cause other than 
one which would exempt the carrier from liability which is 
raised by evidence that goods in a certain amount were de- 
livered to a carrier for transportation and that a lesser amount 
was received at destination is the effect, in our opinion, of the 
decisions in Baker vs. Dittlinger Roller Mills Co., 203 S. W. 
798; Nye-Schneider-Fowler Co. vs. C. & N. W., 182 N. W. 967, 
and Eckman Chemical Co. vs. C. & N°W., 185 N. W. 444. 

In Nye-Schneider-Fowler Co. vs. C. &N. W., 182 N. W. 
967, the Court said: 


It is true that, even in case of clear record shipments, a dis- 
crepancy in weights before and after shipment, when the accuracy of 
the weighing is not discredited, and when the discrepancies of weights 
are unexplained or cannot be accounted for by shrinkage, may suf- 
ficiently raise an issue of fact for the jury as to whether a loss of 
grain has occurred. Oil Trough Gin Co. vs. Hines, 216 S. W. 130; 
Baker vs. Dittlinger Roller Mills Co., 203 S. W. 798; Morris vs. M. 
St. P. & S. S. M. R. Co., 141 N. W. 204; Schott vs. Swan, 114 N. W. 
1005; Miller vs. N. P. Co., 118 N. W. 344; Lewis Poultry Co. vs. N. Y. C, 
R. Co., 105 Atl. 109. 















































See, also, the decision of the Interstate Commerce Com- 
mission in Claims for Loss and Damage of Grain, 55 I. C. C. 
347, on pages 351 and 352. 

While the decisions in which the matter of clear record 
cars has been considered are few in number, we believe that 
the rule of law may be said to be that if the plaintiff proves by 
a preponderance of evidence that a certain quantity of goods 
was received by the carrier for transportation and that the 
same quantity was not delivered at destination, the burden then 
rests upon the carrier of proving that the loss occurred through 
some cause for which it is not lable, and that this rule applied 
notwithstanding that the car moved under a clear seal record. 

The fact that a car is unloaded and immediately reloaded 
by the shipper does not, in our opinion, exempt the carriers 
from liability for loss of grain from the car. 








M. C. SPECIAL TUGS 


“The diminutive but powerful tugboats one sees puffing : 
around rivers and harbors have big brothers that have gone to € 
war,” says the War Shipping Administration. ‘The oldest of 

these big tugs has been on the job only a year and a half, but 

one after another these vessels of the American merchant ma- 

rine have distinguished themselves by unprecedented feats of 

heavy hauling to the far corners of the earth. 

“There have been ocean-going tugs before, but none ever i 
was called upon to perform tasks now regularly assigned to 
these 195-footers, of which there are now 49. That was the 
number built for the United States Martime Commission in six 
shipyards and that is the number at work today. Although they 
have been in all theatres of war and are exposed to all weather 
and war hazards, they seem to have a charmed life. Enemy 
a.rcraft and submarine have taken pot shots at these big tugs 
and their tows and yet not one tug has been sunk. 

“These oversize tugs, called the Maritime Commission V4- 
M-A1 type, are each powered by two Diesel engines that gen- 
erate 2,250 horsepower, and they carry enough oil to be capable 
of remaining at sea for 75 days if the fresh water supply is 
properly husbanded. They carry a navy gun crew and the job 
of handling the machinery and manag’ng the 2%-inch, 500- 
fathoms-long wire tow-lines is so extensive and continuous the 
civilian merchant crew aboard each consists of 40 officers and 
seamen. That is almost as many as required to man the 441-foot 
Liberty ships. The tugs can cruise at 13 knots or more and can 
handle an ordinary tow almost as fast as the speed of the 
Liberty.” 
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“RAILROADING TO BERLIN” 


The story of the job being done by railroad soldiers in the 
European theater of operations will be told in a coast-to-coast 
broadcast over the Mutual system, September 11, 11:15 to 11:30 
P. M., E. W. T., in which Albert R. Beatty, manager of the 
publicity section of the Association of American Railroads, will 
interview Brig. Gen. Robert H. Wylie, assistant chief of trans- 
portation, U. S. army, and Brig. Gen. Andrew F. McIntyre, 
chief of the railroad division of the Army Transportation Corps. 
The title of the broadcast is, “Railroading to Berlin.” 
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his hand moves back with the 


direction of the impact, thus ab- 





sorbing the force of the blow. 




















MOVEMENT CUSHIONS THE SHOCK! The same principle, in the 
Duryea Cushion Underframe, gives you SHOCKPROOF SHIPPING 


The Duryea Cushion Underframe makes a freight 
car a good “catcher”. Moving freely with the 
direction of impact, the Duryea floating center 
sills travel the shock the entire length of the car, 
and the unique arrangement of cushion springs 
largely absorbs its force. 


How the Duryea Cushion Underframe Contributes to Victory 
PROTECTS car and lading, prolongs SAVES MONEY usually spent for 



























oan car life, cuts damage claims. maintenance on every part of car. 

Here’s what actually happens ; PERMITS higher handling speeds. COMPLEMENTS air brake; Duryea cars 
. when two stationary freight cars ELIMINATES gear replacements main- Withstand abrupt stops. 

receive the same impact, equivalent to taining efficiency for life of car. CUTS SLACK to pre-determined ideal. 


a 50-ton car, loaded to capacity, coupling 
at a speed of 4 m.p.h.: CONVENTIONAL 


AK 


\ 


SAVES TIME loading and unloading. COSTS NO MORE than conventional 
Needs less packing and bracing. _ type, for average Duryea gear. 










Oo. C. DURYEA CORPORATION 
30 Rockefeller Plaza, New York 20,N.Y. - Field Building, Chicago 3, Ill, 
725 Fifteenth Street, N. W., Washington 5, D. C. 


eS > | enn 





B 
CAR (A): Draft gear “goes solid,” car 
receives almost entire impact. 


DURYEA CAR (B): Shock absorbed 
y cushion gears, car and lading are 
comparatively undisturbed. 
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T. A. A. Answers A. M. A. 


In a letter to farm, trade, and civic organizations, members 
of Congress, and others, the Transportation Association of Amer- 
ica replies to action by the traffic committee and board of direc- 
tors of the Automobile Manufacturers’ Association opposing the 
Transportation Association’s program for transportation inte- 
gration (see Traffic World, Aug. 26, p. 512). 

The Transportation Association characterizes the Automo- 
bile Manufacturers’ position as ‘‘incredible.””’ The manufacturers, 
it says, are the “Goliaths of American industry.” They have 
“huge investments in private transportation facilities,” it says, 
which permit them “to gather in their raw materials and dis- 
tribute their finished products over wide economic areas for 
their own account.” On the other hand, it points out, average 
shippers are dependent on regulated common carriers; to these 
shippers the automobile manufacturers would deny the “benefits 
derived from coordinated use of facilities’ which they them- 
selves enjoy. 

“Do they not see,” the T. A. A. asks, ‘“‘that the position they 
have taken, if it is applied, as it could be, to their own industry, 
would destroy much of their efficiency and tear down the serv- 
ice which has been of so great benefit to the public?” 

It was probably an “unfortunate coincidence” that the A. 
M. A. statement of position was issued immediately after anti- 
trust attacks on the railroads by Attorney General Biddle and 
his assistant, Berge, says the T. A. A. letter, but, “regardless of 
the intent,” the automobile manufacturers’ views ‘will be ac- 
cepted by the American public as in agreement with and sup- 
porting the attitude of the anti-trust division of the Department 
of Justice,” which is aimed to ‘“‘disintigrate the system of private 
enterprise in common carrier transportation.” 

The A. M. A., it charges, proposed to ‘“‘continue to divide the 
sum total paid by the public in freight and passenger rates 
among hundreds of unrelated and separately incorporated enter- 
prises, each striving for its share of the traffic, with not enough 
to go around in a normal peace time economy.” This, it adds, 
will not preserve private ownership because the private investor 
will not ‘continue to support the common carrier industry under 
such conditions.” 

The A. M. A. statement, the letter points out, says that the 
present system of competition in transportation is “virtually 
free from public complaint.” On this point, the Transportation 
Association says: 


The traffic executives of this great industry are too able and experi- 
enced to subscribe seriously to such a statement. Surely they do not 
mean that the public, generally, is satisfied with the dislocations which 
have flowed from such a system. Space does not permit us to review the 
never-ending series of bitter local and sectional rate disputes which have 
their origin in this kind of competition. Does the traffic committee of 
the manufacturers contend that ‘‘competition in rates’’ in a regulated 
industry results in a generally lower level of the rate structure for a 
majority of our shippers and consumers? 

The automobile manufacturers have made a notable contribution to 
the scientific development of transportation in America. Their record in 
this war is worthy of the highest praise. All the more it is inconceivable 
that they now argue for a principle of competition which had its begin- 
ning before the automobile was even invented. 


Railroad Earnings 


Class I railroads in July had an estimated net income, after 
interest and rentals, of $58,500,000 compared with $82,278,032 
in July, 1943, according to reports filed by the carriers with the 
Bureau of Railway Economics of the Association of American 
Railroads. 

In the first seven months of 1944, they had estimated net 
income, after interest and rentals, of $381,000,000 compared with 
$527,936,159 in the corresponding period of 1943. 

Class I railroads in July had a net railway operating income, 
before interest and rentals, of $98,630,425 compared with a net 
railway operating income of $127,849,936 in July, 1943. 

July was the fourteenth consecutive month in which the net 
earnings of the carriers had shown a decline, said the A. A. R., 
adding: 


Class I railroads in the first seven months of this year had a net 
railway operating income, before interest and rentals, of $650,037,566 
compared with $840,026,082 in the same period of 1943. 

In the twelve months ended July 31, 1944, the rate of return on 
property investment averaged 4.30 per cent compared with a rate of 
return of 6.07 per cent for the twelve months ended July 31, 1943. 

The earnings reported above as net railway operating income, repre- 
sent the amount left after the payment of operating expenses and taxes, 
but before interest, rentals and other fixed charges are paid. Property 
investment is the value of road and equipment as shown by the books of 
the railways including materials, supplies, and cash. 

This compilation as to earnings for the first seven months of 1944 
is based on reports from all Class I railroads, representing a total of 
228,693 miles. ] 

Operating revenues for the month of July totaled $809,038,159 com- 
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pared with $791,140,288 in July, 1943, while operating expenses toialeq 
$525,056,745 compared with $466,626,642 in the same month of 1943. 

Total operating revenues in the first seven months of 1944 totale 
$5,445,106,779 compared with $5,137,474,878 in the same period in 1943, 
or an increase of six per cent. Operating expenses in the first seven 
months of 1944, amounted to $3,602,834,594 compared with $3,097,011,395 
in the corresponding period of 1943, or an increase of 16.3 per cent 

Class I railroads in the first seven months of 1944 paid $1,078,868 575 
in taxes compared with $1,088,201,225 in the same period of 1943. For 
the month of July alone, the tax bill of the Class I railroads amounted 
to $168,910,065, a decrease of $10,839,091 or six per cent under July, 1943, 

Fourteen Class I railroads failed to earn interest and rentals in the 
first seven months of 1944, of which nine were in the Eastern Disirict, 
one in the Southern Region, and four in the Western District. 


Eastern District 


Class I railroads in the Eastern District in the first seven months 
of 1944 had an estimated net income, after interest and rentals, of 
$163,000,000 compared with $212,409,413 in the same period of 1943. For 
the month of July alone, their estimated net income, after interest and 
rentals was $23,500,000 compared with $36,732,063 in July, 1943. 

Those same roads in the first seven months of 1944 had a net railway 
operating income, before interest and rentals of $280,348,287 compared 
with $347,107,658 in the same period of 1943. Their net railway operating 
income, before interest and rentals, in July amounted to $43,808,555 
compared with $59,550,582 in July, 1943. 

Operating revenues of the Class I railroads in the Eastern District 
in the first seven months of 1944 totaled $2,391,779,472, an increase of 
5.2 per cent compared with the same period in 1943, while operating 
expenses totaled $1,669,207,107 an increase of fifteen per cent above 
1943, 

Southern Region 


Class I railroads in the Southern Region in the first seven months 
of 1944, had an estimated net income, after interest and rentals of 
$65,000,000 compared with $88,366,144 in the same period of 1943. For 
the month of July alone, they had an estimated net income, after inter- 
est and rentals of $9,300,000 compared with $10,262,448 in July, 1943. 

Those same roads in the first seven months of 1944 had a net rail- 
way operating income, before interest and rentals of $101,478,954 com- 
pared with $125,855,314 in the same period in 1943. Their net railway 
operating income, before interest and rentals in July amounted to 
$13,034,688 compared with $14,289,639 in July, 1943. 

Operating revenues of the Class I railroads in the Southern Region 
in the first seven months of 1944, totaled $781,242,937, an increase of 3.5 
per cent compared with the same period of 1943, while operating ex- 
penses totaled $481,144,299 or an increase of 13.5 per cent above 1943. 


Western District 


Class I railroads in the Western District in the first seven months 
of 1944 had an estimated net income, after interest and rentals of $153,- 
000,000 compared with $227,160,602 in the same period of 1943. For the 
month of July alone, they had an estimated net income, after interest 
and rentals, of $25,700,000 compared with $35,283,521 in July, 1943. 

Those same roads in the first seven months of 1944 had a net railway 
operating income, before interest and rentals of $268,210,325 compared 
with $367,063,110 in the same period of 1943. Their net railway operating 
income, before interest and rentals, in July amounted to $41,787,182 com- 
pared with $54,009,715 in July, 1943. 

Operating revenues of the Class I railroads in the Western District 
in the first seven months of 1944 totaled $2,272,084,370, an ineccrease of 
7.7 per cent compared with the same period in 1943, while operating 
expenses totaled $1,452,483,188, an increase of 18.9 per cent above 1943. 


a 


FUTURE OF U. S. MERCHANT MARINE 


Prospects that postwar foreign markets for American prod- 
ucts would be greater than the prewar markets would mean 
that the earnings for U. S. vessels, “if we as a nation will sup- 
port and use them,” could make possible the placing of this 
country’s merchant marine on “a firmly established basis and 
at a minimum cost to the public,” said Vice Admiral Emory S. 
Land, war shipping administrator and chairman of the Mari- 
time Commission, in an article published in the September 2 
issue of the Commerce Department’s Foreign Commerce 
Weekly. F 

For many phases of the subject of postwar shipping there 
was no immediate answer and no fixed policy at the moment, 
he said, adding that those phases were inextricably bound up 
with the writing and maintenance of the peace. He warned 
against dependence on foreign-flag vessels to transport foreign 
trade of the United States, but explained that he was not sug- 
gesting that this country should monopolize the maritime serv- 
ices of the world. The United States now had the greatest navy 
and the greatest merchant fleet and had become the greatest 
sea power in the world, he observed. 


Admiral Land said that “tomorrow” a great opportunity 
would be knocking at the door of the U. S..merchant marine, 
and that the question was whether the merchant marine would 
seize that opportunity. ; 

“It is up to the shipping ‘industry to do more than just 
hang up its shingle and place its ships on a berth,” he said. 
“It is up to that industry to spread, far and wide, its ability t0 
serve and to cooperate with others in fostering the development 
and expansion of our foreign trade so that American ships may 
always sail ‘full and down’.” 
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Taxes and Transportation 


The Bureau of Internal Revenue has held that amounts 
paid for the compression of cotton are not considered to be 
accessorial charges in connection with a taxable transportation 
movement and, therefore, are not subject to the tax on trans- 
portation of property if shown separately from the transporta- 
tion charges on the bill rendered by the carrier. The bureau 
also has stated it will interpose no objection to a railroad re- 
pilling the person paying the tax so as to show separately the 
charges for the compression of the cotton, such rebilling to be 
used as a basis for a tax refund, where the compression charges 
were not shown separately in the original billing. 

D. S. Bliss, deputy commissioner of internal revenue, in 
replying to a letter from E. H. Bunnell, vice president, Associa- 
tion of American Railroads, said: 


















You state that a claim has been filed with a member road of your 
association for refund of so much of the tax paid in connection with 
a shipment of cotton, as is applicable to the cost of the compression 
of the cotton. Y¥ou set forth the following examples in illustration of 
the nature of the claim and request a ruling as to the propriety of 
making such refund and the amount to be used as a basis for assessing 
the tax: 

‘1. Cotton moves on a ‘compression in transit’ rate of $1.26 per 
hundred pounds. This rate is the measure of the amount payable both 
for the transportation and the compression of the cotton. The railroad 
has collected the transportation tax on the total charges computed at 
the $1.26 rate. The consignee contends the federal tax should not be 
assessed on that portion of the rate which the railroad pays for the 
compression. The amount of the compression charge may vary, de- 
pendent upon the terms of the contract between the railroad and the 
compressor. . 

“2. The cotton moves on a ‘compression in transit’ rate of $1.26 
per hundred pounds, that rate including an allowance of not to exceed 
25c per hundred pounds for compression. The actual cost of compres- 
sion is $1.32 per bale, and the difference between this amount and the 
25c per hundred pounds included in the tariff rate is collected from 
the consignee. The railroad collects the 3% property transportation 
f tax on the total charges based on the rate of $1.26 per hundred pounds 
plus the excess of the actual cost of compression at $1.32 per bale 
over the allowance of 25c included in the tariff rate. The consignee 
contends that the tax-should not be collected on either the 25c com- 
pression allowance included in the tariff rate or the excess over that 
allowance actually paid for the compression.’’ 

Amounts paid for the compression of cotton are not considered to 
be accessorial charges in connection with a taxable transportation move- 
ment and, therefore, are not subject to the tax, if shown separately 
from the transportation charges on the bill rendered by the carrier. 

Accordingly, under the above illustrations the tax would apply to 
the compression in transit rate of $1.26 per hundred pounds unless the 
railroad in billing such charges shows the transportation charges sepa- 
rately from the charges for the compression of the cotton. , 

In a situation where such charges were not shown separately on 
the bill rendered by the railroad, this office would interpose no objec- 
tion to the railroad rebilling the person paying the tax so as to show 
separately the charges for the compression of the cotton. In such 
case the railroad may make refund of the tax collected with respect 
to the compression of the cotton and take credit on a subsequent return 
for the amount of tax so refunded. 


















































Regulation of Water Carriers 


_ Chairman Bland, of the House committee on merchant ma- 
rine and fisheries, in a statement prepared by him for incorpo- 
ration in a committee document setting forth views of various 
government officials, organizations, publications and individuals 
on postwar merchant marine plans, has advocated that regula- 
tion of coastal, intercoastal and inland water carriers be a 
function of the Maritime Commission, rather than of the Inter- 
state Commerce Commission. 

“It appears to me to be fundamental,” said Chairman 
Bland, “that shipping should be under the regulation of the 
Maritime Commission, and appropriate action should be taken 
for the coordination of the U. S. Maritime Commission with 
the Interstate Commerce Commission so as to provide for dis- 
position of conflicts as they arise. It is as unjust, unwise, and 
unfair to subject the coastal, intercoastal or inland shipping to 
regulation by the Interstate Commerce Commission as to re- 
verse this procedure and place the railroads under the regula- 
tion of the Maritime Commission.” 

_He said it was “gratifying” to be assured by Admiral Land, 
chairman of the Maritime Commission, that the Maritime Com- 
mission would do everything practicable to maintain the coastal, 
intercoastal and inland water carriers after the war. 

Chairman Bland submitted a postwar program for. -the 
U. S. merchant marine calling for private ownership, prompt 
and progressive restoration of service on established routes, 
Carriage by American lines in foreign areas of a greatly in- 
creased share of world commerce, establishment of new foreign 
trade routes opened by war developments, modernization and 
expansion of the merchant fleet in coastwise and intercoastal 
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trades, placing of American vessels in former trade routes of 
the Axis countries, participation by U. S. ships in tramp ship- 
ping, a minimum of 8,000,000 tons of shipping as a goal for 
national defense purposes, opportunity of employment for sea- 
going personnel, and collaboration with allied maritime nations 
in developing the future shipping policy of the United States. 

He said it was, in his opinion, useless to expect that this 
country could have a merchant marine without construction 
and operating differentials to equalize the differentials in con- 
struction and operating costs of competing services of other 
countries. He urged earnest consideration of the use of all 
ports of the United States “rather than confinement of our 
overseas trade to a few highly congested areas.” 

Air and water transportation were naturally and essentially 
complementary, he asserted, and he noted in that connection 
that Great Britain had air lines operated in conjunction with 
steamship lines. 


TIMKEN BOOK ON STEEL TESTING 


The Timken Roller Bearing Company’s steel and tube 
division has prepared and is distributing a 78-page book, “Evalu- 
ating the Forgeability of Steel,’ containing recommended forg- 
ing temperatures of 68 steels as determined by hot twist tests con- 
ducted in the company’s laboratories. The apparatus and pro- 


cedures used in making the tests are described and the results 
interpreted. 





CITY OF DENVER TRAINS OVERHAULED 


For the first time since they were placed in service eight 
years ago, the diesel-powered, fourteen-car trains operated 
jointly by the Union Pacific and the Chicago and North West- 
ern as the City of Denver, are being taken out of service as 
units for reconditioning. A substitute train has been put in 
service while one of the units is being overhauled. When work 
on that is completed, the other will receive similar treatment. 
The City of Denver operates each day in both directions be- 
tween Chicago and Denver, making the 1048 miles in 17 hours 
westbound, and 16 hours and 40 minutes eastbound. The two 
units completed 6,084,022 miles in this service without anything 
more than incidental servicing up to the time the reconditioning 
work was begun. 





COASTAL CARGO VESSELS 


“A series of 125 coastal-cargo vessels to be constructed in 
the next eight months will carry the names of sailors’ knots,” 
says the Maritime Commission. Familiar to seafaring men all 
over the world, these knots include such names as turk’s head, 
fisherman’s bend, wall and crown, spanish bowline; as well as 
the more familiar square knot, long splice, anchor hitch. 

“Vessels of this Cl-M-AV2 design first went into production 
early this year. The original series, scheduled for delivery to 
the navy, were named for counties. The new series under con- 
tract at the Consolidated Steel Corporation’s Wilmington, Calif. 
yard, and the Pennsylvania Shipyards at Beaumont, Texas, 
will be operated under the War Shipping Administration and 
are being named from this newly established category. The 
Maritime Commission already names different classes of vessel 
from such varied categories as American battles, capes, national 
monuments, oilfields, clipper ships and men distinguished in 
American history, but this is the first time a class of names has 
belonged so intimately to sailors and the traditions of the sea. 

“The art and lore of rope knots, of which there are more 
than 3,000 varieties, has been passed down from one generation 
of seamen to another since the time of the first sailing vessels. 
Part of the training now included in the curriculum of U. S. 
maritime training schools deals with tying rope knots, this 
being a skill which the seaman is called upon to use in the 
manning of modern Liberty and Victory vessels, no less than 
in sailing the clipper ships of earlier days. Soon to join the 
American merchant marine will be vessels bearing the names 
Stevedore Knot, Hawser Bend, Yardarm Knot and Sailor’s 
Splice, all of them daily terms in the vocabulary of the mer- 
chant seaman.” 





NEW BILL OF LADING FORM 


E. F. Lacey, executive secretary, National Industrial Traffic 
League, has directed the attention of members to the fact that 
the new unit form bill of lading (one-writing bill of lading- 
waybill form), published in Supplement 17 to Consolidated 
Freight Classification No. 16, will become effective Septem- 
ber 21. Use of the new form, he emphasizes, is optional, the 
so-called standard bill of lading still remaining in effect. Ex- 
planation of the advantages of the new bill is to be made soon 
in a pamphlet to be issued by the Association of American 
Railroads. 


Traffic Club Doings 





Items for this column are solicited and when they are sent and not 
published it is because they are inappropriate or not timely. Copies 
of a club’s publication or the notices it sends to members are 
usually not sufficient, because often they are recetwed too late to be 
of value. THe Trarric WorLD goes to press in Chicago Friday of 
each week. News of coming or past events, such as meetings, din- 
ners and election of officers, is desired. If publicity is looked for it 
should be made the duty of someone in the club to keep us ade 
quately and promptly informed.—EHditor THe Trarric Wor. 


The Metropolitan Traffic Association of New York will 
hold its annual outing September 16 at Scheutzen Park, North 
Bergen, N. J. The program includes a buffet lunch and a din- 
ner, a softball game between a shippers’ team headed by Bill 
Peel of Stein Hall Company and a carriers’ team headed by 
John Fitzpatrick of the Illinois Central, bowling, golfing, horse- 
shoe pitching, and field sports. Arrangements are in the hands 
of the entertainment committee, of which J. J. Lenahan is 
chairman, and the sports committee, John Poye, chairman. Bill 
Croissant, chairman of the bowling committee, has announced 
that league play will begin September 22 at the Capitol Alleys. 





At a dinner meeting of the Women’s Traffic Club of 
Greater New York, September 12, Mrs. Eddie Rickenbacker, 
director, Bundles for America, Inc., will speak on ‘‘Where Do 
We Go From Here?” and Dorothy R. Lewis, a past president 
of the club, will speak on “Braille.” New chairmen of the 
standing committees include: Reception, Helen G. Ippolito, 
Western Union Telegraph Company; ways and means, Ellen A. 
Watterston, Koppers Company; welfare, Mildred E. Kostering, 
American Woolen Company; educational, Edna F. Mead, Duffy- 
Mott Company; recreation, Alpha Street, Norman Lumber Com- 
pany; publicity, E. Lee Hahn, Waterman Steamship Corpora- 
tion. Henrietta Schumm, Railway Express Agency, has been 
appointed editor of ‘‘The Trafficade,” monthly magazine. 





At a meeting of the Stockton, Calif., Traffic Club, August 
22, John H. Coupin, general agent at San Francisco for the 
Western Pacific, spoke on postwar transportation in the Pa- 
cific coast area, and Charles Seaich, superintendent, Stockton 
City Lines, spoke on his company’s bus service. Dinner was 
served. William J. Cuneo, president, presided. 





The Traffic Club of Minneapolis held its annual prize golf 
tournament at the Minneapolis Golf Club September 8. Dinner 
was served. The first regular luncheon meeting of the fall will 
be held September 21. 





Because of illegibility of the notice received, the Traffic 
World last week erroneously reported that the joint dinner to 
be held by the men’s and women’s traffic clubs of New Haven, 
Conn., would occur September 10. The correct date is Sep- 
tember 19. 





The South Bend, Ind., Transportation Club will hold its 
annual golf outing at the Morris Park Country Club September 
13. Dinner will be served. G. H. Frank heads the golf com- 
mittee. 





Melvin K. Whiteleather, Philadelphia Evening Bulletin, 
who reported the invasion of Normandy, will speak at a dinner 
meeting of the Women’s Traffic Club of Philadelphia at the 
Hotel Whittier September 12. 





The Women’s Traffic Club of Louisville, Ky., will hold a 
monthly dinner meeting September 14 at Canary Cottage. Mrs. 
Fred Smythe, president. Louisville League of Women Voters, 
will speak on “Citizen Responsibility.” 





__ The Wyoming Valley Traffic Club of Wilkes-Barre, Pa., 
will hold its thirteenth annual outing and golf tournament at 
the Irem Temple Country Club, Dallas, Pa., September 13. Din- 
ner will be served. 


The Waukegan-North Chicago Traffic Club will hold a 
dinner meeting at the Johns-Manville Club September 14. 
There will be a program of entertainment arranged by the 
United Air Lines. 





The Traffic Club of Denver held a dinner meeting Septem- 
ber 8 at which the sound film “Tank Destrovers’” was shown 
by arrangement with the Santa Fe System. Bill Dahl, chair- 
man of the entertainment committee, has announced that a 
keno party will be held November 10 and that the annual 
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Christmas party will be held December 16. The board of qj. 
rectors has elected L. W. Housemen, commercial agent, Nor 
folk and Western, to the office of secretary-treasurer, succeed 
ing Ernie Haskins, who resigned on being transferred to Sali 
Lake City, Utah. J. J. McGarry, general agent, Colorado an@ 
Southern, was elected a member of the board to succeed Mr 
Haskins. The bowling league will open its season at the Reg 
reation Alleys September 15. 



































The Berkshire County, Mass., Traffic Association will ho 
a golf tournament and annual clam bake at Dalton, Ma 
September 13. C. C. Decker heads the golf committee anj 
W. R. Sage heads the entertainment committee. 























The following correction has been received in the list off =~ 
traffic clubs published in the Traffic World August 19: Wom. 
en’s Traffic Club of Pittsburgh, Mrs. Regina M. Smith, pregi. 
dent, and Camile R. Shaw, corresponding secretary. 


























The Motor City Traffic Club of Detroit will hold its second 
golf outing of the season at the Grosse Ile Golf and Country 
Club September 19. Dinner will be served, and golf and door 
prizes will be awarded. William J. Hoffman is chairman oj 
the sports committee. 























A meeting of younger men interested in forming a junio 
traffic club at Denver will be held September 15 at the confer. 
ence room of the trustees of the Denver and Rio Grande West. 
ern. T. F. Harvey is temporary chairman of a group promoting 
the organization. 





























At a meeting of the Junior Traffic Club of Metropolitan 
St. Louis, September 6, William L. Gregory, vice-president, 
Plaza Bank of St. Louis, spoke on “Quinine in the War Effort.’ 
New chairmen of the club’s standing committees include: En. 
tertainment, Les Breyfogle; educational, Andy Hanson; pub- 
licity, L. A. Williams; membership, Fred C. George; reception, 
Carl Hartenberger; sports, Frank Bloss; civil military, Omer 
Graeler; employment, Bert Peimann. Ollie Kohl is editor of 
“Traffic News Topics,” the monthly magazine. 





























The Pacific Traffic Association of San Francisco will hold 
its annual golf tournament at the California Golf Club Septem- 
ber 22. R. A. Branham, Western Pacific, is chairman of the 
committee on arrangements. Dinner will be served. 
















The Transportation Club of Springfield, Ill., will hold a 
dinner meeting September 13 at which motion pictures of war: 
fare in the Pacific area will be shown. The meeting has been 
designated “Peoria Night.” Fred Konze, district freight agent, 
Pennsylvania Railroad, heads the committee on arrangements. 













The transportation club of the Rochester, N. Y., Chamber 



















of Commerce will hold its fifth annual clambake at the Point A 
Pleasant Hotel September 21. Earl Raymond is general chair: 
man of the clambake committee. 
The Winston-Salem, N. C., Traffic Club will hold its an 
nual fall barbeque and outing at Reynolds Park September 28 
There will be a golf tournament. 
< 
NEW YORK SHIPPERS’ CONFERENCE It 
The Shippers’ Conference of Greater New York will re th 
sume activities for the fall and winter with a meeting at the is 
New York Commerce and Industry Association September 13. 
John H. Pretzell, assistant traffic manager, Standard Brands, g 
Inc., will preside. S 
BOSTON CONFERENCE ON DISTRIBUTION tk 
The sixteenth annual Boston Conference on Distribution +k 
will be held at the Hotel Statler, Boston, October 16 and 17, 
Daniel Bloomfield, director of the conference, has announced. g 
Principal subjects for consideration include changed methods tl 
of distribution in the postwar period, effect of foreign trade 
relations on distribution, and disposition of surplus government C 
materials. The conference will be open to persons interested In 
the subject. : 
WAIVER OF COASTWISE LAWS 
Compliance with coastwise laws barring foreign-owned 
vessels from the U. S. coastwise trades have been waived by 
Herbert E. Gaston, Acting Secretary of the Treasury, to permit 
transportation of passengers or cargo, or both, in the coastwise 
trade by any foreign vessel while it is allocated to the Wa! 
Shipping Administration by the government of any of the 
United Nations and has on board a “Certificate of Ownershi? 
and Operation” issued by the War Shipping Administration ON 
certifying that it is so allocated. 
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Personal Notes 


Arthur M. Potter, traffic manager, Bigelow-Sanford Carpet 
Company, New York, died August 28 at Mineola, L. I., at the 
age of 64. He served with the New Haven Railroad from the 
time he was 12 until he was 29, and served with Bigelow- 
Sanford since 1909, the last 25 years as traffic manager. 

Paul M. Bunting has been appointed director of public 
relations and development at St. Louis for the Cotton Belt 
Route, succeeding A. C. McKibbin, who retired. Other appoint- 
ments include W. G. Degelow, general mrechandise agent, 
St. Louis, and H. W. Mason, assistant general freight agent, 
St. Louis. ' 

The Consolidated Steel Corporation has announced the 
following appointments: James H. Hartzog, general traffic man- 
ager, Los Angeles; E. M. Burk, traffic manager, Orange, Tex., 
and E. Jackson, assistant traffic manager, Orange. 

J. C. Moore has been appointed traffic manager, a new 
position, for the Spokane, Portland and Seattle System, at 
Portland, Ore. He was previously general freight and passenger 
agent. 

Miss Marion McClintic has been appointed director of 
hostess training at Washington, D. C., for the Pennsylvania- 
Central Airlines, succeeding Katherine Hartman, recently ap- 
pointed chief hostess. 

The nominating committee of the Chicago regional chapter 
of the Association of Interstate Commerce Commission Prac- 
titioners has selected the following as candidates for election 
to office: For chairman, Wallace T. Hughes; vice-chairman, 
Lee R. Cowles; secretary-treasurer, A. W. Fox; members, board 
of directors, R. V. Craig, William L. Hunter, E. Rigg, and 
Gordon E. Riley. The committee consists of Nuel D. Belnap, 
Walter R. McFarland, and William Noorlag, Jr. 

R. E. Waters and C. F. Piper have been appointed com- 
mercial agents at Orlando, Fla., and St. Louis, Mo., respectively, 
for the Central of Georgia. C. L. Deal has been appointed 
industrial agent at Atlanta, Ga. 

Commr. M. E. Crossman, commanding officer, U. S. Mari- 
time Service Officers School, Alameda, Calif., spoke on “‘Build- 
ing and Training a Merchant Marine for America’s Foreign 
Trade” at a dinner meeting of the Oakland, Calif., Foreign 
Trade and Harbor Club September 7. Clifford D. Allen, com- 
missioner, Oakland Board of Port Commissioners, was guest 
of honor. Walter Tibby, club member, spoke on France. 

The Piedmont and Northern and Durham and Southern 
railways have announced the following appointments: P. E. 
Gross, commercial agent, Greenville, S. C.; P. W. Stubbs, gen- 
eral agent, Augusta, Ga.; F. E. Williams, general eastern agent, 
New York; A. K. Brittan, commercial agent, Charlotte, N. C. 

W. R. Jones has been appointed general coal agent at 
Chicago for the Chicago, South Shore and South Bend Rail- 
road. 

The alumni association of the Freight Traffic Institute will 
hold its first regular meeting of the fall at the Midland Hotel, 
Chicago, September 13. Refreshments will be served, and new 
members initiated. 

The alumni association of ‘he Academy of Advanced Traffic 
will hold its first meeting of the season at the Hotel Biltmore 
club rooms of the Traffic Club of New York September 21. 


Arthur L. Wielde, accounting officer, Northern Pacific Rail- 
way, died suddenly September 6 while en route from his 


office to his home in St. Paul, Minn. He had been with the 
railroad 41 years. 





MERCHANT SHIPBUILDING 


“Additional man-hours required in construction of military- 
type vessels now being sped from United States Maritime Com- 
mission yards continued to affect the number of ships and ton- 
nage delivered last month,” the commission said in a statement 
on August merchant ship production, continuing as follows: 


Twenty-eight special military type ships for the navy and army 
were included in the 119 ships aggregating 1,157,602 deadweight tons 
delivered during August. This brings the year’s output to 1,109 ships 
with a total of 11,059,586 deadweight tons. 

Production of the emergency Liberty cargo ships fell off to 50 
delivered, to none built in west coast shipyards. Sixteen standard 
tankers were the largest component of standard long-range type of 
merchant construction delivered. Other ships delivered in August were: 
Nine Victory cargo, seven standard C-type cargo, five coastal cargo, 
one concrete cargo, and three concrete barges. 

Nearly half of the ships built were delivered from east coast yards, 
while the output of west coast shipbuilders put them in third place. 

East coast yards built 50 vessels, while Gulf Coast yards deliv- 
ered 34, and yards in the Great Lakes area delivered five ships. Seven 
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military type vessels and all nine of the Victory cargo ships were 
included in the 30 vessels built on the west coast. 

East coast yards built 508,164 deadweight tons, or 43.9 per cent 
of the total tonnage built in August. There were 292,068 deadweight 
tons built in west coast yards, or 25.3 per cent of the total. 
yards built 348,360 deadweight tons or 30.1 per cent, while the 9,019 
deadweight tons built in Great Lakes shipyards was 0.7 per cent of 
the total August tonnage. 





Victory Fleet Day 


“Having moved almost 27,000,000 long tons of dry cargg 
out of the United States the first six months of 1944, American 
ship operators stand to surpass their record of 47,000,000 tons 
handled in 1943,” the War Shipping Administration said, as it 
furthered plans to honor the operators and others engaged in 
maritime operations on- Victory Fleet Day, September 27. 

“The increased tempo of the war fronts in Europe and 
Asia is reflected in a marked increase in export shipments of 
petroleum products which feed the machines that are now cary. 
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ing holes in the enemies’ lines. In the first six months of 1944 


some 9.3 million long tons of petroleum products were moved 
out, compared to 6.7 million in the first half of 1943. 

W. S. A. praised the American ship operators for ‘teaming 
up” with merchant seamen, longshoremen, the armed services, 
and W. S. A., in doing ‘fa job without the fanfare of bands to 
help speed the day of Allied victory.” Sailings with war car. 
goes are at the rate of about 1,400 a month, or one every 30 
minutes. Thirty-four hundred ships of the Victory Fleet are 
being operated under W. S. A. jurisdiction by 130 operators, 


Every pound of the 47,000,000 long tons of cargo last yeari 


had to clear through the offices of American ship operators, 
W. S. A. said, but the job was done and the results were mount- 
ing victories on the battlefronts of the world. 

“Without the paper work and supervision of ship operators, 
the great steel hulls of the merchant fleet might lie in harbors, 
rusting out their bottoms, or end in an unsolved tangle of mis- 
direction and confusion,’ W. S. A. officials said. ‘Thousands 
of workers for the ship operators keep long hours over type- 
writers, adding machines, manifests, declarations, insurance 
policies, war-complicated ship payrolls, and a thousand and 
one complex details to see that the planes, tanks, food and men 
reach the right place at the right time.” 

No small share of credit for the swift success in France 
must go to the skill of ship operators and the stevedoring or- 
ganizations which speeded up so sharply the “turn-around time’ 
of the merchant marine as D-Day approached, the War Ship- 
ping Administration said. 

“As D-Day approached and the need for more of all kinds 
of equipment increased, ship operators, with the aid of W. S. A. 
stevedoring organizations and repair yards, materially reduced 
turn-around time and so speeded up the movement of cargoes 
that 3,700 ship-days a month—equivalent to an addition of 123 
ships—were added to the Atlantic run,” W. S. A. said. 

“So effective have been their efforts in loading the ships 
and sending them off to the combat zones a ship now sails on 
an average of every 30 minutes, round the clock, laden with 
vital war material. 

“These men have worked, and worked hard, with little 
fanfare and practically no publicity, because until very recently 
‘reasons of security’ have cloaked most of the activity of the 
merchant marine in a veil of censorship.” 





ADMINISTRATIVE PROCEDURE BILL 
Representative Capozzoli, of New York, has _ introduced 
H. R. 5277, a bill to amend the Judicial Code with respect to 
admission of attorneys at law to practice before the depatt- 


ments and offices of the government exercising judicial or quasi- 
judicial functions. 


ST. LAWRENCE WATERWAY 


Senator Aiken, of Vermont, has submitted to the Senate 4 
resolution adopted by the Vermont Federation of Labor August 
12 at Burlington, Vt., approving S. 1385, the Aiken bill provid- 
ing for adoption of the St. Lawrence waterway and powel 


project, and a similar resolution adopted by the New York 
Federation of Labor. 


SHIPS IN MERCHANT MARINE 


The War Shipping Administration had 3,465 merchant ships 
under its control as of September 1, according to statistic 
made public at the Maritime Commission. 


W. S. A. RATE ORDER 


The War Shipping Administration has issued its rate orde! 
No. 288, covering rates and surcharges, kryolith in bulk, from 
Ivigtut, Greenland, to U. S. Atlantic ports. 
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Digest of New Complaints 





MC C-412, Margaret Tricarico, dba Mickey’s Express, Bristol, Conn., 
Revocation of Certificate. 

Investigation instituted by the Commission, division 5, into dis- 
continuance of operations by respondent, and failure to file evi- 
dence of security for the protection of the public. 

C-413, Peters Trucking Corporation, New York, N. Y., Revocation 
of Certificate. 

Investigation instituted by the Commission, division 5, into dis- 
continuance of operations by respondent, and failure to file evidence 
of security for the protection of the public. 

C-414, F. A. Weick, Inc., New York, N. Y., Revocation of Certifi- 
cate. 

Investigation instituted by the Commission, division 5, into dis- 
continuance of operations by respondent, and failure to file evidence 
of security for the protection of the public. 

C-415, Charles Wienkop, dba Waco Transportation Co., Newark, N. 
J., Revocation of Certificate. 

Investigation instituted by the Commission, division 5, into dis- 
continuance of operations by respondent and failure to file evidence 
of security for the protection of the public. 

MC C-416, Albert E. Behrens, dba A. E. Behrens Express, Neptune, N. 
J., Revocation of Certificate. 

Investigation instituted by the Commission, division 5, into dis- 

continuance of operations by respondent, and failure to file evidence 

of security for the protection of the public. 
MC C-417, Luther Van Service, Inc., Teaneck, N. J., Revocation of Cer- 
tificate. 

Investigation ‘instituted by the Commission, division 5, into dis- 
continuance of operations by respondent, and failure to file evidence 
of security for the protection of the public. 

MC C-418, Nassau Van Co., Inc., Brooklyn, N. Y., Revocation of Cer- 
tificate. 

Investigation instituted by the Commission, division 5, into dis- 
continuance of operations by respondent, and failure to file evidence 
of security for the protection of the public. 

No. 29180, Ringsby Truck Lines, Inc., Denver, Colo., vs. A. T. & S. F., 
et al. 

Alleges that failure of defendant railroads to comply with request 
to provide transportation for complainant’s loaded and empty semi- 
trailers on flat cars between Chicago, Ill., and Denver, Colo., and 
Los Angeles, Calif., and between Denver, Colo., is in violation of 


MC 


MC 


MC 
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section 1(4). Asks cease and desist order, and order requiring 
railroads to establish reasonable facilities for the transportatioy 
sought, rates, rules and regulations, and that they be established oy 
less than statutory notice. (James M. Davison, Jr., 3262 Blake st, 
Denver 5, Colo.) 

29181, Masonite Corporation, Chicago, Ill., vs. Pennsylvania, et a], 

Classification and exceptions ratings on insulating materials, car. 
loads and less than carloads, in Consolidated Freight Classificatioy 
No. 16, in violation of sections 1, 2, and 6. Asks cease and desis 
order; ratings, to apply to the transportation of such materials from 
Chicago to all destinations east of the Mississippi River and the 
District of Columbia; reparation on shipments since effective dat 
of the classification and tariff issues and pending determination 4 
the instant complaint; and cancellation of undercharge demand 
and balance due bills. (Walter, Burchmore & Belknap, 2106 Fielj 
Bldg., Chicago 3, Ill.) 
29182, Quaker Oats Co., Chicago, Ill., vs. Canadian National Rail. 
ways, et al. 

Rates charged on ‘‘frustrated’’ shipments of cereals and fiour, 
in November, 1941, and February and March, 1942, from Peter. 
borough, Ontario, Canada, to New York, N. Y., for exportation 
and later moved to other United States ports for exportation, 
involving additional charges, representing the difference betwee, 
the export and domestic rates, in violation of sections 1, 5, and. 
Asks cease and desist order, and reparation of $663.10. (James \ 
Best, 1900 Board of Trade Bldg., Chicago 4, Ill.) 
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No. 















AUTO USE TAX REPEAL 


Representative Norrell, of Arkansas, has introduced H. R 
5280, a bill to terminate the $5 use tax on motor vehicles. 






AWARD TO AUTOMOTIVE COUNCIL 


A “jury of awards” of the American Trade Association 
Executives, in naming the Automotive Council for War Pro. 
duction as one of eight associations entitled to honorable men. 
tion for cooperative services to business men, considered the 
work of the Automotive Counc'l, representing over 500 automo. 
tive companies, on the basis of its overall value to the successful 
prosecution of the war, “through removing peacetime barrier 
to industry-wide teamwork without diminishing the individual 
freedom and responsibility essential to maximum production,’ 
the Automotive Council said in a statement commenting on 
the recognition accorded it. 
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An interesting ap 
tion of Signode 
Strapping. This shows 
the rigidity that can be 
added to a light lumber 
crate, affording full ade- 

uate protection fora 
shipment of steel shelv- 


STEEL STRAPPING COMPANY 
AVE., CHICAGO 47, ILL. + 


War shipments have been re-inforced 
with tensioned steel strapping to make 
absolutely certain of safe arrival— 
SECURITY. But, Signode’s shipping en- 
gineers have also showed wartime ship- 
pers how to secure—as important “by- 
products’ — actual cash savings through 
lower material and labor costs and a 
speed-up of the packing operations. 


Write for a descriptive booklet ex- 
plaining Signode applications to a great 
variety of peacetime products. 









@©PACKAGES  e@ CRATES 
© CARTONS e SKIDS 
Bresi ® BUNDLES © BOXES 


Signode Methods of bulk-binding 
are widely used in the movement of 
carload shipments. 








BROOKLYN, N. Y.: 364 FURMAN ST. 
SAN FRANCISCO, CALIF.: 451 BRYANT ST. 
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ALCOA STEAMSHIP COMPANY, INC. 
240 Conway Bldg., Chicago Randolph 4730 


NORFOLK, VA.: 621 Citizens Bank Bldg. 
wid BALTIMORE, MD.: 710 Garrett Bldg. 
<a NEW ORLEANS, LA.: 1512 Amer. Bank Bldg. 
MOBILE, ALA.: 500 North Commerce St. 
NEW YORK. N. Y.: 17 Battery Place 
MONTREAL, CAN.: 276 St. James St. West 
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Operating a Complete Ocean Ter- 
minal—Covered and Open Storage— 
Warehouses—Grain Elevator—Cold 


Storage. 


Port of Tacoma 


P. O. Box 1612 Cable "Portacoma"™ 


TACOMA WASHINGTON 

















Dispatch and cooperation with all 
who use our terminal is constantly 


before us. 
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ROUTE VIA G ALVESTON 


AND BE ASSURED OF 


Carcful Handling AND 
Quick Dispatch 
GALVESTON WHARVES 


Est. 1854 





* 


Geo. Sealy, Chairman 





F. W. Parker, General Manager 
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Docket of the Commission 





NOTE—lItems in the docket marked with an asterisk (*) have been 
added since the last issue of THR TraFFIC WorRLD. New assignmenis 
now on the Commission’s docket of dates later than herein shown 
will not bear asterisks when they do appear. Current cancellations 
and postponements announced too late to show the change in this 
docket will be noted elsewhere. 


September 11—Mobile, Ala.—Cawthorn Hotel—Examiner Rice: 
29130—J. L. LeFlore and A. S. Crishon vs. G. M. & O. 


September 11—Philadelphia, Pa.—U. S. Ct.—Examiner Winson: 
MC-F 1612—Associated Transport, Inc., control and consolidation, 
Arrow Carrier Corp., et al. 


September 11—Pittsburgh, Pa.—Roosevelt Hotel—Examiner Hanrahan; 
MC-C-390—Blaw-Knox Co., Power Piping Division, vs. Acme Freight 
Lines et al. 


September 11—St. Louis, Mo.—Coronado Hotel—Commissioner Splawn 
and Examiner Fuller: 
Fourth Section Appl. 20077—Newsprinting ink from Houston, Tex. 
Fourth Section Appl. 20944—Super Phosphate from East St. Louis, 
Ill., to St. Paul, Minn. 


September 11—Topeka, Kan.—State Comm.—Jt. Bd. 52: 
MC 30605 Sub. 45—Santa Fe Trail Transportation Co., Wichita, Kan., 
certificate to extend operations. 


September 11—Topeka, Kan.—State Comm.—Jt. Bd. 36: 

MC 70082 Sub- 2—R. E. Melgren, Olsburg, Kan., to extend operations, 
Sept. 12—Atlanta, Ga.—Atlanta Biltmore Hotel—Examiner Mackley: 

1. & S. 5098—Switching at Atlanta, Ga. 


September 12—Chicago, ill.—Sherman Hotel—Examiner Johnston: 
Ex Parte MC-38—Modification of permits of motor contract carriers 
of packing house products. 


September 12—Philadelphia, Pa.—U. S. Ct.—Examiner Winson: 
MC-F 2559—S. R. Posey and B. F. Weaver, control; Shirks Motor 
Express Corp., purchase, H. L. Goble & Co., Ine. 
September 12—Pittsburgh, Pa.—Roosevelt Hotel—Jt. Bd. 27: 
MC 89314, Sub. 1—Martin Brothers, Bessemer Pa., permit to extend 
operations. 
September 12—St. Louis, Mo.—Hotel Coronado—Commissioner Splawn 
and Examiner Fuller: 
29170—Continental Grain Co. vs. Inland Waterways Corp. operating 
Federal Barge Lines. 
September 12—Topeka, Kan.—Hotel Kansan—Jt. Bd. 56: 
MC 989 Sub. 6—Ideal Truck Line, Norton, Kan., to extend operations, 
September 12—Washington, D. C.—Jt. Bd. 68: 
MC 4080 Sub. 2—Crawford and Thomas, Inc., Washington, D. C., per 
mit to extend operations. 
September 13—Buffalo, N. Y.—Hotel Buffalo—Examiners Koebel and 
Burslem: 
Ex Parte 128—Investigation of South Buffalo Ry. 
September 13—Chicago, IIl.—Hotel Morrison—Examiner Walsh: 
Fourth Section Appl. 19575, 19576 and 20378—Gravel and crushed stone 
to Champaign and Urbana, Ill. 
September 13—Omaha, Neb.—Hotel Fontenelle—Jt. Bd. 19: 
MC 29130 Sub. 39—Rock Island Motor Transit Co., Chicago, IIl., cer- 
tificate to extend operations. 
September 13—Philadelphia, Pa-—U. S. Ct.—Examiner Winson: 
MC-F 2576—E. B. Matlack, et al., purchase, Marshall Transport Co. 
September 13—Pittsburgh, Pa.—Hotel Roosevelt—Jt. Bd. 27: 
MC 11710, Sub. 3—Valley Motor Freight, New Castle, Pa., certificate 
to extend operations. 
September 13—Washington, D. C.—Examiner Kassel: 
1. & S. M-2446—Delaware and Maryland to trunk line, increased rates. 
September 14—Chicago, III|.—Hotel Morrison—Examiner Walsh: 
29126 and Subs. 1, 2, 3 and 4.—Armour and Co. vs. Alton, et al. 
September 14—Dallas, Tex.—Hotel Baker—Examiner Rice: 
29091—L. H. Lacey and Co. vs. C. R. I. & Pac., et al. 
September 14—Omaha, Neb.—Hotel Fontenelle—Jt. Bd. 138: 
MC 26704 Sub. 1—A. C. Johnson, Portsmouth, Ia. 
September 14—Omaha, Neb.—Hotel Fontenelle—Jt. Bd. 185: 
MC 27828 Sub. 1—Bywaters Truck Line, Kansas City, Mo., permit 
to extend operations. 
September 14—Pittsburgh, Pa.—Hotel Roosevelt—Jt. Bd. 42: 
MC 30047, Sub. 3—Pennsylvania Transfer Co., New Castle, Pa., cer 
tificate to extend operation. 
September 14—Portland, Me.—Fed. Bldg.—Examiner Winson: 
MC-F 2544—E. R. Dysart, purchase, U. S. Marcoux. 
September 15—Chicago, I!1.—Morrison Hotel—Examiner Walsh: 
28813—Summer and Co. vs. Erie, et al. 
28813 Sub. 1—Summer and Co. vs. W. & LE., et al. 
28813 Sub. 2—Summer and Co. vs. N. Y. C. 
29103—Summer and Co. vs. N. Y. C., et al. 
29104—South Bend Steel Co. vs. N. Y. C., et al. 
29104 Sub. 1—Empire Sheet & Tin Plate Co. vs. N. Y. C., et al. 
september 15—Omaha, Nebr.—Hotel Fontenelle—Jt. Bd. 55: 
MC 8588, Sub. 2—F. S. Pierson, Villisca, Ia., to extend operations. 
September 15—Omaha, Nebr.—Hotel Fontenelle—Jt. Bd. 138: 
MC 64408 Sub. 1—H. Micek, Duncan, Neb., to extend operations 
September 15—Philadeiphia, Pa.—City Hall—Examiner Snider: 
29100—H. McGinn vs. P. & W. Ry. 
September 15—Pittsburgh, Pa.—Roosevelt Hotel—Examiner Hanrahan: 
MC 64714 Sub. 1—Bowman Motor Freight, New Castle, Pa., certificate 
to extend operations. 
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A Place in History 


Constructed hastily. to meet the war’s immediate 
needs, Liberty Ships have often been criticised, but 
ley: no ships built every wrote as many gallant chapters 
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ROUTE <@fiaus 
FASTER — DIRECT — L.C.L. — RAIL SERVICE 
TO: TEXAS, LOUISIANA, MEXICO, ST. LOUIS MO. 


* 
Pick Up and Store Door Delivery included at rates 
no higher than rail. 


PREMIER CARLOADING CORP. 


90 WEST ST., N. Y. 6, N. Y. - CORTLAND 7-3812 
Offices and Agencies in Principal Cities 
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Classified der 


The only weekly market place in print covering the entire field of transportation and 
distribation for those who have services, materials, equipment, etc., to buy or sell. 
(Reader ads —$1.00 a line, minimum 3 lines. Classified display —$15 a column inch.) 

ime, 26 time.Classified display discount rates « 













NEW TRAFFIC COURSE now ready. Material in our well-known 
resident course available by mail, including current classifications, 
actual tariffs—rail, motor, forwarding, air, express, water—covering 
rates, rules, routes, demurrage, storage, transit, claims, etc. Low cost 
—liberal terms. Enrollments, will be limited because of tariff supply. 
College of Advanced Traffic, 12 E. Jackson Blvd., Chicago 4. 


60-TON LOCOMOTIVE 


Storage Battery Type, built by General Electric Co. in 1930. Double 
truck, 4-motor type, each 75 H. P. Steeple cab. Good condition. 


Complete specifications available. 


IRON & STEEL PRODUCTS, INC. 
13450 S. Brainard Ave., Chicago 33, Illinois 


“ANYTHING containing IRON or STEEL” 





A GOOD INVESTMENT 


For the duration or post-war— 


Save demurrage, switching, extra handling costs, damaging 
foreign cars, etc. 


Which of these cars could you use? 


80—Hopper, Double, 50-Ton 
10—Hopper, Side-Discharge, 50-Ton 
100—Refrigerator, 40-Ft., 40-Ton 
16—Retngerator, 36-Ft., 30-Ton 
14—Ballast, Composite, 50-Ton 
25—Box, 36-Ft., 40-Ton 
6—Dump, K & J, Automatic, 30-Yd., 50-Ton 
1—Dump, Koppel, Drop-Door, 20-Yd., 40-Ton 
18—Dump, K & J, Automatic, 16-Yd., 40-Ton 
4—Dump, Western, 20-Yd., 40- and 50-Ton 
20—Flat, 40-Ft., 40- and 50-Ton 
38—Gondola, Composite, 36-Ft. and 40-Ft., 40-Ton 
9—Gondola, 50-Ton, High-Side, Steel 
30—Tank, 8000-Gallon, 40 & 50-Ton 


Perhaps this list also has some other cars you could use to very 
beneficial advantage now? 


All cars are priced to selll 
IRON & STEEL PRODUCTS, INC. 
39 years’ experience 
13450 S. Brainard Ave., Chicago 33, Illinois 
“ANYTHING contelning IRON or STEEL‘’ 





% Production of victorious quantities of war goods 
has been possible only because American industry 
spread the work. 

And spreading the work is practical only because 
of Truck-Trailers—which link associated plants with 
a door-to-door, time-table service that isn't possible 
with any other transport method. 

Are you getting the full value these over-the-road 
eonveyors offer you? 
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September 15—Washington, D. C.—Examiner Konigsberg: 
1. & S. 5316—Chemicals, etc., Philadelphia, Pa., to Gulf Ports. 


September 16—Bellows Falls, Vt.—Fed. Bldg.—Examiner Winson: 
MC-F 2537—-H. D. and M. J. Zabarsky, purchase, E. C. Flemings, 


September 16—Chicago, tIl.—Morrison Hotel—Commissioner Porter: 

Finance 14641—Appl. of Milwaukee Livestock Handling Co. for ay. 
thority to acquire by lease and operate, railroad properties of 
Milwaukee Stock Yards Co. 

Finance 14642—Appl. of United Stockyards Corp. for authority to 
acquire direct control of railroad properties of Milwaukee Livestock 
Handling Co., Ft. Worth Livestock Handling Co., and South San 
Francisco Livestock Handling Co. 

* Finance 14686—Appl. of Stockyards Ry. for authority to acquire by 
lease, and operate railroad properties of St. Paul Union Stock. 
yards Co. at Billings, Mont. 

* Finance 14687—Appl. of Sioux City Terminal Ry. for authority to 
acquire by lease, and to operate railroad properties of Sioux City 
Stock Yards Co. at Butte, Mont. 


September 16—Des Moines, la.—State Comm.—Jt. Bd. 146: 
MC 105156—Rorah Truck Line, Spencer, Ia., certificate. 


September 16—Pittsburgh, Pa.—Roosevelt Hotel—Jt. Bd. 59: 
MC 105155—16th Street Garage, Wheeling W. Va., certificate. 


September 18—Chicago, I!1.—Hotel Morrison—Examiner Walsh: 
29163—-Cardox Corp. vs. A. & W. Ry. Co., et al. 


September 18—Des Moines, la.—State Com.—Examiner Driscoll: 
MC 105085—W. Peak. Grinnell, la.. certificate. 
MC 105194—Lamoni Sale Corp., Lamoni, Ia., certificate. 
September 18—Los Angeles, Calif.—Fed. Bldg.—Examiner Stiles: 
28922—-California Cotton Oil Corp., et al vs. Alton, et al. 
29150—Albers Milling Co. vs. Alton, et al. 


September 18—Memphis, Tenn.—Peabody Hotel—Examiner Harrison: 

1. & S. M-2376 and 1st and 2nd Supplis.—Restriction in rates over Gor. 
dons Transports, Inc. 

|. & S. M-2388—Rate restrictions, Hoover Motor Express Co., Inc. 

September 18—Pittsburgh, Pa.—Roosevelt Hotel—Examiner Hanrahan: 
MC 21537, Sub. 20—Suwak Trucking Co., Washington, Pa., certificate 
to extend operations. 
September 18—Syracuse, N. Y.—U. S. Ct.—Examiner Winson: 
MC-F 2133—W. J. O'Neill, control, Moore Northern Haulers, Inc. 
September 18—White Sulphur Springs, Mont.—County Ct.—Commission- 
er Porter: 

Finance 14482—Appl. of White Sulphur Springs & Yellowstone Park 
Ry. for abandonment of the line from Dorsey to White Sulphur 
Springs, and abandonment of operation under trackage rights be- 
tween Ringling and Dorsey, Mont. 





Stover Elected C. & E. I. President 


Directors of the Chicago & Eastern Illinois September 8 
elevated Charles T. O’Neal from the position of president to 
chairman of the board and elected Holly Stover, vice president 
and a director of the Gulf, Mobile and Ohio Railroad and fed- 
eral manager of the Toledo, Peoria & Western Railway, to 
succeed O’Neal as president. The changes become effective on 
October 1, 1944. 

The directors also voted a dividend of one dollar a share 
on Class A stock payable on October 16, 1944, to stockholders 
of record as of September 30, 1944. 

Mr. O’Neal has served as president of the C. & E. I. since 
January 1, 1931. 

Action of the directors was taken, it was said, to retain 
Mr. O’Neal’s services while relieving him of much of the detail 
of the railroad’s administration. 

The directors, a spokesman pointed out, felt that Stover’s 
demonstrated success in the management of new business under- 
takings, as well as his wide business contacts, brought to the 
C. & E. I. ability and experience that would benefit the road 
materially in the immediate future when the greatest traffic 
problem would be the development of new business. His efforts 
in the past have been especially successful in the marketing of 
coal. 

Born sixty-one years ago in Beckley, West Virginia, the new 
president began his career as a worker in the coal mines. He 
purchased a telegraph key and sounder with his first pay 
check and a few years later launched his railroad career with 
-the Chesapeake & Ohio. ; 

In assuming the presidency of the C. & E. I., Stover relin- 
quishes his other railroad connections. 


'ST.LOUIS-SAN FRANCISCO RY. 
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ACME STEEL COMPANY 


2844 ARCHER AVENUE, CHICAGO 8, ILLINOIS 
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You can help prevent Damage 


..:LOSS...Delay_. Speed Freight 
Faster in Better Condition! 


Today, highway transportation is America’s fast- 
est... safest freight system! 

Why not get full benefits of this faster ser- 
vice? Follow the four simple suggestions below. 
Avoid costly waybilling mistakes. 

Teamwork between Shipper and Truck Opera- 


tor makes a mighty big difference. Cooperate for 
better shipping! 


THE AMERICAN TRUCKING wovstev 


AMERICAN TRUCKING ASSCCIATIONS, WASHINGTON, D. C. 


EVERY MILE FREIGHT TRUCKS ROLL BRINGS VICTORY CLOSER 





